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City of Sydney Archives BA14740/76 

Figure 11.7 The stables complex was rebuilt in 1976 to drawings prepared by C.I.D Nichols, consulting 
engineers of Liverpool. 

 
12. A Modern Paceway  

The return of a Labor government in New South Wales in 1975 heralded an era of reform of 
the racing industry by establishing statutory authorities to represent all sections of the 
industry.  An outcome was the establishment of the Trotting Authority of NSW in 1978 and the 
formation of the Harness Racing Authority of NSW, which was constituted by the Harness 
Racing New South Wales Act, 1977.  The new authority basically assumed the role of the 
NSWTC in the control and regulation of harness racing, however the Board of seven directors 
was appointed by the Governor.  The Harness Racing Authority was renamed Harness 
Racing New South Wales in 1996 under the provisions of the Harness Racing Legislation 
Amendment Act.122  The NSWTC retained ownership of Harold Park and was reconstituted as 
the NSW Harness Racing Club Ltd. (NSWHRC) 

Harold Park was progressively rebuilt over the 1970s-1990s with Totalisator Agency Board 
(TAB) sourced money, and the TAB distribution has been the primary source of income for 
the Club.  The TAB was set up in 1964 and the first meeting at Harold Park with legal off-
course betting was in December 1964.  The TAB allowed for increased prize money and from 
its operating profits a Racecourse Development Fund was set up.  The TAB, with its network 
of betting shops greatly stimulated horse racing, provided a stream of funding to improve 
facilities and increase prize money.  The privatisation of the TAB in 1997 potentially 
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threatened the terms of the longstanding distribution agreement, but this was resolved to the 
NSWTC’s advantage.123  However, this source of income has been threatened since the early 
2000s by the rise of corporate bookmakers operating on betting exchanges that make no 
contribution to the racing authorities.124 

The grandstand erected in 1961 was refurbished over 1985-1987 as a measure by the 
NSWTC to reverse its declining financial position following the relocation of the greyhound 
meetings to Wentworth Park in 1987.  At a cost of $6.9 million, substantially provided by 
Racecourse Development Fund loans, the refurbishment included glazing-in the open stand, 
providing private boxes, a function room, and opening a new restaurant administered by the 
Club.  

Within ten years another major reconstruction was underway that on completion in mid 1996 
at a cost of $26 million basically brought the site and its components to its existing 
configuration.  The new track was designed by the American track consultant Daniel Coon 
and funding for the project came from Racecourse Development Fund loans.125  The general 
manager/secretary of the NSWTC overseeing this development was Peter V’Landys. 
V’Landys appointment in 1988 broke a tradition in the NSWTC of appointing senior 
management from its own ranks for V’Landys background was in mining and hospitality.126  
The announcement of the reconstruction proposal in 1993 ended years of speculation of a 
relocation to Homebush Bay and the sale and rezoning of the site.  The proposed move from 
Harold Park at the time received wide support from all sectors of the industry.127 

The reconstruction lengthened the track from 754m to 805m and widened it to a standard 
width of 17m (from the variable widths of 13m and 15m) and banked the curves.  The 
dangerous inside running rail was replaced by safer rubber pylons.  The reconfigured track 
plan necessitated raising the north-west corner over the stormwater channel.  The patrons’ 
seating and catering facilities were replanned, which resulted in the demolition of structures 
along the western boundary inclusive of the concrete block perimeter wall, leger stand, 
viewing terrace, dining room, bookmakers stand, tote, and turnstile buildings (these facilities 
seem to have been closed in mid 1988).  The old members’ stand and the assortment of 
buildings and facilities erected over decades located at the north-east corner of the track were 
removed for a new glazed-in, air-conditioned stand.   

