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Sydney R1 class 1979 waits in Cross Street at the Sydney Tramway Museum for the arrival of passengers coming 
by steam train on 25 October.  Mitchell Skillcorn

A Snippet from History

From the Evening News,
Friday 27 February 1880, page 2

The New Tramways

In the Legislative Assembly last evening Mr Lackey, 
in explaining the estimated cost of and revenue 
from the new scheme of tramways, furnished 
statistics showing that the line  from Hunter-street 
to Paddington, a distance of two and a half miles, 
would cost £16,230; the line traversing Oxford-
street to Surry Hills, one and seven-eighth mile, 
£11,250; the line from Darlinghurst to Randwick, 
three and three-quarter miles, £20,625; the line from 
Darlinghurst to William-street, one and five-eighth 
mile, £6750; the line from Paddington to Waverley, 
one and three-quarter mile, £9625. This was named 
the south-eastern system, the total cost of which 
would be £112,000, including sites for station yards, 
shed accommodation, plant, and rolling stock. It was 
intimated that these lines would have a passenger 
traffic of 5700 per day or 2,080,500 per year, giving 
a yearly revenue of £28,105, less 66 per cent; for 
working expenses, £18,737 - £9368, or 8 per cent 
on the capital expended. With regard to the southern 
and western system, the line from York-street to 
Glebe, two and a quarter miles, would cost £14,623; 
the line from Parramatta-street to Waterloo, one and 
a half mile, £10,500; the line along the Newtown and 
Enmore roads to Marrickville, two and a half miles, 
£17,500; the line from Glebe to Glebe Point, one and 
a quarter mile, £8730; total, £51,375, or including 
sites for stations, shed accommodations, plant, and 
rolling stock, £94,875. The passenger traffic of these 
lines would be £7400 per day, or £2,701,000 per 
year, giving a yearly revenue of £33,762 10s, less 
working expenses 66 per cent £22,508 10s - £11,254 
of 12 per cent of interest on the cost of construction. 
The cost of contract of the line Campbelltown 
to Camden, a distance of eight miles, including 
accommodation and plant and rolling stock, would 
be £30,000, and the yearly revenue £3000, of which 
£ 1500 would be required for working expenses. The 
total cost of the construction of the scheme would be 
£236,875; the total revenue, £64,867; and the total 
working, £42,745; leaving a balance of £22,122 10s.
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This paper, originally intended to be some notes on 
tramway cables, has at the last minute been amplified 
to include notes on the power and machinery, and as 
the time has bas been short the author asks members to 
excuse any errors of arrangement that they may notice.

The motive power is steam, supplied by marine type 
multi-tubular boilers of grate area 18 square feet, and 
in some cases 24 square feet grate area, with working 
pressure of 100 lbs. per square inch. Each boiler is 
approximately seven feet in diameter by fifteen feet 
long, and all were made in Melbourne and fitted with 
Fox corrugated furnace. At two power-houses the 
boilers are Babcock and Wilcox water tube, and all 
the original boilers are still at work and in good order. 
At Richmond power-house the Babcock and Wilcox 
boilers have been at work for nearly 42 years, the only 
renewals being a few tubes in the fire row. This is 
rather a wonderful performance for a water tube boiler.

The steam is delivered to horizontal engines either 
24 by 48 in. by 60 rpm, or 20 by 40 in. by 72 to 80 
rpm, equal to 560 or 800 I.H.P. The former are by 
Shanks and Co., Scotland, in three power-houses; the 
remainder were built locally. It is interesting to note 
that the locally made engines have caused us much 

less trouble and expense that the imported ones. At 
two of the power-houses the 24 inch cylinders have 
been replaced by one 25 inch cylinder.

The 20 x 40 engines are fitted with Myer expansion 
valves. The 24 x 48 engines have cylindrical 
expansion valves working in cylinders formed on the 
back of the main slide valves, the ports being diagonal 
and the expansion being altered either by hand or 
governor by turning the expansion valves. In the new 
cylinders this type of valve has been dispensed with. 
The engine exhausts into a heater, and thence to the 
atmosphere. The top half of the heater is filled with 
quartz or agricultural pipes, and the feed water enters 
at the top through a rose, meeting the exhaust steam 
which enters under the quartz or piping, and by this 
means the feed water is heated to boiling point. This, 
no doubt, accounts in a large measure for the excellent 
condition of our boilers today. We also recover about 
16 per cent of the steam.

As before stated, the engines run at 60 rpm for the 
larger sizes, and 72 to 80 for the smaller. The engines 
are in duplicate, so that continuity of operation is 
assured. They are each coupled by means of a crank 
pin and loose bush to a shaft, on which is mounted the 

Originally published in the Proceedings of the Victorian Institute of Engineers 1927-1928

NOTES ON THE
MELBOURNE CABLE TRAMWAY SYSTEM

By W.R. Pollock

Melbourne Tramway & 
Omnibus Co. grip car and 
trailer 65 in the 1890s.

Museum Victoria
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rope wheel about 8 feet diameter for transmitting the 
power to the main driving shaft, on which is another 
rope wheel 24 feet in diameter, and on the other end of 
this shaft the cable drivers are keyed.

The drive is transmitted by seven inch circumference 
manilla driving ropes. It is interesting to note that the 
first set of manilla ropes ran for about thirty years. 
This well illustrates the economy of this type of power 
transmission when the pulleys are large and the design 
is on generous lines.

The horse power required to run the ropes and 
machinery varies with the different lines. A straight 
line, such as Sydney-road, takes less than a line with a 
number of curves; it will run from 100 to 190 hp, the 
average being about 175 hp; and the average hp for 
peak traffic hours is about 300 hp. At St. Kilda-road 
power-house – the heaviest line – average power came 
out at about 411 hp in 1918, with a maximum of 683 
hp. At this time there were 75 trams on the rope of this 
particular power-house at peak load.

The horse power per tram is approximately 9.5, 
including ropes and machinery, and excluding power 
for the ropes, etc., approximately 6 to 7 hp. The greater 
the average load the less the horse power per tram on 
lines. Where there are few trams out during the greater 
part of the day the horse power per tram average may 
go up to 14.

There is a considerable starting effort needed to start in 
the morning. This is illustrated by the following case: 

At a certain power house traffic had been run with 60 
lbs. to the square inch on the boilers at certain periods. 
But one Sunday morning it was required to move the 
engines, and it was found impossible with 60 lbs. on 
the boilers to move them, even though there were no 
trams out.

One of the greatest advantages of the cable system is 
the lightness of the rolling stock, a car and dummy 
empty weighing only 5 toms 3 cwt. This gives a ratio 
of load to weight of vehicle probably higher than 
any other mode of locomotion. The lightness of the 
rolling stock coupled the fact that the wheels are not 
drivers, is reflected in the life of the permanent way, 
a large percentage of the original rails being still in 
the road.

The instantaneous variations of load on a tramway 
system are very considerable. With the steam engine 
and rope drive these variations were not noticed to any 
extent, the engine merely slowing up momentarily. 
This variation was brought home to us when a self-
synchronising electric motor was coupled to the 
driving shaft, when the loading became too great for 
the engines to manage alone. This type of motor is 
of absolutely constant speed, and during peak hours, 
with the engine giving out say 580 hp, we frequently 
got instantaneous readings on the hp motor of 700 hp, 
or a total of 1280 hp. Such was the price of constant 
speed. Needless to say the gear box would not stand up 
to this, so then the motor was worked as an ordinary 
induction motor, and the slip obtained by this means 
gave a much smoother operation.

An engine house boiler room 
with six boilers.

State Library of Victoria
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Interior of a cable tramway 
engine house.        Charles Rudd

State Library of Victoria

A cable tram surrounded by 
floodwaters in Chapel Street, 
South Yarra in 1907.

Museum Victoria

It might interest members to know that with high tide 
and strong westerly winds the Yarra fills our tunnels 
in parts of South and Port Melbourne with water to 
within 12 or 15 inches of the roadway. This means that 
all our line pulleys are under water, which increases 
our power necessary to pull the ropes. Also, as soon 
as the water recedes, we have to regrease all these 
pulleys.

We are also troubled in certain parts by sudden 
tropical rain such as we get at certain seasons. About 
20 minutes of such rain sufficed to fill the tunnels and 
pits, and the water has risen to within 12 inches of the 
power-house floor. Under these conditions the drivers 
are about one-third submerged. All the 12 ft. angle 
sheaves and other road gear are totally submerged. At 
such times it is impossible for the engines to pull the 
load, and they run slow until the water is pumped out, 
which, of course, is not until the municipal drains have 

cleared the roadway. Members may remember some 
few years ago in South Melbourne the water being up 
to the seats of the dummies for a whole day. On this 
occasion tram traffic was in no way interfered with, 
although passengers on the dummy had to perch on the 
backs of the seats.

When the cables were first started in November, 1885, 
they were of 3⅝ in. circumference and 11 in. lay, 
consisting of six strands of 7, 15 or 19 wires each, the 
latter being made by Roebling, of USA, and being of 
ordinary construction – e.g., the wires in the strand 
being laid the opposite way to that of the strand in the 
rope. All the other makes were and are still of Lang’s 
lay – that is, with the wires of the strand laid the same 
way as the strands in the rope.

The Lang’s lay is used for two reasons, first because 
when ropes of this lay bend round pulleys the wires 
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in the strand tend to slacken, whereas with ordinary 
construction they tighten, and therefore break on the 
crown. Also, there is more surface exposed to wear 
with Lang’s lay.

The rope circumferences increased with the traffic 
from 3⅝ to 3¾, 3⅞ to 4 in. full and developed into 
a standard of seven wires per strand, and 4 in. full 
circumference with 10 in. lay.

It has recently been found advisable for particular 
roads to get ropes of 4¼ circumference and 15 wires 
construction. Thus, while sacrificing some life due 
to wear of grips, gives added life for bending around 
curves owing to greater flexibility, with the result that 
we get a greater average life in these roads.

Ropes are made from what is known as ‘Special Acid 
Steel’ of the highest quality procurable, having a large 
admixture of best Swedish material. The construction, 
as before stated, is 6-7 – that is, 6 strands of 7 wires 
over a medium hard laid up manilla coil.

The rope is of 4 in. full circumference and 10 in. lay, 
strands 1⅜ diameter, and 4½ in. lay of 6 wires of 
.142 diameter with one core wire of soft iron of .144 
diameter. Core of manilla usually about 2 in. diameter 
and 2 in. lay. Weight approximately 2-6 lbs per foot.

The 6-15 ropes are 6 strands of 15 wires over a 
medium hard laid up manilla coil. The rope is of 4¼ 
in. circumference and 10 in. long. Strands 1⅜ diameter 
x 4⅝ lay, consisting of 8 outer wires of .117 diameter 
over a core strand ⅝ circumference by 2½ in. lay, 
consisting of 6 inner wires of .066 diameter over a core 
wire of iron of .069 diameter. Core manilla 2⅛, lay 2¼ 
in. Weight approximately 2.65 lbs. per foot.

The lengths of cables vary from 17,000 feet to 25,200 
feet. One line (now electrified) took a rope of 30,000 
feet, weighing approximately 35 tons.