The perennial problem of car parking and local traffic congestion was alleviated by replanning 
the infield parking area and building a new underground vehicle access tunnel from The 
Crescent and bridge over the stormwater channel whereas access had previously been from 
Ross Street.  The proposed upgrade and the extension of the track over public land was 
criticised by some local residents.128  

A condition of Leichhardt Council’s planning consent was the building of an all-weather 
playing field and clubrooms within the in-field area for the Glebe Hockey Club, on land leased 
from the NSWTC.  This never eventuated and the long-running legal argument was resolved 
in the NSWTC’s favour and a settlement of $115,000 to the hockey club.129  

In 1999 the NSWHRC lodged a development application for another stage in the 
redevelopment of the site with a proposal to build a sports leisure centre (with a 240 room 
hotel) utilising the disused tram sheds and yard area, together with new stables and new 
rooms for club members.130 The stables redevelopment was revisited in 2004 with a new 
development application for an $8 million two level structure combining stabling with an 
owners/trainers/drivers’ lounge and saddlery outlet.  A pedestrian link to the Jubilee Park light 
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rail stop was included.131  The project was to be fully funded by the sale of the tram shed site 
and development for residences.132  The stables proposal, which would necessitate 
excavation of the sandstone rock face, was approved by the City Council in July 2005,133 
while the separate tram shed proposal was rejected.  With the funds from the proposed sale 
no longer available the stables proposal was put on hold pending review of all options.  The 
NSWHRC at this time commecnced the redevelopment of the track at Menangle, which it had 
owned since 1952, into a training and racing centre.134  The Club has since resolved, subject 
to the sale, rezoning and redevelopment of Harold Park and the approval of the members, to 
relocate its operations to the Menangle Park Paceway.135  The new 1400m paceway was 
officially opened in June 2008 and staged the 2009 Miracle Mile that had been traditionally 
held at Harold Park since 1967. 

Concurrent with the developments at Harold Park from the mid 1980s the management of the 
Paceway has faced increasing calls from the local community and their elected 
representatives (Leichhardt Council and Sydney City from 2002) to reform their legitimate 
operations at the track.  In the 1980s the whole social fabric of the area, inclusive of the inner-
west suburbs of Forest Lodge, Glebe and Annandale, was changing as the areas became 
‘gentrified’ by rising property values and the influx of professionals.  By the early 1980s the 
news bulletins of the Glebe Society were raising concerns about the reintroduction of daytime 
racing,136 the glare of the neon signs and the light towers,137 the influx of cars on race 
nights,138 etc.  By 1990 the question of why trotting meets were still being staged at Harold 
Park was being raised by residents in the local press.139 

However, for generations of local working class inhabitants of Glebe and Forest Lodge the 
trotting and greyhounds had been part of their daily lives.140  Kennels proliferated in the 
suburban backyards and there was also an extensive network of stables; by the City 
Council’s estimation there were 21 in the Glebe/Forest Lodge area in 1957 with most being 
associated with the trotting industry.141  In Hereford Street were located the stables of Sammy 
Agget (No. 25), E.R. Wilkes (No. 31), L.C.E. Chant (No. 41), S.B. Stride (No. 125), in Arundel 
Street were the Seymour Stables (No. 15) and Roger’s stable (Nos. 38-40) and another 
cluster of stables was located in Wood Street, Forest Lodge.  The NSWTC also maintained 
an off-site stable for a time at 213 Wigram Street.  Between the stables and Harold Park there 
was constant movement of horses as they were walked to and from the track where they 
were trained. Also, as the other suburban courses at Victoria Park, Rosebery, Ascot, etc. 
closed the trainers traditionally associated with those courses relocated to Harold Park.  It has 
been stated in the late 1940s there were five hundred horses trained at Harold Park.  The 
great local trainers of this era included Sutton McMillan (No. 96 Hereford Street), Jack 
O’Shea, Frank Culbert (5 Victoria Street), the Chants; Herb Chant and his son, Les (No. 41 
Hereford Street), and Sammy Aggett (No. 25 Hereford Street).142   
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Cain, B. (ed.), Harold Park Paceway: 50 Years of Night Harness Racing 1949-1999, Harold Park, NSW 
Harness Racing Club, 2000 

Figure 12.1 The 1961 grandstand under refurbishment in 1987. At this time the southern portion of the 
stand was glazed-in 

 

 
Cain, B. (ed.), Harold Park Paceway: 50 Years of Night Harness Racing 1949-1999, Harold Park, NSW 
Harness Racing Club, 2000 

Figure 12.2 The 1961 grandstand under refurbishment in 1996. At this time the northern portion of the 
stand was glazed-in and a new section was added at the north end. 
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Cain, B. (ed.), Harold Park Paceway: 50 Years of Night Harness Racing 1949-1999, Harold Park, NSW 
Harness Racing Club, 2000 

Figure 12.3 The track being reconstructed in 1996.  The scale of the earthworks is all too evident. 