Breaking strain is 66 to 68 tons per square inch. We 
find from experience that if we can get a rope of from 
66 to 67 tons we get a better rope for our work than 
one of 69 to 70 tons. It is apparently difficult for the 
makers to keep down the tensile strength and still 
maintain the quality of the wire.

All the wires are either brazed or welded, the joints 
being the same diameter as the wire, so that the wire 
is in one continuous piece for the length of the rope.

The ropes come out coiled in troughs in the ship’s 
hold, and are unloaded hand over hand and coiled on 
to pairs of lorries, and thus carted to the power house, 
where they are either coiled down in a trough or are 

reeled up on a reel ready for being put into the road 
when required.

When it is desired to put a new rope in a section, clamps 
which we have for the purpose are put on the rope to 
hold it tight in the road, and the tension in power house 
slacked. The rope is then cut, and the outgoing end is 
spliced to the end of the new rope (which is already 
on a reel); the free end of the incoming rope is taken 
and made fast to another reel to which a small engine 
is attached. When all is ready the clamps are taken off 
and the engine run slow, drawing the new rope into 
the road against a brake, the engine on the other reel 
winding up the slack as it comes into the power house. 
The present drivers consist of a C.I. wheel, generally 
14 ft. diameter, although we have some 12 ft. and 13 
ft. diameter, fitted with segments of cast steel V shaped 
with wood bottoms. Before traffic got so heavy the 
rope ran in H.W. blocks, and the form of drive was 
different, there being two drivers geared together. For 
obvious reasons this was unsatisfactory, as well as 
being very noisy, so this drive has been replaced in 
every case by one driving wheel and an idler, where it 
is seen that the rope comes in from the road round the 
driver, round the idler, thence round a tension wheel, 
and out into the road again. The weight in the tension 
bucket may be anything from 2 to 5 tons, according to 
the conditions of the particular road. The cables have 
run at various speeds in different sections at different 
times; at present they are 13½ or 12½ miles per hour, 
with two sections still at 11 mile per hour. Some small 
auxiliary cables are slower, but as these are not more 
than a few hundred feet long they are not of much 
account as regards speed.

The rope is carried in the tunnels on pulleys set every 
half chain, and around curves either by means of a 12 
ft sheave or by a series of curve pulleys or drums of 
about 2 feet diameter.

(The author exhibited an ordinary carrying pulley 
such as is placed every half chain along the road. This 
had been badly corrugated. These corrugations occur 
usually in curve pulleys or crown wheels which have 
extra weight on them. It is an extraordinary example of 
synchronisation, as the marks tally with the lay of the 
rope. One would say that such a thing was impossible 
until one sees the evidence.)

While running the ropes are under constant supervision, 
weak spots being observed and broken wires looked out 
for. Any particular place on the rope may be run into 
the power house and the engine stopped to examine it. 
This is made possible in the following manner.

Every calculation is based upon what is termed the 
1 splice – that is, the splice that the rope goes in the 
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road with (it may have half a dozen in before it comes 
out). A counter is attached to the driving shaft, and 
an oblong figure on a blackboard marked off into the 
number of revolutions it takes for the splice to go from 
the power house round the road and back again. Any 
damage done to the rope, or any broken wires which 
develop, are noted as being so many revolutions in 
front of or behind the splice and marked on the board, 
which really becomes a drawing of the rope. By this 
means the condition of the rope is readily seen at any 
time, and any desired spot on the rope may be picked 
up and examined.

When the new rope is run in the road we proceed to 
fill the interstices between the wires and strands with 
a composition known as “Rope Filling.” This keeps 
the water out of the rope. When the rope is filled (after 
about three weeks) it is regularly lubricated with rope 
oil once or twice a day, sometimes oftener. The rope 
filling must be liquid enough to run into the innermost 
spaces between the strands. It must set, and when set 
remain plastic so that it will not crack and fall out 
when rope is being bent round curves, etc., and it must 
be waterproof and of a lubricating nature. Keeping the 
water out of a rope is an important factor in its life.

The practice is to put new ropes in city and important 
sections, and then take them out before they are 
worn out and put them in suburban and led important 
sections, by this means getting a longer average life 
and running less risk of holding up the traffic through 
rope trouble.

There are two factors operating against the life of 
the ropes. These are the grips and the curves. Grips 
wear the wires and makes them thin on the crown, and 

curves by alternate bending and straightening break 
the wires. By far the more potent of these is the curves. 
The majority of ropes are discarded through broken 
wires, and not because they are worn out in the sense 
that the grip wears the rope down.

Stoppages are due to various causes, such as cable 
trouble, collisions causing derailment of dummies, 
broken or bent grips, processions, and fire hose across 
tracks, etc. Stoppages due to causes other than cable 
troubles cannot be controlled by power house staff. 
All we can do is to use our best efforts to get traffic 
moving again. With cable trouble the stoppage may, or 
may not be, a power house responsibility.

The ropes when running are under the constant 
supervision of a skilled and experienced man, who 
watches them as they run through the power house. 
This man detects any broken wires, and, guided by 
personal experience and the condition of the rope, he 
determines whether to stop and cut the broken wire 
off; in any case he would watch the place every time it 
came into the power house. Sometimes a broken wire 
that has been let go will stave back for six or seven 
lays, in which case it is imperative to stop and cut them 
off. In other cases the broken wire will break off itself, 
when there is no further need for worry. Stops of from 
one to five minutes are usually due to this cause.

If a wire breaks near a place where it is known there 
are broken wires adjacent to each other the ropes are 
always stopped in order to examine that place, and 
make sure there is no danger of the strand slackening 
and being cut by a grip. It happens sometimes, when 
we stop to examine such a place, that only one or two 
wires are holding. In this case the clamps have to be 

A new cable being transported 
from the docks to an engine 
house in October 1904.

The Australasian, Melbourne
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put on, the rope slackened, and the strand cut out, and 
ends run into the heart of the rope, an operation taking 
from “stop to start of engine” from eight to twenty 
minutes, according to the men available.

On rare occasions a strand breaks out somewhere 
along the road and “bunches". In this case the stop 
may be anything from half an hour to six hours, 
according to the length of bunch, men available, 
position and characteristics of bunch. When a 
bunched strand occurs in the road it is heard by the 
gripman, who should send a signal to power house. 
We have heard alarm signals at frequent intervals 
around the track, and on these signals fairly complete 
information can be sent to the power house. It is 
also possible by means of a pocket ’phone to talk to 
power house on this signal line. Sometimes the first 
information to power house staff is a five-strand piece 
of rope coming into the power house. The engines 
are immediately stopped, and a search made for the 
bunched strand.

At various places along the road the gripmen have 
to throw the rope and run on some distance by 
momentum. Should they fail to throw the rope they 
carry it round what is known as a stop or check bar. 
This is a bar about 3 in. diameter in tunnel, the rope 
passing on the opposite side to the grip. These bars are 
necessary to protect some special underground work, 
and carrying the rope into a bar is in reality the lesser 
of two evils when the gripman fails to throw.

When a rope is overcarried in this manner it is kinked; 
sometimes cut in two. It may be only slightly kinked, 
when no stoppage would occur, or more or less 
severely, when the stoppage may be anything up to an 
hour. An example of a bad kink is on view. In this case 
nothing could be done but cut into the kink and splice 

the two ends. Sometimes a kink can be hammered 
into shape and trimmed up and made safe enough to 
complete the day’s traffic, permanent repair being 
effected when traffic is over.

When a gripman fails to throw the rope and strikes 
the bar he is supposed to immediately notify the 
power house on the alarm signals mentioned, when 
all are on the alert for the damaged piece to come 
into the power house. I am sorry to say that this is 
not always done. When a rope is overcarried one or 
two strands ae sometimes cut, and then we get the 
bunched strand again.

The varieties of kinks and strands are endless, and 
it is safe to say that no two are exactly alike, nor is 
the method of dealing with any two exactly the same, 
hence the necessity for someone of experience and in 
authority being quickly on the spot to determine the 
method of dealing with the trouble.

The worst case is when a strand is bunched and the 
rope parts. When this occurs the facing end flies back 
in the tunnel, and, as the trams are moving forward, 
loops form round the grips. All these loops have to be 
freed from the grips and slack got up on the roadway 
before anything can be done towards pulling the ends 
together preparatory to splicing.

There are various methods of dealing with bunched 
strands, etc., amongst which are the following:

1. The bunched strand may be got up on road and 
cut off.

2. The rope can be cut, bunch taken off, and rope 
spliced together again, or a piece put in.

3. The rope may be cut at each end of bunch and a 
piece put in.

Stranded cable outside the 
Fitzroy engine house in 1918,

State Library of Victoria
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4. Combinations of the above three.
5. The bunch may be carried along the road to a 

suitable spot such as power house, or large pit, and 
bunch cut off.

The splice usually put into a new rope is from 60 to 80 
feet long, and is truly a work of art. In a new rope it 
is most difficult for even experienced men to find the 
splice before the rope is filled or any wear is showing 
on the wires, and would be quite an impossibility for 
a layman.

The operation of making a finished splice for traffic 
purposes takes seven men about two hours. The 
record for a splice was 23 minutes. This time was 
from stop of engines to start of engines, and included 
putting on clamps, slackening up tensions, tightening 
tension, and taking off the clamps. This was done one 
day when it was found necessary to shorten a rope 
during traffic hours, and, as before stated, the traffic 
was only held up 23 minutes. Of course there were 
plenty of men available, and they were organised 
by the late Mr James Turnbull who, with the writer, 
supervised the work.

As the ropes get older and more worn, and more wires 
break, we get two or three wires broken together in 
one spot. When it is considered necessary the strand 
with these broken wires is cut out and a “repairing” 
strand put in, and the ends finished off similar to the 
tucks of a splice. This repairing of the ropes – cutting 
off wires and putting in strands, cutting out lengths of 
cable and replacing with other lengths – is done until 
it is considered the rope is unsafe or uneconomical to 
repair further, when it is taken out and sent to scrap.

The rope is then disposed of for various purposes, such 
as reinforcing concrete, flying foxes up in the timber 
country, and for fencing. I might state that this cable 
makes a most attractive fence, forming the top rail 
instead of wood or piping. Members may have noticed 

it at Albert Park, which is now almost completely 
fenced with it.

Very complete records are kept of every rope. These 
are as rope histories. In these all the events in the life 
of a rope ae chronicled, such as damage sustained, 
wires cut off, strands put in, etc. The form in which 
they are kept is most compact, and was inaugurated by 
the late Mr J.W. Duncan.

It is comforting to find that for tramway purposes there 
are no ropes the world over to equal the British made 
article. We have tied among others both American and 
German.

The author exhibited a drawing of the grip mechanism, 
explaining how the cable is thrown out, how the face 
of the grip is adjusted. He pointed out that the material 
in the slide and check bars of the grip was purposely 
of inferior quality, so that in case of error by the 
gripman to throw the cable, or in case of a derailment, 
the grip might break and so be easily removed. The 
pressure exerted by the grip with a force of 60 lbs on 
the handle is 2040 lbs on the first notch, 4500 and 9120 
in succeeding notches.