 
13. Tram Depot History 
 
13.1 Steam Tram Services 
The former Rozelle Tram Depot opened on 17 April 1904 as a running depot.  The depot 
initially served the extension of the Forest Lodge tramway service to Rozelle and Balmain 
completed in 1892 (and extended to Balmain East in 1902).  The original line to Forest Lodge 
had been opened in 1882 as a steam tram service that terminated in Ross Street near its 
intersection with Hereford Street.  The conversion of the steam service to electric operation to 
Balmain in 1902 necessitated the construction of the new electric depot.  The depot has been 
always known as Rozelle although it is geographically located in Glebe, the name being 
derived from its proximity to Rozelle Bay.143  In later years as the network expanded the depot 
also the served lines to Leichhardt, Drummoyne and other areas. 

The scheme for the extension of the Forest Lodge steam tram service to Rozelle and Balmain 
was approved in September 1890.  The scheme had been formulated in the last half of the 
1880s as a measure to provide the residents of Balmain with public transport to the city.  
Balmain by the late nineteenth century was a highly urbanised suburb that, while in close 
proximity to the city by water, was some distance from it by the circuitous land route.  An ill-
defined private tram operation was approved in 1885, but this never eventuated leaving the 
government to plan four possible extensions of its existing tram routes into Balmain.  The 
implemented route was chosen because it was the most cost effective option with its 
estimated cost of £13,000.  The first section (comprising a single line to the temporary 
terminus at the junction of Darling Street and Merton Street) was constructed by contractors 
Taylor and Bowden between May 1891 and April 1892 at a total cost of £23,133.  The 
extension to Gladstone Park was completed in October 1892 at an additional cost of 
£4,655.144 

The new electric tramline to Balmain was opened for regular service in August 1902.  Aside 
from the electricity distribution network, the upgrade involved the duplication of the original 
single track and the construction of a new bridge across Johnstons Creek Stormwater 

                                                
143 New South Wales Government Railways and Tramways: report of the Railway Commissioners for the year ended 30th June 
1903, Sydney, William Applegate Gullick, Government Printer 
144 Keenan 1993, p.7 
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Channel.  A typical electric tram service between the city and Balmain in this era took 46 
minutes on an eight-minute weekday off-peak service.145 

 

13.2 Sydney’s Electric Tram Services 

The electrification of the Sydney tramway network commenced in earnest in 1898 and was 
completed by 1915.  Electrification not only required the building of coal powered electricity 
generation plants, substations and the installation of a grid of overhead street power 
distribution wires, it also necessitated in the construction of numerous new electric tram 
depots to store and service the new generation of trams.  The steam trams had been housed 
at a central depot in Pitt Street near present day Central Station and at Randwick where the 
workshops were located.  The depot at Rozelle (Glebe) was the fifth opened in Sydney, the 
first being the Ultimo Depot (now part of the Powerhouse Museum which opened in 1899) 
and the last was the Leichhardt Depot opened in 1915.146 

It goes without saying that the Rozelle Depot continued to operate until it was no longer 
required owing to the staged closure of the tramway network in Sydney after the Second 
World War and replacement of services by motor bus.  The decision to close the tramway to 
Balmain (and other services to Glebe Point, Lilyfield, Leichhardt, Abbotsford, Birchgrove, and 
Haberfield) was announced in May 1958 and the last tram to leave Rozelle Depot in a regular 
working was on 22 November 1958.   

 
13.3 Depot Site 
The background to the selection of the depot site has not been reported to date.  The original 
site of 4 acres 1 rood and 39 perches was substantially formed by government reclamation of 
the head of Johnstons Creek together with the usual 100 feet high water reservation the Allen 
family’s Toxteth Estate claimed by the Crown.  This site area was enlarged by the purchase 
of an additional 2 roods 32 ½ perches of the Allen family’s Toxteth Estate for £729 plus 
interest to the east of the reclaimed area.147  While the immediate point of access to the depot 
was also within the Johnstons Creek reclamation area, the crucial tramway reserve (present 
day Minogue Crescent) connecting Wigram Road to the reclaimed area was acquired by the 
government in March 1902 from the Allen family for the very high sum of £5,404.148  Ironically, 
this access reserve comprised reclaimed land that the government had sold to the Allen 
family.  The government resumption of 1902 also reserved a road to the north of the depot. 
The width of this reservation was reduced to 20 feet in 1932 and is today a public laneway.149   

The background to the construction of the depot buildings has not been reported to date, but 
the depot was under construction by mid 1903150 and was opened by mid April 1904 and it 
has been assumed that part of the running shed was completed at that time.  The 
construction authority for government tramways (and indeed railways) at this time was the 
Railway and Tramway Construction Branch of the Department of Public Works.  The 
engineer-in-chief of this branch at the time was Henry Deane.  No original architectural 
drawings of the buildings and drawings have been published and it is generally assumed they 
have been destroyed or lost.151  

The earliest dated plan of the site is the survey prepared in November 1904 as part of a 
general detailed survey of the neighbourhood undertaken by the Department of Public Works 

                                                
145 Keenan, p.20 
146 ‘Former Rozelle Tram Depot: Conservation Management Plan’, Godden Mackay Logan Pty Ltd., 2004, pp.6-7 (GML 2004) 
147 Lands Department Book 771 No. 118, registered in 1909 
148 Lands Department Book 709 No. 277 
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150 New South Wales Government Railways and Tramways: report of the Railway Commissioners for the year ended 30th June 
1903, Sydney, William Applegate Gullick, Government Printer 
New South Wales Government Railways and Tramways: report of the Railway Commissioners for the year ended 30th June 1909, 
Sydney, William Applegate Gullick, Government Printer 
151 The records of the Sydney Tramway Museum, State Records of NSW, Department of Commerce Plan Services and the 
Railcorp Plan Room were consulted during the preparation of this report. 
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for sewer construction.152  This survey records the southern part of the existing shed 
comprised four bays, each with three tram tracks, which could accommodate 105 tramcars.  
The survey indicates that the construction of the shed necessitated extensive excavation of 
sandstone; the building at this time being essentially enveloped by sandstone on its eastern 
half.  In addition to the tram shed, other freestanding structures in the depot were a brick 
office (with veranda) set against the southern boundary, another brick building set against the 
eastern boundary, and a weatherboard (control office) building set amidst the tram tracks.  
Another building was attached to the southern elevation of the tram shed.  All the 
freestanding structures have been demolished.  The northern portion of the tram shed was 
under construction by mid 1909 and provided additional accommodation for 70 tramcars.153 

 
13.4 Operation of the Depot 
Owing to the want of any detailed pre 1950 drawing of the depot, the exact dispersal of 
functions associated with the running of the trams is not known aside from the following 
generalisations presented in the 2004 CMP;154 that as a running shed within the tramway 
network operated by the Railways and Tramways Department the depot supported facilities 
such as maintenance areas, traffic staff offices, mechanical staff offices, water storage 
facilities, electrical substations, staff amenity and recreational facilities inclusive of a 
decorative garden and, by 1919, a war memorial.   

The principal task of a running shed was overnight servicing and garaging of the electric 
tramcars.  Tramcars were examined regularly between runs, as well as on return to the depot. 
General servicing and maintenance were undertaken by mechanical, electrical and cleaning 
staff at the depot, but major repair or refurbishment necessitated transfer to the central 
workshop at Randwick.  The scope of servicing and maintenance included cleaning the 
interior of the carriage, checking locks, doors, windows and seats, cleaning the external 
paintwork, oiling and lubricating the bearings and gauges, etc., checking wear on brakes and 
maintaining good working order inclusive of refilling the sand boxes used for improved 
adhesion, refilling water storage containers, changing tramline run names, checking wheel 
wear and electrical cables. 

The maintenance was undertaken within the shed and this was aided by pits within the tracks 
for undercarriage inspections and repairs.  The saw tooth roof with its south facing panels of 
glass provided maximum natural light for the workers.  There was a risk of fire and the shed 
was fitted with a Grinnell automatic fire sprinkler system fed by the large elevated water tank 
situated at the rear of the depot, which proved most effective when a fire did occur in 1919.  
The wall dividing the 1904 building and the 1909 addition to the north also provided fire 
separation between the two sections. 