The Melbourne cable tramway system by its 
record, both financial and otherwise, has had a 
truly wonderful career. It is known throughout the 
world for its wonderful efficiency. The credit for all 
this must in the first place be given to Mr George 
S. Duncan, that eminent engineer who designed 
the system, and then to the late Mr Clapp. Mr H.A. 
Wilson, and Mr J.W. Duncan who so successfully and 
efficiently operated it.

In closing these notes I should like to pay tribute to 
the men who, when the emergency arises, by their zeal 
and loyal devotion to duty really perform wonders in 
getting traffic moving again.

The cable tram engine house 
at the corner of Gertrude and 
Nicholson Streets, Fitzroy, 
was built in 1886-1887 for the 
Melbourne Tramway Trust 
who leased it to the Melbourne 
Tramway & Omnibus Company. 
It drove three cables. It was the 
third of twelve engine houses on 
the cable system, and was last to 
operate.

Public Record Office Victoria
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DISCUSSION

The PRESIDENT said Mr Pollock had delivered a most 
interesting paper. He had been interested in various 
ways in the early days of the cable trams. It would be 
interesting to know what the cost of construction of 
the cable tramway was, and also the cost of running 
as compared with the cost of the electric system. The 
passing out of existence of the cable tramway would 
be regretted by a large section of the public.

Mr A. McCOWAN said the paper was very interesting. 
He thought the removal of the cable trams from the 
city was a mistake. The electric trams might be a 
little faster, but there was a great deal more wear and 
tear; consequently the cost of running would be much 
greater than the cable trams. The cable trams had been 
very efficient, and the cost of running per mile was the 
lowest in the world. He had pleasure in proposing a 
hearty vote of thanks to Mr Pollock for his paper.

Mr A.E. BATTLE seconded the vote of thanks. Some 
years ago he had been commissioned to proceed to Paris 
to investigate the trams there. One system he inspected 
was specially interesting – the cars could not be 
distinguished from the electric car. They were worked 
with engines in direct drive under the cars; the boilers 
had an internal furnace, and were fed with superheated 
steam. There was absolutely no soot. The inspection 
convinced him that the days of the tram car running on 
rails had gone. It seemed a pity that on the eve of the 
passing of cable trams a system should be installed at 
great cost. Which would have to be carried. Tram lines 
practically split the street into three. He was therefore 
in agreement with Mr McCowan that it was a great pity 
from the point of view of the ratepayers of Melbourne 
that the cable tram cars were to be superseded.

Mr A. LEWIS said he had thoroughly enjoyed Mr 
Pollock’s paper. It appears to have been necessary 
from the type of gripping gear adopted in Melbourne 
to evolve a type of contortionist driver. He knew of no 
other system that required a driver to practically kneel 
on the floor to operate his grip.

Mr POLLOCK said he believed in the Edinburgh 
system the grip was operated by means of a wheel. 
The Melbourne system had the advantage of enabling 
the gripman to throw the grip at the last moment if, in 
the stress of a difficult position, he omitted to do so at 
the proper time. In the case of the winding system that 
was impossible.

Mr A. LEWIS said he would have liked to have heard 
that the Tramway Co. had given making Australian 
ropes a trial.

Mr POLLOCK said it would not pay the rope makers 
to bring out the machinery to make the ropes. It was 

considered at the time of laying down the system. He 
should mention that some of the original rails were 
still in use in the road. That had been made possible by 
the use of the rail planer.

Mr A.C. MITCHELL asked if the use of the rail planer 
had resulted in any appreciable difference at the power 
house.

Mr POLLOCK said the use of the rail planer had 
certainly effected a great saving in the life of the rails. 
But it was very difficult to arrive at figures of the result 
at the power house. They certainly did not have the 
trouble with the steam that they formerly had. The load 
appeared to be lighter. But there were so many factors 
operating which could not be eliminated that it was 
impossible to obtain reliable figures. The last annual 
report showed the working expenses per tram mile to 
be 16.4d.

Mr A.L. HARGRAVE wished to add his appreciation 
of Mr Pollock’s paper. A good deal of criticism was 
indulged in as between the electric and the cable 
systems. The cable system was installed when labour 
and materials were cheap. The cable tram ran into well-
established areas, and the lines paid. If the electric 
trams were only run in well-established areas they 
would pay much better than was the case at present.

Mr POLLOCK thought it probable that when the cable 
trams commenced they were run into districts that 
were not well established. He should have mentioned 
that each engine was fitted with a large flywheel, on 
each rim of which was fixed a steam brake.

Mr A.L. HARGRAVE thought the cable tram was 
limited to a certain load – the limit of the cable.

Mr POLLOCK said the congestion in Swanston-street 
between 5 and 6 pm was more intense today than 
during the operation of the cable trams.

Mr R.J. BENNIE said he had much enjoyed the paper 
and the interesting discussion that had ensued. He 
had had the privilege of visiting one of the power 
houses, and being shown by Mr Pollock many of 
the matters described in the paper. Even though the 
cable tramways were about to depart, it would be of 
interest to the members to pay a visit to one of the 
power houses. It was a matter which was worthy of 
consideration by the Council.

Mr A.L. HARGRAVE’S point was that ultimately 
the cable would not be able to stand the extreme 
tension necessary to pull the traffic in the future. That 
was obvious from the fact that all new cables were 
being placed on the city lines, the old cables being 
transferred to the outer suburbs. Also for some years 
the dimensions of the cables had been increased, 
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but the necessity for flexibility called a halt in that 
direction. A very interesting point was the life of the 
manilla rope mentioned in the paper – about 30 years. 
The rope was more than two inches in diameter. It 
showed what an efficient system of transmission of 
energy the rope drive was. It was interesting to note 
that in many of the newer textile mills other systems 
had been replaced by the rope drive. Ascertaining the 
position of a splice by counting the revolutions was an 
interesting point. He presumed that had to be corrected 
from time to time owing to the gradual creeping.

Mr POLLOCK said the number of revolutions was 
recorded from time to time in chalk on the board, and 
it never erred to a greater extent that 3 or 4 revolutions, 
which were quite close enough for the man examining 
the rope.

Mr R.J. BENNIE said the provision of relatively brittle 
steel in the body of the grip action was very necessary 
to save the rope.

Mr POLLOCK said it would be readily understood 
that if the grip bent it was a difficult and lengthy 
process to get it out of the tunnel. As to the loading 
of the cable system, it was impossible to have more 
than a certain number of cars on the rope, and they 
were pretty near the maximum in Swanston-street. But 
if it was intended to extend the cable service it would 
not be done by lengthening the rope. They would build 
another power house. Therefore there would not be 
more than a definite load on each rope, no matter what 
intensity of traffic was reached.

The vote of thanks was carried with acclamation.

About the Author – William Robert Pollock
 
William Robert Pollock was born in Balmain, Sydney 
on 16 March 1889. His father, Robert Pollock, was 
the surveyor to Lloyd’s Registry in Sydney, and left 
a family of four sons and a daughter when he died in 
1916. All four sons were in the engineering profession. 
William Pollock served as the third and fourth engineer 
on various steamships, and his final voyage was on the 
Cooee from Rangoon arriving in Sydney on 4 April 
1916, just two days before his father’s death.

A fortnight later, he married Evelyn Stanfield in Hobart. 
The wedding was a quiet one due to the recent death 
of his father. The couple then moved to Melbourne 
as Pollock had successfully applied for the position 
of Assistant Engineer with the Melbourne Tramway 
and Omnibus Company. He joined the Company 
around May 1916, shortly before the cessation of the 
Company’s lease of the cable tramway infrastructure 
from the Melbourne Tramways Trust, and the 
establishment of the interim Melbourne Tramway 
Board as the operator of the cable tramway system. 
Initially, Pollock was on probation for six months and 
he was made permanent the following year. Two years 
later, the Melbourne and Metropolitan Tramways 
Board was constituted to operate the various cable 
and electric tramway systems, apart from the two 
lines operated by the Victorian Railways. By 1923, 
Pollock had been promoted to the position of Assistant 
Mechanical Engineer. His role included fuel tests at 
the engine houses, boiler maintenance and overseeing 
the maintenance of and repairs to the wire ropes.

Apart from the above paper written in 1928, Pollock 
also compiled a comprehensive report detailing 
the construction and operation of the engine houses 

Engine house and cable winding 
machinery, Melbourne Tramway 
& Omnibus Co 1898. 
                                    Wikiwand
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and the wire ropes along the cable routes. The latter 
report was written after the cable system was finally 
closed in 1940 indicating that Pollock was still 
employed by the MMTB at this time. In that report, 
Pollock described his position as “Power House 
Superintendent”. It is uncertain when Pollock finally 
retired and what positions he held after the cable tram 

Cable grip car and trailer at 
Victoria Street, 1892-93.

Fred Hardie, 
  National Library of Australia

Cable grip car and trailer 365 
on a Nicholson Street service. 
                              STM archives

Tramways Board 
cable gripman's 
badge, 1916-1919.
        STM archives

'Mind the curve.'  Lygon Street, 
January 1939.         A.K. Sewell
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MTOCo grip car and trailer 91 
at the corner of Brunswick Street 
and Victoria Parade, Fitzroy.
                                 John W. Lindt

system was de-commissioned. It 
is known however that he was 
active in the Victorian Institute 
of Engineers until 1948. He 
was also an Associate Member 
of the Institute of Mechanical 
Engineers.

William Pollock died on 24 
September 1966 at Caulfield. His 
wife predeceased him in 1962. 
They were survived by four 
daughters.

Grip car and trailer 80 in 
Market Street bound for Spring 
Street.                  James Barnard
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Perhaps no feature of a large tramway system is so 
intimately associated with the daily life of the people 
as the various devices employed to indicate the 
destinations of its cars.

The denizen of Sydney who does not know that “two 
green lights mean ‘Newtown,’” or of Melbourne who 
is unaware that the “red” car goes to Carlton, must be 
classed as a new chum.

The conditions of traffic in Sydney, where all the 
steam lines start from the same city terminus, make it 
undesirable to paint the cars in different colors, as is 
done elsewhere, but a small oblong plate, painted with 
a simple design is shown on the motor front above the 
name of the suburb, the design being represented after 
dark by colored lamps, in addition to which a stencil 
plate bearing the name is fixed on the headlight.

Until recently each car carried on the side a board 
several feet in length and lettered with the name of the 
locality to which the tram was proceeding.

This answered fairly well so long as the cars ran 
between the same points all day, but, when it became 
necessary to run to different districts in rotation, the 
time and labour required for constantly changing the 
boards of say, a three car tram, was considerable, and 
the spectacle of a conductor chasing his train out of 
the terminal with several heavy boards on his shoulder 
was not uncommon.

Early in 1896 an indicator constructed somewhat 
on the lines of the “date box,” common on office 
tables, was introduced, which, although capable of 
further improvement, has proved a great advance on 
the old boards.

The device consists of a sheet iron box about 36 inches 
long by 7 inches high by 3½ inches deep, bolted to the 
side of the car and having a glazed opening in front.

Inside are two wooden rollers, the ends of which 
terminate in crank handles outside the box. Wound 
over the rollers is a paper screen mounted on calico, 
and upon which is painted in 3¼ inch letters, the 
names required, only one at a time being visible 
through the opening.

The boxes in use show 32 distinct destinations, but 
they are capable of being extended considerably. They 

are arranged in groups and numbered consecutively to 
agree with a list in working timetable so as to assist 
conductors strange to the route to find the required 
destination without unnecessary turning.

A band brake operated by a cam lever is provided, 
by means of which the rollers can be secured in any 
position desired.

Under this system all the cars are ready to run in any 
direction at a moment’s notice, which is a consideration 
in case of any disarrangement of traffic. Moreover as 
the signs are turned to the word “Sydney”’ at each 
suburban terminus, the actual destination of the car 
is shown at all times, with the result that instances of 
passengers being carried in the wrong direction have 
become extremely rare.

The construction of apparatus capable of exhibiting 
the names and colored signs on the front of the tram 
in a compact form, presents difficulties of which the 
proper illumination at night is by no means the least.

No suitable oil lamp has so far been found capable 
of standing the hard service imposed, but it is 
expected that the style of motor destination box now 
in course of preparation for use on the new George-
street electric line, and which it is proposed to light 
from the trolley wire, will prove as successful as its 
forerunner on the cars.

Originally published in the New South Wales Railway Budget - February 1898 Page 103.

TRAMWAY DESTiNATiON SigNS
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The year 2015 marks an important milestone in the life 
of the Sydney Tramway Museum. A great deal has been 
achieved over the past 65 years since the first steps were 
taken towards tramway preservation, and 60 years since 
the formal inauguration of the museum. The following 
account, based on notes prepared by the late Norman 
Chinn, OAM, foundation member and Member No. 1, 
gives an insight into the early days of the Museum.

During the late 1940s, the Australian Electric Traction 
Association realised that many of the familiar 
car types of the Sydney electric tramway system 
would soon disappear from the city’s streets as the 
government’s misguided policy of switching to buses 
was implemented. It was decided that the Association 
should attempt to preserve of some of these trams.

Inspired by the initiatives of trolley museums in 
the United States, an application was made to the 
Department of Road Transport and Tramways 
(DRTT) when scrapping of the L/P class of cars was 
almost finished for a tram of this class to be given 
to the Australian Electric Traction Association for 
preservation. In due course, car 154 was assigned on 
24 July 1950.

This could fairly be called the genesis of the Museum 
despite the fact that the Australian Electric Transport 

Museum was not yet in existence and that many 
members of the Australian Electric Traction Association 
were hostile to the venture as it would absorb time 
and energy better devoted to the main aims of the 
organisation, namely retention, modernisation and 
extension of Sydney’s electric tramway system.

When it was learned that the Prison Car No. 948 
was listed for scrap, an application was made to the 
Department to give consideration to the preservation 
of this unique car. On 17 January 1951 a letter was 
received advising that it would also be made available 
for preservation.

Early in 1953 Drivers Instruction Car No. 127s was 
withdrawn from traffic and marked down for scrap. 
This car was of great historical significance being the 
sole remaining tramcar in Sydney in original condition 
after 50 years of service. A further application was made 
to the Department pointing out this fact. On 19 June 
1953 the Department advised that car 127s (formerly 
F car No. 393) would be reserved for inclusion in the 
Museum. In addition it offered N class No. 728, which 
was accepted.

Four cars and a large amount of sundry equipment 
were being stored at that time on the Commissioner’s 
property and something had to be done. A meeting was 

The first storage site for the 
Museum’s initial fleet of trams 
was Newtown Depot. 127s, 
formerly F 393, is at the back of 
road 16 in this picture probably 
taken in 1953. Prison car 948, 
visible at right on road 15, had 
been repainted externally by 
members in 1952.

STM archives

THE SYDNEY TRAMWAY MUSEUM
THE FiRST 15 YEARS: 1950 – 1965

By Vic Solomons



TROLLEY WIRE NOVEMBER 2015

17

called on 1 September 1955 to establish the Museum 
as a separate organisation for the preservation and 
operation of historic electric transport vehicles and 
sundry equipment.

The four foundation members of the Australian 
Electric Transport Museum were inspired by successful 
examples of transport museums operating in the United 
States and other countries. These included Branford 
Electric Railway and the Seashore Electric Railway. 
It is equally certain that they were fully aware of the 
magnitude of the task to which they had set themselves.

To found a Museum would have been a fine thing in 
itself, but to seek to establish an operating Museum 
was aiming at something a great deal more difficult. An 
operating Museum would require a location favourable 
to the construction of track on which the Museum’s 

historic equipment could be operated. The foundation 
members found it difficult to identify ready-made 
locations suitable to their purpose, and one prospective 
site after another was eliminated for various reasons.

As a result of further representations, the Commissioner 
donated to the Museum a further four cars for 
preservation, so that by December 1955 the fleet 
consisted of eight units.

As has been stated, finding a suitable site was no easy 
task. Purchase of private land was impossible because 
of the huge price required. An abandoned tramway 
site would have been ideal, but after investigation all 
of these had some drawbacks. Next, government and 
private railway locations were examined but after a few 
false hopes, these too were rejected. By March 1956 the 
Museum had considered over ten different areas and, 

The Museum’s original depot in 
the Royal National Park, pictured 
in 1958. Trams visible are F 393, 
the Balmain counterweight car, 
L/P 154 and freight car 24s. 
Roofing of the shed was achieved 
in 1960-1961.       STM archives

The Museum’s old site, seen 
about the end of 1961. L/P 154, 
the first electric tram preserved 
in Australia, stands on the future 
main line.   Dale Budd
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finally, when the problem seemed insurmountable, the 
Royal National Park Trust of Sydney was approached 
with a request to lease a site to the Australian Electric 
Transport Museum.

The reaction of the Trust was favourable and after 
discussions with the Manager of the Trust, land 
sufficient for the site of  the Museum’s car shed and a 
section of running line one and a quarter miles in length 
was leased to the Museum. This lease was arranged on 
3 August 1956.

The design of the depot building agreed upon was a four 
road twelve car barn. Work commenced immediately 
on clearing the area and erecting the 24 span poles that 
would support the building. These poles were obtained 
from the DRTT at normal cost and removed from their 
location in Victoria Road, Gladesville, on the former 
Ryde tram line, by the Museum members.

From this point on, work moved very rapidly. By 
December 1956 the main walls of the car shed were 
in place. The Christmas and New Year holidays were 
spent cutting, lifting and removing four hundred yards 
of disused tram line from the Yarra Bay – Botany 
Cemetery section of the Botany extension line, which 
had been purchased from the Department.

This completed, the members began the new year by 
laying in the depot three of the four roads on sleepers 
obtained from the Department of Railways at a scrap 
cost of sixpence each. The doors, which were fabricated 
at a member’s home, were shifted onto the site and 
hung. The track was ballasted and everything made 
ready for the big day. Tenders were called to move the 
tramcars onto the site and on 28 February 1957 the 
Museum accepted J. McMahon & Co.’s tender to do 
the job. March 18, 19 and 20 are three days that have 

gone down in the Museum’s history. The organisation 
of transit enthusiasts had accomplished what many 
thought was impossible: in just over eighteen months, 
the Society had obtained its own site, built a car shed 
(though not the final one), and had its operating exhibits 
safely housed.

On 19 January 1959, the latest two additions to the 
Museum, O class car No. 1111 and line car No. 99u were 
moved onto the site, as a result of a further application to 
the Department of Government Transport. The removal 
job again being carried out by J. McMahon & Co. The 
above equipment arrived at the National Park site with 
sufficient spares to last the lifetime of the reader.

Early in 1959 the Australian Electric Transport Museum 
applied to the Registrar of Co-operative Societies for 
registration as a Community Advancement Society. 
This was granted and on 2 April 1959 the Museum 
became known as the South Pacific Electric Railway 
Co-operative Society Limited. The aim of the Society 
is to restore to original condition as many of its exhibits 
as possible. This involves in addition to regular 
maintenance and repairs to bodywork, the elimination 
of excess mess and additions from the cars so that their 
appearance in body detail and paint work will be as near 
the original appearance as possible.

Work at the Museum was not completed yet as much 
more had to be done before the original dream of an 
operating museum was to come to fruition. Track had 
to be obtained to construct the depot track fan and 
eventually a stretch of tram line on which to operate 
the growing collection. Span poles had to be installed, 
overhead erected and maintenance had to be undertaken 
on the actual cars together with the repainting of much 
of the fleet that had deteriorated because of outside 
storage over a number of years.

A work party lifting rail in the 
Randwick Workshops yard in 
1962. General Manager Norm 
Chinn is at right; Noel Reed is 
third from right.    STM archives
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To this end a number of work parties were planned to 
obtain the necessary rail and sleepers from a number 
of sites over the next few years including the lifting of 
59 tons of serviceable rail from the former repair shop 
at the Randwick Workshops site, now owned by the 
University of NSW. Rail and sleepers were also obtained 
from a number of other sites including the disused Potts 
Hill railway and the Ascot Racecourse sidings.

By 1965 work at the National Park site had progressed 
to the stage where electric operation could commence. 

Accordingly on 13 March 1965 the Museum tramway 
service was inaugurated. The National Park site ceased 
operating when the Museum relocated to the present 
site at Loftus, which opened on 13 March 1988.

Footnote: The present Sydney Tramway Museum site, 
65 years on, is a tribute to the tireless efforts of many 
of our earlier members who worked long and hard to 
achieve what many said was an impossible dream. The 
vision of the original founding members had come to 
fruition.

The original depot in late 1964 
or early 1965. K 1296 is in the 
midst of a repaint; P 1497 is be-
ing driven out of the shed using 
a wandering lead. The major 
piece of trackwork at the old site 
was the crossing with single slip 
recovered from Moncur Street 
siding near Waverley Depot.

STM archives

Below:
Five trams on display in the de-
pot yard on 24 January 1965.
Overhead wire has been erected 
and trolley poles are raised; 
regular electric operations 
would begin in less than two 
months.     Dale Budd
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Wireless trams

With the section of the new tram line in George Street, 
Sydney between Bathurst Street and Circular Quay, 
planned to use ground-level power supply technology 
provided by Alstom, the tram supplier, Colin Seymour 
photographed wireless systems in Nice, France and 
Seville, Spain in August and September 2015.

The Nice tramway uses overhead power supply, except 
where the Alstom Citadis cars cross the Place Masséna 
and Place Garibaldi in the city’s old town. At these 
locations, which are approximately 600 metres apart, 
trams are powered by on-board batteries and run with 
their pantographs lowered.

A similar procedure occurs in Seville where CAF Urbos 
trams with fast charging batteries pass through the old 
town near Plaza Nueva.
'

A very short section of overhead wiring is provided at 
the Plaza Nueva terminus in Seville. This allows trams 
to recharge their batteries before commencing their 
journey along the wireless section of track in the city’s 
old town.                   Colin Seymour

AUSTRALIAN AND OVERSEAS NEWS
HERE AND THERE

A CAF Urbos tram in the 
wireless section of track in 
Seville, Spain, near Plaza Nueva 
on 9 September 2015.