The now demolished office housed the traffic officer and his staff who provided the central 
administrative and financial oversight of the depot and manned the trams in revenue service.  
By the mid 1920s the number of traffic staff at the depot peaked at 650.  A published 
breakdown of the wages staff employed in this period reveals seven starters, 203 drivers, 269 
conductors, 126 casual conductors, fourteen signalmen/pointsmen/ flagmen, one cleaner, 
three checkers/sign-on clerks, and a pair of watchmen/house cleaners.155   

Another spectrum of staffing of the depot was the facilities administered by the Railway and 
Tramway Institute such as recreation or social rooms and the formal garden (now removed) 
shown in a number of surviving photographs dated March 1929.  The recreation room was 
built in 1911;156 its location is not precisely known but was possibly at the south-west corner 
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of the depot given what is known of the development stages of the site.  Typically, the 
institute housed a billiards table and library, toilet and shower facilities, and a gymnasium. 

 
13.5 Context of the Depot 
The depot was connected to the Balmain/City tramline by a double track junction operated 
from a signal box located on the west side of The Crescent, which prior to c.1960 was a 
dedicated tramway reserve from Wigram Street.  Trams exiting and entering the depot left 
this junction, which was sited on the south side of the bridge over the stormwater channel, 
and traversed a double line that skirted the east side of the channel.  When the tramway 
closed the tramway reserve was reconstructed and dedicated a public road. 

 
13.6 Commonwealth Handling Equipment Pool 
The depot officially closed as an operational tramway facility on 23 November 1958 and, 
following the transfer of the last remaining trams from the depot, the live overhead wiring was 
disconnected that day.157  The depot was then leased by the Department of Government 
Transport to a number of businesses from August 1960.  While a small area of the sheds (put 
at ten per cent) was leased by the Cleland Bond, the former depot was primarily leased by 
the Commonwealth Handling Equipment Pool (CHEP) utilising the former tramway right of 
way from The Crescent for road access.158  The CHEP had other stores and workshops 
around the city inclusive of a depot, purpose built in the mid 1940s, in Wattle Street, Ultimo.  
The site therefore continued as a place of employment. 

The CHEP had been established by the Commonwealth Government to manage the vast 
quantities of materials handling equipment such as forklifts, cranes and pallets garnered 
through six years of war and evolved from the Allied Materials Handling Standing Committee 
that handled defence supplies.  CHEP leased its equipment to Australian industries under the 
overall management of the Commonwealth’s Department of Shipping and Transport and in 
fulfilment of the government’s strategy to rebuild the post war economy.  In 1958 Brambles 
Ltd. bought out the government’s interest in the company (the CHEP brand name in 
association with pallet handling continues in use today worldwide under the ownership of 
Brambles).159  CHEP used the former depot for parking, garaging and hiring of fork lift trucks, 
mobile cranes and low loaders, and also undertook the repair and maintenance of this 
equipment at the depot.  At this time, CHEP provided 70 per cent of all fork lift trucks, mobile 
cranes and low loaders  used on Sydney’s waterfronts.160 CHEP seem to have vacated the 
site in the 1980s and for a time the City Council used the sheds for storage.161   

The northern most sheds were also utilised by a business trading as Universal Machinery 
from around 1960.  When the southern part of the depot was developed in the mid 1990s for 
the rebuilding of the paceway it was reported that a man associated with Universal Machinery 
had been living on the site over the intervening years.162 

By the mid 1990s there were four R/R1 class tramcar bodies (built from the 1930s) in storage 
in one of the sheds.  By 1997 another R1 class tramcar body and a bus had come to be in the 
sheds,163 which were being restored by a tram restoration group named the City Tram 
Association.  In March 1997 the trams were claimed by City of Sydney Council and a deal 
was finalised to distribute the tramcars to the Sydney Tramway Museum with the bus going to 
the Tempe Bus and Truck Museum.  The Council’s intention was to restore the trams to 
operable condition and run them on one of the numerous, and never realised, Sydney light 
rail proposals.164 
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13.7 Harold Park Western Car Park 
Concurrent with CHEP’s lease (August 1960) of the depot, the NSWTC was granted a lease 
of the yard for the parking of horse floats.165  This use presumably was restricted to the night 
racing fixtures and the yard was entered from The Crescent.  Other parking was provided in 
the vicinity of the former depot and a turnstile to the course was located on the southern 
boundary of the depot.   

The NSWTC’s successor, Harness Racing NSW, acquired freehold possession of the site in 
2000.166 

 

 
Lands Department Plan 2311-2030 

Figure 13.1 The plan of the areas resumed for the Rozelle Tram Depot 
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