Colin Seymour
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A Citadis tram proceeds along 
the wireless section of track 
near Place Garibaldi in Nice on 
the French Riviera. 29 August 
2015.             Colin Seymour

Citadis trams at the stop near 
Place Masséna in Nice.  The 
overhead wire ends above the 
tram on the left; the tram will 
then raise its pantograph as it 
enters the wired section in the 
foreground. The tram on the 
right will lower its pantograph 
before entering the wireless 
section.             Colin Seymour

Snippets 

From The Evening News
Thursday 21 September 1893, page 3:

MILITARY ROAD TRAMWAY
The newly-completed electric tramway from St. 
Leonards Reserve to the junction of the Military and 
Spit-roads, Mosman, a distance of nearly two miles, 
was opened to public traffic yesterday. This is the first 
section of the line which it is proposed to construct to 
the Spit at Middle Harbour and thence to Manly by a 
branch line connected with the fortifications at Middle 
Head. The track is a good one, and care has been 
taken to use good material strong enough to carry a 
light railway and serve not only the necessities of the 
fortifications but the growing traffic in the district.

From The Sydney Morning Herald
Wednesday 29 February 1888, page 9:

THE ELECTRIC TRAM
ABOUT 4 o’clock yesterday afternoon portion of the 
machinery used in working the North Shore cable 
tramway became disabled, and the winding apparatus 
was thus thrown out of gear. The result was that 
the traffic on the line was completely stopped for 
considerably more than three hours, and as none of 
the tramway officials had the foresight too promptly 
report the accident to the steam ferry company at 
Sydney, a large number of people living in distant 
parts of North Shore, and who desired to go by tram, 
landed at Milson’s Point, and had either to walk the 
entire distance to their homes, or wait for the next 
steamer to Lavender Bay.
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Work on former Melbourne restaurant tram No. 939 
continues, with Clinton Pearce restoring the hazard 
lights to operating condition before his return to 
Auckland. During July contractors from Sovereign 
Caravans fitted out the kitchen area with new equipment. 
A new air conditioning unit has been installed but 
further repairs to the other units are needed. The 
plush velvet seats have been removed for storage and 
refurbishment – not a cheap undertaking. The timber 
panelling has been subject to a lot of work to restore it 
to acceptable condition. This work is still in progress. 
Mechanically the car is operational, but the interior is 
far from complete, and will pose further challenges. 
The two side doors and one of the cab floors have been 
replaced as well.

The initial paperwork for the approval of the addition of 
the tramcar to the Museum’s fleet by Transport Safety 
Victoria has been submitted. A subsequent site visit 
determined what further paperwork is required and this 
is now in preparation.

Work continues on two other ongoing workshop 
projects. No. 18’s repaint is near completion, 
although the truck is still being repaired. Work on the 
refurbishing the controller barrel has been taking place. 
ESCo No. 12 has been taking shape as Adam from 
Ludbrookes, a Ballarat joinery firm, continues to apply 
his skills to some very challenging car building. 

Further to our report on the arrival of W2 504 at 
Bungaree in the August issue of Trolley Wire, readers 
may be interested to know that 504 was held back from 
the auction in 1986 so it could be donated to Museum 
Victoria. It was painted in 1978 by Clifton Pugh, one 
of the most prominent artists to be represented in the 
original Transporting Art program. In about 1986 it 
was involved in a minor collision, and its paintwork 
was damaged in the accident and subsequent repairs.  
The intention was that Clifton Pugh would touch 
up his artwork, but he died in 1990 without having 
restored the tram. As a result of his death the tram 
has been in a state of limbo for over 25 years. It will 
remain in storage at Bungaree until a plan for its future 
is decided.

BALLARAT
BALLARAT	TRAMWAY	MUSEUM

PO Box 632, Ballarat, Victoria 3353          www.btm.org.au

From Dave Macartney and Warren Doubleday

Tramcar news 

Clifton Pugh was born in 1924, four years before 504 
entered service. The tram operated from Preston Depot 
in the 1960s and Kew in the 1970s. The Transporting 
Art W2s were replaced by a second series of decorated 
trams, of the SW5 class, painted from July 1986.

In other news, Melbourne W6 car No. 998 was 
despatched from Bungaree on 4 August for its new life 
in Perth. Details are given in the report from Whiteman 
Park on page 43.

Part of the new kitchen in 939, the Function Tram. It 
features a high-speed dishwasher, a bench and sink, 
and a microwave / convection oven. In its days as a 
Melbourne restaurant tram this area was occupied by 
the former toilet, now no longer required. 
                                                    Warren Doubleday
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21 September. It is springtime 
and the daffodils are in bloom at 
the Carlton Street terminus.
                             Roger Gosney

Operations

A little night running was arranged for 5 August, mainly 
for both marketing and photographic purposes. A small 
but enthusiastic group assembled for the chance to take 
night photos and enjoy night trips on the tram. Needless 
to say, it was another freezing night but it was great to 
see a tram out at night again – like the good old days!

Other news

In a new departure, a full-scale formal dinner was 
held inside the depot on the evening of 18 July. The 

trams in the old shed were parked outside, tables set 
up and several space heaters wheeled into position. 
The function was organised by the Ballarat Vignerons 
as part of the Winterlude program of Ballarat Regional 
Tourism. Fifty-eight guests took part, as the temperature 
plummeted from a maximum of nine degrees to around 
zero. Despite that, the dinner went very well, and the 
participants went away well pleased. The shed was 
finally locked up at 11:15pm.

The new extension to the archive room has been 
completed. This will include a work area for archival 
activities as well as a meeting room. The existing 

A cannon dating from 1848 
stands guard over the Gardens 
entrance while tram 33 nears 
the Carlton Street terminus.
                                  Roger Gosney
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archive room will be given over to document storage. 
Three long tables have been acquired to suit the narrow 
layout of the room.  Further furnishings are in the 
pipeline. It has already been used for various meetings 
and the reverse cycle air-conditioning unit has been 
very welcome.

Work on No. 12 is proceeding 
well with the saloon panels now 
in position.    Warren Doubleday

Tram No. 12, showing two of the 
new interior saloon end panels; 
an original panel is at the top of 
the photograph.    
                      Warren Doubleday

The inside of the saloon on 13 October showing the 
panels in position with a hessian back secured from 
the inside by a multitude of very short wood screws. 
                                                    Warren Doubleday
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From Bendigo Tramways

Crack the code

During the September school holidays we introduced 
a new school holiday challenge. Included in the 
basic ticket price, the challenge encouraged families 
to hop on and off the tram at various stops along 
the route in order to discover interesting facts about 
Bendigo. At the end of the challenge some basic 
maths was required and you ‘cracked the code’, with 
all completed entries going in the draw to win a gold 
themed gift box valued at $1000.

This holiday activity is expected to run again during 
the December school holidays with the theme being 
‘Ice Cream, You Scream’. If you did not have the 
opportunity to participate in the September activities, 
or even if you did, why not make it a family day out in 
Bendigo, and enjoy a novel and engaging approach to 
exploring Bendigo’s history. 

Changes

We have implemented a number of changes across our 
organisation, which aim to improve our efficiency and 
reduce our operating costs. The changes include:

•	Our gift shop is now open during the hours of 
11:00am and 3:30pm. (Previously 10:00 – 4:30)

•	Depot & Workshop Tours are no longer being 
offered daily. Full Depot & Workshop Tours can be 
pre-booked through our Booking Coordinator on 
(03) 5443 8255 for groups of 10 or more people. 

•	The Vintage Talking Tram Tour is running more 
frequently during the day with the last full tour 
being at 3:00pm from Central Deborah Gold Mine 
instead of 4:00pm. Timetables are on our website.

The changes came into effect on 12 October 2015 and 
will allow more flexibility for passengers in the middle 
of the day.

Improving Bendigo’s ageing tramway 
infrastructure

The hard work and dedication of our maintenance and 
workshop staff continues, with a number of major 
track repairs being completed in recent months. Track 
works outside the Alexandra Fountain, in the center of 
Bendigo, led to trams terminating at Charing Cross for 

BENDIgO
BENDIGO	TRAMWAYS

1 Tramways Avenue, Bendigo, Victoria 3550          www.bendigotramways.com

Nate Thompson found Birney the cat enjoying the 
Yarn Bombed tram 302.         Bendigo Tramways

a week. During this time the section of track running 
parallel to the Alexandra Fountain and Cenotaph was 
excavated, re-gauged and set in concrete. Special 
timetables were used because of the shortened journey 
times on the South Bendigo line.

During August a broken track joint was repaired 
opposite Sacred Heart Cathedral and new over-run 
protection bollards were placed at the Central Deborah 
Gold Mine terminus. During September Powercor 
replaced a pole that supports the tram overhead near 
the Quest Apartments, and another pole is scheduled 
for replacement in the coming months.

Ongoing restorations

Our talented workshop staff have also been busy:
Sydney R1 2050: This tram has been prepared for its 
kitchen fit-out, with fireproof walls being installed. 
These are a requirement for commercial kitchens. The 
new servery windows are expected to be delivered 
soon for their trial fitting.
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Sydney R1 1995: On its arrival at Bendigo, No. 1995 
was in very poor condition. Since then it has received 
new steel panels and new timber uprights. Preparations 
are under way for the fibreglassing the roof and 
installation of new windows.

Melbourne W8 1010: Work on the floors, cabs 
and roof has been completed, and electrical work is 
progressing well. The overhaul and upgrade of 1010 is 
expected to be completed by the end of the year.

Preparations for Christmas

Bendigo’s Santa Tram will be sponsored this year by 
Toyworld. Bookings opened on 2 November and are 
expected to fill rapidly. Keep a look out for No. 15 

doing its rounds, filled with laughing, happy children 
and their families.

Anniversary day

The 125th anniversary of trams in Bendigo will be 
celebrated on 6 December 2015. Join us for a day of 
celebrations as we mark both the 125th anniversary 
and the 43rd anniversary of our Vintage Talking Tram 
Tour. Tram No. 7 will also be turning 100 on the same 
day! 

The events will run from 10:00am to 4:00pm, with the 
official proceedings starting at 2.00pm. Full details of 
the celebrations are available on our website.

Trackwork near Alexandra 
Fountain on 14 October 2015.
                     Bendigo Tramways

Santa Tram 2014 will soon 
become Santa Tram 2015.

Bendigo Tramways
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'Back where it belongs'. The 
visitors’ centre has returned to 
its former location in the Bristol 
building.               William Fedor

From Graham Jordan

Visitors’ entrance returns to its original location

On 4 October the visitors’ centre and entrance to the 
museum was moved from the Exhibition Shed to its 
original location in the Bristol building. The Men’s 
Shed has vacated this portion of the building, which had 
been used by them as a meeting room. Improvements 
to the interior of the Bristol building are also planned 
which will result in a more inviting and comfortable 
setting for visitors and staff alike, particularly during the 
weather extremes that can be experienced at Bylands. 

BYLANDS
TRAMWAY	MUSEUM	SOCIETY	OF	VICTORIA

38 Piccadilly Crescent, Keysborough, Victoria 3173          www.tramwaymuseum.org.au

Kilmore tram shed

In 1981 a shed was erected in Hudson Park at Kilmore 
as part of a venture with the local council to run a horse 
tramway in the local park. A motorised cable tram 
replaced the horse tram in 1990, but the service was 
suspended around 2002, with the infrastructure lying 
idle since that time. In early 2009 the Society notified 
the Council that it intended to remove the shed for reuse 
at Bylands, but this did not occur. After a number of 
requests by the Council over the last six years, the shed 

Moving day: the flag flies high, 
and the Bristol building is again 
the home of the visitors’ centre.

William Fedor
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was finally dismantled in the first week of October at the 
instigation of the new Board, with its components being 
brought to Bylands. We plan to re-erect the shed with a 
new concrete floor incorporating rails, at the southern 
(Union Lane) end of the property in line with the rail 
reservation. This will allow the storage of vehicles and 
trolleys.

New displays

A start has been made on revamping our visual displays. 
New and improved tramcar history sheets have been 
designed and printed, and new name badges for our 
volunteers have also been produced. All these items 
incorporate the name and colours of the Tramway 
Heritage Centre. Visitors will, over time, notice some 
long overdue changes in the way we present ourselves 
to the public.

Spring is in the air, and Bylands 
is a sea of green. Secretary 
Graham Jordan conducts 
another tour by visitors from 
a local car club. The visitors’ 
centre is now located in the grey 
Bristol building at rear. 

William Fedor

New signage is appearing 
around Bylands.

William Fedor

FERNY gROVE
BRISBANE	TRAMWAY	MUSEUM	SOCIETY

PO Box 94, Ferny Hills, Queensland 4055          www.brisbanetramwaymuseum.org

From Peter Hyde

Apart from the continuing restoration of FM 400 and 
Dreadnought 136 (along with normal operations and 
maintenance), work at Ferny Grove of late has largely 
concentrated on erecting a ‘four post’ tram waiting 
shelter.

This shelter was originally located on the Stafford line 
near the corner of Stafford Road and Richmond Street. It 
was removed some years ago during construction work 

on the airport road tunnel. Deemed not appropriate for 
re-erection in the street, it was donated to the Museum 
by the Brisbane City Council and delivered to site on 30 
July. The bottoms of the timber posts had rotted many 
years ago and were replaced with steel stirrups which 
were simply cut off during removal. New stirrups have 
been made and concreted into position, and the timber 
upper structure placed on them. The old terracotta tiles 
unfortunately did not survive dismantling and storage, 
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so a supply of second-hand replacements of the same 
pattern is being arranged.

Restoration of the Valley Signal Cabin is now complete 
and it will be officially re-opened as a display at a 
function on 1 December.

The two former Transport Department welding trucks 
have been sold for private restoration and preservation. 
Removal was an involved process as the large semi-trailer 
could not access their storage area. They were loaded one 
at a time onto a tilt tray truck which drove them out to 

where they could be winched onto the larger vehicle.

The high-level disabled access platform has been 
moved back from the track as a result of an observation 
that it could have presented a hazard should a child lean 
out of a passing tram.

Night operations were conducted on 28 September to 
mark the anniversary of the destruction of Paddington 
Depot. This proved very popular and it is planned to 
have two night runs each year from now on, in April 
and September.

Former Valley Signal Cabin 
restoration.               Peter Hyde

Stafford Road tram waiting 
shelter immediately after 
delivery.               Peter Hyde
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Transport Department welding 
trucks 76 and 31 loaded onto the 
semi-trailer on 17 September, 
ready for transport to their new 
owner.                     Kevin Maize

On 28 September our night 
operations included Dropcentre 
car 341.              Paul Campbell

John Oldbaldiston adds a 
distinctive touch to the re-built 
platform.               Peter Hyde
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From Anthony Smith

Restoration of W5 792

Phoenix car 554 at the terminus 
during the night operations on 
28 September.      Paul Campbell

HADDON
MELBOURNE	TRAMCAR	PRESERVATION	ASSOCIATION

324 Sago Hill Road, Haddon, Victoria 3351          www.mtpa.com.au

Significant progress has been made in the past few 
months on the rebuilding of this tram. 

It was our intention to dismantle the vent section of the 
roof to enable the replacement of the damaged roof ribs. 
However it turned out that all the roof boards were too 
brittle or damaged to allow their removal and reuse. It 
was also found that every roof rib (23 in total) is beyond 
repair and will need renewal. As a result the entire vent 

roof section has been removed and samples of the ribs 
and roof boards retained as patterns. We are currently 
in the process of having replacement ribs made after 
which the new roof boards will be ordered.

Another major concern with the body of 792 was the 
condition of the saloon side panels as all four were 
suffering from severe corrosion in the lower sections. 
Following a decision to replace them with new 

Frank Schroeders cutting welds 
on the old saloon panel.
                                   Jacqui Smith
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galvanised units, an order for new panels cut to size was 
placed with our supplier. 

In early August the two panels from the west end of the 
body were cut off. In the process, sections of the saloon 
flooring had to be removed to allow access to the rivet 
stubs that fasten the bottom of the panels to the chassis. 
A small section of flooring was temporarily retained 
in the centre of each saloon to make it easier to gain 
internal access. Four custom adjustable chassis stands 
to stabilise and support each saloon have also been 
fabricated and placed under 792 before we removed 
the old panels. Removing these panels involved cutting 
out numerous rivets and grinding off the stitch welding 
on the belt rails and ‘T’ iron pillars. Once this was 
completed and the old panels removed, the dirty and 

arduous job of cleaning and priming the pillars and 
chassis frame was undertaken.

In the meantime, with the arrival of the new sheet metal, 
the first two panels were marked and predrilled on the 
work bench prior to fitting. We have decided to use high 
tensile round head bolts with the nuts being secured in 
place with a Loctite compound instead of the original 
hot steel rivets. With the successful fitting of the first 
two panels, the remaining panels at the east end were 
then attended to in the same manner. Our workers then 
removed the fascia boards along both sides of the car for 
refurbishment. Unfortunately the boards were found to 
be in poor condition and will require renewal. With the 
fascia removed from the car we have been able to gain 
full access to the eight bulkhead external metal panels, 

New panel work on 792, seen 
from inside the car.
                           Anthony Smith

A view showing new panel work 
on 792 from the outside.
                            Anthony Smith
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which have been cut off and replaced with new sheet 
metal. 

Another area attended to during this period has been 
front end roof canopies with the rotted destination fascia 
and top sill plates removed from both ends. Pending 
their rebuilding the remaining canopy structures are 
now being supported by adjustable props. This has 
been a very busy time for our regular workers but the 
finished look of the new panels has made all their effort 
worthwhile.

Overhead work

On 14 September, Kym Smith erected a new support 
network of span wires over the first section of the North 

The destination facia at the No. 1 end of 792 undergoing 
restoration.                                 Anthony Smith

Kym Smith erecting new span work on the North West 
curve.       Jacqui Smith

Anthony Smith removing rust from the saloon pillars 
on 792.       Jacqui Smith
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West curve. On Kym’s previous visit from Adelaide he 
had assembled these spans but time had precluded the 
completion of this work. The existing support spans are 
still in situ and will be removed once final adjustments 
are made. Work will then commence making up the 
support spans for the second half of this curve to 
complete this project.

Test room equipment

All the special electrical leads for testing and calibrating 
line breakers have now been completed along with two 
custom designed aluminium handles to facilitate the 
manual handling of the breakers onto the mounting 
frame in the test cabinet. We hope to be able to obtain 
the special multimeter shortly that will enable us to 
verify the calibration of the panel ammeter so that this 
facility can be commissioned.

Clinton Pearce dismantling the 
vent roof on 792.
                           Anthony Smith

Frank Schroeders in the process 
of removing an old saloon panel 
from the No. 2 end of 792.
                               Jacqui Smith

W4 670 at night during shunting 
operations on the depot fan.
                            Anthony Smith
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From SPER News

Track and associated work

On 14 July David Canini, our regular earthmoving 
contractor, dug trenches on Army Hill for a negative 
feeder and for a plastic water pipe. The pipes and 
conduits were laid and the trenches were backfilled. 
Angle iron and threaded rods were purchased, cut to 
length and welded to make about 80 tie bars for the 
Army Hill track relay.

The rails previously laid on the hill were dragged up 
into the Northern terminus area where 415 volt power 
is available for welding. The 24 x 40 foot rails were 
initially welded into eight strings of three as this was 
the longest length that could be accommodated without 
blocking vehicle entrance gates. These were welded 
into longer lengths and dragged part of the way down 
the hill to keep the gates clear. By 29 July we had two 
480 foot lengths which were dragged by the Matador to 
meet the rails at Army Crossing. Holes were then blown 
through the webs of the rails and tie bar installation 
commenced.

As we do not have power at Army Crossing a welding 
contractor was engaged on 19 August to weld the two 
rail joints at Army Crossing and to weld the track drain 
in place near the crossing as well as a second track drain 
at about the midpoint of the hill. By 29 August the tie 

LOFTUS
SOUTH	PACIFIC	ELECTRIC	RAILWAY	CO-OP	SOCIETY

PO Box 103, Sutherland, NSW 1499          www.sydneytramwaymuseum.com.au

bars had been installed, the track gauged and packed to 
the new levels and alignment that eliminates the former 
change of grade half way down the hill.

The Melbourne point components for the top of the 
hill have been loaded onto ballast motor 42s for 
transport north. Good quality formwork has been 
made that will be used on the hill, including stepped 
forms to fit around the side boxes of the track drains. 
More track drain components are being prefabricated 
for future use.

Mike Giddey and Ian Saxon 
prepare rail to construct some 
new track drains.

Martin Pinches

Concrete being laid at the foot 
of Army Hill on 24 October.

Martin Pinches
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Sutherland Council

We were contacted by Sutherland Council in August, 
raising concerns that we were carrying out work on 
the Rawson Avenue road reservation without approval. 
Photographic evidence was presented showing that the 
tram line had been laid to North Terminus in late 1987 
and that the present work was relaying of the track. 
They accepted that, but had concerns about some of our 
housekeeping along the line related to re-sleepering of 
the track, and tree pruning. A major clean-up has been 
initiated to keep the Council on side.

We have met with Council officers and they were 
completely unaware of our 2005 proposal to extend the 
tramway into Sutherland. This was no doubt ‘corporate 
amnesia’ due to a regular turnover of staff typical of most 
municipalities. Drawings prepared by the Council’s 
Engineering Department in 2005 were presented at the 
meeting, to the surprise of those present.

We are presently updating these drawings to show the 
second rail bridge which did not exist in 2005, and 
to show also our proposed double track from the first 
curve to just north of the TAFE crossing.

The 2005 proposal did not proceed due to lack of 
funding to concrete the track into Sutherland. It is 
hoped that the new proposal will be sufficiently funded 
to provide for concreting our track, which we would lay.

Overhead work

Glenn Killham has been concentrating on overhauling 
replacement side arm brackets and getting them ready 

for installation on the new poles on the Sutherland 
line.

The Tuesday night team have completed raising the 
height of the safety railings on the work platform of 
overhead line car 99u to meet WorkCover requirements. 
Once this modification has been approved for use, 
elevated work on the overhead can resume. Pull offs 
for the sharp curve at No. 2 substation are ready to be 
installed.

Tramcar news

The end apron and driver’s windows to the No.1 end 
of C 37 have been reinstalled and its repainting is 
continuing. A defective invertor has been changed on 
Adelaide H 358 and work is in progress on problems 
with the PC5 auto acceleration unit. 

Efforts are continuing on Melbourne Cable Dummy 
322 to bring it to completion. Work on the car is now at 
the painting stage. The seats have been varnished and 
the ceiling primed. Bell cords have been refitted. The 
transformation of 322 from where we started from to its 
present state is quite an achievement.

The roof of Ballarat 37 is being repaired prior to refitting 
the trolley base support structures. New bearings and 
thrust plates were cast in a local foundry and have 
been machined in house. These have now been fitted 
to the two Brill 22E trucks for the car. The axle boxes 
have been cleaned out and repacked with new wool. 
New gaskets are being cut out to seal the axle boxes. 
New conductor’s bell cords have been installed. Work 
has commenced on final coats of paint on the window 

Bill Parkinson pressure cleans 
a motor casing from Ballarat 37 
on 21 October.    Martin Pinches
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frames, with additional finishing touches being applied 
to the driver’s compartments and drop centre section. 
Further revarnishing and detailing will be completed 
over the next few weeks. It is anticipated that all the 
work being undertaken on 37 will be completed in time 
for its 100th birthday, which falls in April 2016. 

Ballarat 12, a single truck car, is 100 years old this 
year. The tram was built in Sydney by the Meadowbank 
Manufacturing Company in 1915, and entered service 
in Melbourne as car 71 of the Prahran and Malvern 
Tramways Trust fleet. It later saw service with the 
Melbourne and Metropolitan Tramways Board before 
being sold for use in Geelong in 1928. It ended up 
in Ballarat where it remained in service until 1971, 
becoming an exhibit of the Sydney Tramway Museum 
in 1974. The Board has approved a proposal to have 
this distinctive tram repainted as part of the proposed 
centenary celebrations being planned for next year. 

Work has already commenced in cleaning out the 
interior which has served as a store room for many 
years. Further preparation work will commence on the 
car body in November. Car 12 was last painted by the 
SEC tramways at their Ballarat depot in the late 1960s. 
The livery to be applied will be the same as its present 
colours.

New holiday schedule working well

Traffic team members have found that the shortened 
schedule of school holiday working introduced this year 
has turned out very well. Monday and Friday attendances 
were rarely as good as the three middle days of the 
week, and concentrating attendances into three days has 
meant that our morning passenger loads per trip appear 
to be higher. Some members have commented that the 
atmosphere on these days is noticeably brighter and that 
visitors’ comments have been upbeat this year.

On 25 October Transport 
Heritage NSW ran two steam 
excursions from Sydney to the 
Museum. Some passengers 
arriving by train boarded O cars 
1111 and 805 at the Pitt Street 
stop. From here they would 
travel into the Royal National 
Park, whilst others would make 
their first journey north on R1 
1979, P 1497 and L/P 154.      

Martin Pinches

One bogie from Ballarat 37 has 
been pressure cleaned, with one 
still to go.            Martin Pinches
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Fire destroys original Royal National Park depot

About 11.10pm on Friday, 23 October 2015, police from 
Sutherland Local Area Command were patrolling the 
Princes Highway at Loftus, when they observed a fire at 
the Museum’s original Royal National Park depot.

Officers from Fire Rescue NSW and the Rural Fire Ser-
vice were contacted and attended the scene, extinguish-
ing the fire after several hours.

The former depot, which was in use as a storage shed, 
housed seven trams and four buses. The structure total-
ly collapsed and was completely destroyed by the fire. 
Nothing survived the inferno.

A crime scene was established, and police were to in-
vestigate the scene once it had been rendered safe. At 
the time of writing this report, police were treating the 
fire as suspicious and were appealing for anyone with 
information to come forward.

The results of this investigation were not known when 
this issue of Trolley Wire went to press.

The trams that have been lost are:

C class 12 of 1898
N class 710 of 1906
K class 1295 of 1913
R class 1741 of 1933
R class 1819 of 1934
R class 1917 of 1935
Melbourne SW2 class 432 of 1929 / 1938

The C class car, a six-window version, was only 
months away from being transferred to the Loftus site 
for restoration work to begin. New window frames 
and saloon doors had already been manufactured in 
anticipation of this event.

The buses that have been lost are:

Leyland double deck 2086
AEC double deck 2477
AEC underfloor 2788 
AEC underfloor 3442 
1937 Albion chassis from 1619

The front of the shed at the 
height of the blaze. The picture 
was taken by local resident, 
Sharon Quandt. Bursting bus 
tyres alerted local residents to 
the inferno.

Courtesy Sharon Quandt 
Photography

The aftermath. The remains 
of an R class tram are in the 
background, with a bogie of the 
N class also visible.

Martin Pinches
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From Colin Seymour and Kym Smith

ST KILDA
AUSTRALIAN	ELECTRIC	TRANSPORT	MUSEUM	(SA)	INC

PO Box 213, Salisbury, South Australia 5108          www.trammuseumadelaide.com.au

Springtime is picnic time at St 
Kilda as R1 class 1971 takes a 
load of passengers from the St 
Kilda Playground to visit the 
Tramway Museum.

John Radcliffe 

Trams 14 and 15

Restoration work on trams 14 and 15 is progressing at 
a steady rate, with most glass now in the trams and a 
lot of smaller fittings being installed. Bruce Lock, Jack 
Pennack and Charlie Rodgers are continuing with the 
majority of this work, and the results look impressive.

New shed pit

Planning is now well advanced on the construction of 
the pit on Road 6, with work expected to start soon on 
preparing rails for the work and then commencing the 
digging. Additional funding is required to complete the 
work and the surrounding flooring.

Track and overhead

With our stock of sleepers exhausted, we have sourced 
some good second hand broad gauge sleepers from 
Victoria. These sleepers have had only limited use, and 
for us will be the equivalent of new sleepers once drilled 
for standard gauge.

So far six overhead poles have been prepared for renewal 
works along the lakeside track and at the Playground.

South Aussie with Cosi

The Museum received good coverage on South Aussie 
with Cosi on Channel 9 on 27 September 2015 as 
part of a Salisbury Council promotion of the St Kilda 
Playground.

Trolleybus 433

The late Chris Steele’s trolleybus is now on site at St 
Kilda where it is stored adjacent to the Tram Storage 
(Crock) Shed. Chris’s family donated the cost of its 
transfer from Willaston near Gawler to St Kilda, and 
we thank them for supporting his preservation aims. 
However, it will take substantial work to bring the 
vehicle into a condition where it would be considered 
presentable. The AETM is seeking further donations for 
a commercial cosmetic restoration.

Chris Steele acquired trolleybus 433 a number of years 
ago from the Tempe Bus Museum in Sydney for a 
private preservation project. It is not a representative 
of Adelaide’s standard double-deck trolleybus fleet. 
The standard type of Adelaide trolleybuses were AEC 
vehicles numbered 401- 430, built in 1937 to open 
the trolleybus services to Tusmore, Port Adelaide, 
Semaphore and Largs. They are represented in the 
Museum by trolleybus 417.

Trolleybus 433 is one of five three-axle Leyland trolley 
bus chasses purchased in 1938, but placed in storage. 
During World War 2 the chasses were fitted with double-
deck bodies seating 66 passengers and numbered 431-
435. These vehicles, constructed at Hackney Depot, 
were the largest buses ever used by the Municipal 
Tramways Trust. They came into use in March 1942.
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From Bruce Irwin and Peter Stock

We’ve put the ‘R’ back into STARPS

When the Valley Heights Steam Tram and Railway 
Preservation Society (STARPS) was being established 
in the early 1950s the pioneers of preserving and oper-
ating a steam tram mused over what to call this newly 
formed offshoot of the Australian Railway Historical 
Society. Many suggestions would have been made and 
rejected. The steam tram motor had been secured for 
restoration and was safely housed in a member’s back-
yard at Homebush where those sentimentalists gathered 
to undertake the necessary rebuilding work. 

About this time there were stirrings that railway loco-
motives should also be preserved, perhaps to represent 
the Camden and Yass tramways. From the small amount 
of documentation that still exists, it appears that these 
pioneers chose to incorporate an ‘R’ for ‘Railway’ in 
the Society’s name. So the Society took on the ideal to 
present alongside their suburban steam tram its ‘coun-
try cousin’, the side-of-road Camden and Yass steam 
tramways. The aim was to operate such a combination 

A carpet of spring colour from 
Carpobrotus rossii (Pigface) and 
Oxalis pes-caprae (soursobs) 
greets F1 type car 264 as it 
emerges from Shell Street, St 
Kilda on its way back to the 
Museum.              John Radcliffe

VALLEY HEIgHTS
STEAM	TRAM	AND	RAILWAY	PRESERVATION	SOCIETY

PO Box 571, Springwood, NSW 2777

in conjunction with the steam tram. Needless to say, the 
ambitious goal of preserving railway locomotives and 
other rolling stock proved to be well beyond the physi-
cal resources of the Society in its early years. If it oc-
curred, it would be well into the future. 

Many years later, the concept came into being, using 
1022, an 0-4-0 tank locomotive, an ‘S’ goods truck 
and the fully restored KA passenger car. Both tramway 
combinations continued to ply their trade on the Soci-
ety’s line in Parramatta Park until the disastrous fire in 
1993 brought everything to a halt.

After the fire the Society spent many years rebuilding 
its rolling stock. Eventually the Society moved to Valley 
Heights Locomotive Depot and continued the task of con-
solidating and restoring the remains of the rolling stock 
and acquiring items to replace those lost. An end-platform 
railway carriage body was transported from a country 
property, suitable bogies were obtained and restoration 
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Breaking through the streamers, 
with Craig Connelly, chairman 
of STARPS, driving. 25 October 
2015.                         Peter Stock

Putting the ‘R’ back into 
STARPS. The first public run 
with the new consist passing 
Valley Heights station on 
11 October 2015.      Peter Stock

work commenced. Then by good fortune the Society ap-
plied for and was granted custody of locomotive 1308, a 
4-4-2 tank locomotive and an end platform car LFA 179. 
The Society was on the way to achieving its aim.

Operations at Valley Heights began in 2000 with cab 
rides in Stepho, an 0-6-0 tank locomotive. Then the 
steam tram commenced running in 2005. But the dream 
to operate a country steam tram persisted. But before 
such a consist could be operated, the LFA passenger 
carriage and S truck needed approval from the Office of 
the National Rail Safety Regulator. The LFA was given 
a thorough mechanical overhaul of its bogies, brake 
gear and couplers. Fortunately the body and interior 
were in good order and only needed cleaning. It was 
also necessary to gain a variation to our accreditation, 
and this in itself required a great deal of work to prepare 
and lodge the necessary documentation.

Once the variation to the accreditation was granted a 
period of testing commenced. The trials enabled our 
crews to familiarise themselves with their new consist. 
This included firing techniques, starting and stopping 
characteristics, understanding the duties and responsi-
bilities of guards and a host of other operational matters. 
Finally at 10:40am on Sunday, 11 October 2015 the first 
public run commenced.

This day had been a long time coming, with Stepho, 
the S truck and the LFA carriage entering regular ser-
vice. The purists would know the loco is not quite right. 
However this will be rectified when 1308 can be re-
turned to haul this consist after its extensive overhaul. 
More importantly, we had put the R back into STARPS!

Before our next regular steaming day, Sunday, 25 Octo-
ber, the opportunity was taken to advertise the new at-



TROLLEY WIRE NOVEMBER 2015

42

traction in a local newspaper and on our website. It was 
most encouraging to experience full loads of passengers 
enjoying their visit. On this day we arranged to have the 
new consist break through a line of coloured streamers.

Locomotive 1022

The boiler has recently been examined and repairs have 
been completed. Until it is returned to Valley Heights, 
the locomotive’s frame has been placed within the tram 
shed with further work being undertaken to clean, paint 
and assemble the various components.

The street tramway fleet

Progress continues on strengthening the roof of the 
double-deck car. The car’s wheels and axles have also 
received attention with this work being undertaken by 
the same company that repaired the boiler for 1022.

With the new consist being available for open days, 
the steam tram motor will be subjected to certain me-
chanical checks. The LFA car will also receive some 
cosmetic touch-ups.

A blast from the past

In recent months the Society received a collection of 
black and white negatives that show the early years of 
our operations at Parramatta Park. The negatives were 
located in the property of a deceased estate and were the 
work of the Society’s treasurer, the late Len Manny. The 
collection has now been scanned and all the images are 
available in digital form.

The subjects covered represent a valuable asset. The 
Society also has an old floppy disk that includes files re-
lating to its first 10 years. If the files can been retrieved 
successfully, it may be possible to produce some form 
of coverage of our past activities. We thank those who 
kindly passed on this valuable information.

A happy load of passengers on 
25 October.                Peter Stock

Passing the all-stations train to 
Mount Victoria at Valley Heights 
on 25 October. The object in the 
S truck is part of the old Purcell 
transmission that was under 
the facsimile motor destroyed 
in the fire. This item has been 
reconditioned.            Peter Stock
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From Michael Stukely

New arrival

WHITEMAN PARK
PERTH	ELECTRIC	TRAMWAY	SOCIETY	(INC)

PO Box 257, Mount Lawley, Western Australia 6929          www.pets.org.au

Melbourne W6 998 starts its 
transcontinental road journey to 
Perth after leaving Ballarat on 
4 August.         

Courtesy Ballarat Tramway 
Museum

The cranes are positioned with 
W6 998 ready for unloading at 
Whiteman Park on 10 August – 
and rain is coming. 

Michael Stukely

The Perth Electric Tramway Society has acquired 
Melbourne W6 class tram 998 from the Ballarat 
Tramway Museum (BTM). The car was loaded at 
Bungaree and left Ballarat on Tuesday 4 August, 
arriving on the Saturday at Whiteman Park where 
the semi-trailer was parked on Workshops Road near 
the carbarn access road for unloading on Monday 10 
August. Unloading went very smoothly with the two 

cranes carefully positioned alongside the main line 
to avoid the overhead east of the Lindsay Richardson 
Carbarn. Using the tractor, No. 998 was then pushed 
to the carbarn fan and into the pit road in the Noel 
Blackmore Tram Service Centre, for inspection.

Thanks go to Alastair Reither of BTM for the offer 
of 998 (which was surplus to BTM requirements) 
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and for coordinating the move from Bungaree, and to 
Bob Pearce of PETS who carried out the negotiations 
and arranged the carriers for the move; also to Noel 
Blackmore for arranging the cranes for unloading.

We are grateful to BTM for the opportunity to acquire 
this tram in near-operational condition, to supplement 
our W7 1017 and the yet-to-be recommissioned SW6 
891 as future ‘workhorse’ trams that are significantly 
younger that our W2 class cars (all now between 88 and 
90 years old) which are now becoming less reliable. 
Some of the W2 cars are out of service for major 
work, and with the addition of these newer W series 
trams to the PETS fleet we will be able to spread the 
regular operations workload much more effectively, and 
thereby prolong the working lives of all our trams. 

The body refurbishment and repaint of SW6 891 has 
been completed. This tram was on the pit in early 
October for detailed inspection of the motors, wheels 
and roof wiring. Also in October, the team commenced 
the repaint of W6 998.

Annual General Meeting

The Society’s thirty-fourth Annual General Meeting 
was held in the members’ room at the Carbarn on, 
26 July. The following Office Bearers were elected: 
President, Allan Kelly; Vice-President, Michael 
Stukely; Secretary, Robert Pearce; Treasurer, Tony 
Kelly; Membership Secretary, Michael Mason-Coe, 
Councillors, Garry Barker, David Brown and Darren 
Ward. After serving for 21 years as President of PETS, 
Michael Stukely did not re-nominate for the position 
this year.

Honorary Life Membership was awarded to our long-
time Secretary, Robert Pearce, for his outstanding 
contribution to PETS which covers three decades.

In the 12 months to 31 March our four available trams 
ran a total of 8,391.2 km. (The 2013-2014 total was 
9,659.8 km, also with four trams). The mainstay of the 
tram fleet was again W7 1017 (3,787.2 km), followed 
by W2 329 (3,192.0 km) and W2 441 (1,196.0 km), 
and there was again occasional running by FMT 29 
(216 km).

W6 998 is lowered gently onto the PETS main line. The 
Lindsay Richardson Carbarn is visible behind. The 
photo angle in relation to the track gauge and the tram 
wheels is deceptive!               Michael Stukely

With W6 998 lifted and airborne, 
the semi-trailer is driven clear.       
                          Michael Stukely
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The David Secker Memorial Award, in recognition 
of “meritorious service above and beyond the normal 
contribution made by the membership”, was presented 
to John Davies for his outstanding contribution over 
many years in the areas of tram restoration and body 
maintenance, and as a regular motorman and conductor 
on the traffic crew roster. He was a regular attendee 
at track workdays until recently, when health issues 
developed.

Traffic operations and service cars

Trams ran on seven days per week as usual in the July 
school holidays, and some fine weather led to good 
passenger loadings for mid-winter. Sydney-based 
member Scott Curnow travelled to Perth to assist on 
the traffic roster during the first week, teaming up with 
Shane Parsons.

For the Queen’s Birthday (WA) long weekend of 26-
28 September, Fay and William McCabe also came 
from Sydney especially to operate the tram services 

Fay and William McCabe at the Village tram stop 
platform with W2 329 on 26 September. Fay has the 
distinction of becoming the first woman to qualify and 
work as a PETS motorman.               Michael Stukely

Its first movement on WA tracks, 
on 10 August: W6 998 is pushed 
around the curve to the carbarn 
fan by the tractor, driven by Nick 
Tsiaglis.             Michael Stukely

Bryan Adcock inspecting 
the new carbarn site after 
final clearing, levelling and 
compacting on 15 July.

Lindsay Richardson
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in Whiteman Park. History was made here, as Fay (a 
driver at Sydney Tramway Museum) became the first 
woman to qualify and work as a PETS motorman. 
While in Perth, Fay and William celebrated their 33rd 
wedding anniversary – and what better way to do so 
than driving trams in the Park! 

W2 329 and 441 were the main service cars in the months 
June to September, and FMT 29 ran on occasions.

New carbarn project

Residual vegetation material including the last of the 
paperbark trees from the north side of the Oketon 
Geddes Carbarn fan has been cleared. Final levelling 
and soil compaction was carried out by contractors on 
13 July, and the site was certified as ready for building 
construction. The quote from Northwest Shedmasters 
for construction of the carbarn was accepted, and a 
Building Licence is awaited from the City of Swan.

General

Two hundred new steel sleepers of the Mark II type 
(plus fittings) had been ordered and these arrived on 
7 October as a donation (including transport) from 
Brookfield Rail, for which we are most grateful. These 
will be used to replace the remaining timber sleepers 
on curves where check-rails are fitted. The Mark I 
steel sleepers, of which we have a good stock, are 
not compatible with fitting check-rail at the required 
spacing.

Track maintenance days through the cooler months 
have achieved a good level of work with the ongoing 
replacement of old timber sleepers on the mainline 
with steels, also re-gauging and lifting and packing the 
track as required. The work has focused on the straight 

section eastwards from Horse Swamp Curve towards 
Stockmans Triangle. 

The annual task of herbicide spraying of the weeds 
along the mainline, using the spraying trolley WT 1 
propelled by W2 329, was carried out on 29 August.

The weed spraying unit WT 
1 coupled to W2 329 for the 
annual mainline herbicide 
spraying task with Lindsay 
Richardson (motorman) and 
Michael Mason-Coe (spray 
operator) on 29 August.

Lindsay Richardson

The long-awaited fitting out of the Oketon Geddes 
Spare Parts Shed with steel storage racking by a team 
led by John Azzaro on 8 July.         Lindsay Richardson
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The replacement of timber traction poles in poor 
condition with steel poles continued, with the 
contractors replacing one pole east of Horse Swamp 
Curve. Bracket-arms were installed on three concrete 
poles north of the Triangle.

Following the major power supply upgrade to the 
workshops precinct by Park contractors in 2014, 
the former Western Power transformer compound, 
situated adjacent to our perway shed, has been made 

available by the Park to PETS for use as a storage shed 
for overhead line equipment and materials. We have 
obtained a quote for roofing to be added to this open 
brick-walled structure.

A special workday on Tuesday 11 August saw the 
installation of additional steel shelving in the Oketon 
Geddes Spare Parts Shed.. Many items were sorted and 
a scrap metal bin was filled, netting a welcome $1800 
for the Society.

The motor vehicles team has also been busy. Fraser 
Douglas has completed repainting the cab of the 
Mercedes-Benz truck, which carries the cherry-picker, 
with outstanding results. Noel Blackmore has continued 
servicing the hydraulics to make the cherry-picker 
operational. John Azzaro arranged for the servicing 
and refitting of the International ACCO pole-hole 
drilling truck, while Pat Ward has arranged the fitting 
of two new front tyres to the bucket tractor which is 
indispensable for the track team. The old WAGT tower 
wagon was moved by Nick Tsiaglis from the spare parts 
shed to covered storage alongside the WP Pennenburg 
Workshop; its repaint by Fraser Douglas is nearly 
complete.

The new plasma cutter is nearly operational, while the 
Wacker rail cutter is now working satisfactorily.

The Rail Safety National Law was expected to come 
into effect in Western Australia from 2 November 2015, 
following the recent passage of enabling legislation 
through the WA parliament. The WA branch of the 
Office of the National Rail Safety Regulator will then 
take over from the WA Office of Rail Safety.

Ian Kelly watches Len Pearce 
using the ‘Wacker’ petrol-
powered cutter on old rail 
destined for scrap, 19 August. 

Lindsay Richardson

Contractors installing new steel sheeting in the roof 
gutter of the Oketon Geddes Carbarn on 26 August.

Lindsay Richardson



Sydney O class cars 1111 and 805 depart from the Pitt Street stop bound for the Royal National Park with passengers visiting 
the Sydney Tramway Museum who arrived on the first of two steam trains on 25 October.                                 Martin Pinches

Night operations were held at the Brisbane Tramway Museum on 28 September to mark the anniversary of the destruction of 
Paddington Depot. The driver of car 47 checks to see if all is ready to depart.                                                         Paul Campbell


