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FOREWORD

The two ;.reas to be examined are considered independently of
" each other rather than together: this was felt to be the better
method of presentation since it makes i‘t possible to congider
more clearly the locel economy of Whitby and the semi-regional
economies of the counties and other obvious geographical areas

in the Highlands. This would scarcely have been possible had the
other method been adopted.

The Whitby case is taken first and the local economy assessed
as to its make up, its strength and balance in the environment which
exigted before railway closure was intimated. Following a concise
description of the terms Iof the proposals and their extent, the
effects of this ‘proposa.l upon the accessibility of Whitby are
examined. The following two chapters are concemed with the
implications for Whithy. Certain of these implications follow
directly from the earlier assessment of the nature and qualities
of the local economy. Others are more theoretical whilst others
refer to particular social sectors. The reader will find the very
interesting case of the school children is fully developed.

Other factors relating to the implications for Wilitby are
to be found in appendixes. They were felt ;‘,o add interest and
weight to the point of the thesis and yet were considered to be
either too ponderous, or of insufficient merit to be included in

the main argument.



The:part examining the implications of the proposals to close
the lines north of Invermess begins by taking. stock of the transport
network in that area and a.ssess:i..ng the role of the railweys in that
network. Attention is then paid to‘the proposal itself and the
vé.lidity of its basie suppositions are tested and under ca.reful'
scrutiny are found to be of uncertain value.

As a preparation for the implications for the area a short
chapter was deemed necessary where consideration could be given to
the meanings of two terms which are perhaps rather too glibly used
by many parties in connection with the subject of rail closures:
the concepts are those of "Adequacy" and "Hardship".

The implicationsthen follow, but before the iﬁrplications for
each county are examined, discussion embraces seven significant
implications of a general nature which are raised by the forming
of the proposals to close the lines north of Inverness.

Each county is then considered in detail, and each in a
similar manner: the reader will find a pen picture of the economic
state of each county prior to the publication of the proposa.ls in
question and detailed and general conclusions of the effects its
impact would have brought about, are drawn. ‘Where it is of sige
nificance, special sections are included on particular matters,
for example, one of these co_n.ce:ms Burope's largest Distillery at
Invergordon, Two further issues are 'thenv taken up, which each
éoncem a sector ofAregion's econony - namely the cases of the

Crofters and the Commercial Salmon Fishermen. They are mentioned
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in other parts of the thesis but are deemed worthy of particular
scrutiny.

This part of the thesis is concluded by an examination of
certain ecofiokic and social issues, raised, but not finally
developed in the previous section.

As in the part examining the Whitby case, and for similar
reasons, there may be found further information in the appendixes.
The third and final part of the thesis is the concluding
chapter where consideration is given to how the present, alleged
financial position of the railways has come sbout, and calls for

caution to be taken in the issue of railway closurese.

The relevance of Benefit-Cost Analysis to the problem of
Railway Closures has not been overlooked, and an Appendiberovided
where an attempt has been made to outline a programme that could be
followed if such analysis were sufficiently developed to tackle the

problem in an adequate manner.



PART 1.

WHITBY



CHAPTER 1.

Introduction.



MAP 1 (Page 1)

Showing the .position of Whitly, the three railways in
question, the major roads of the area end the position of
Fylingdales Early Waming S&ation.







This study seeks to show the economic and social implications

for Whitby, of the proposals made under the name of Dr Beeching to
(XL VT
sever all rail connections with the town.

After a brief description of Whitby I shall seek to assess the
calibre of the local economy, and determine what factors that economy
hinges upon, together with the relevant importance of ea:ch factor,
When this is established it becomes possivle to see somefhing of the
effect that railway closure would have upon each of these factors in
turn and to estimate the o‘verall implications for the town.

Description:
A ”nr' shows

Whitby is situated on both sides of the mouth of the River Esk,
on the coast of the North Riding of Yorkshire and ij'ts aspect is
almos.t due north. Whithy is an historic towmn and has ancient
traditions as a port and fishing centre. The environment is re-
markably beautiful and Whitby sands are a feature kmown all over the

.North of England. The unique blend of these features makes Whitby amn
attractive, and comparatively unspoilt, holiday centre.

In normal conditions access to Whithy may readily be gained by
trunk roads from Tees-side énd Guisborough, York and the West Riding
and from Scarborough. Before the proposals under consideration here,
rail services linked Whitlhy with Middlesbrough and Scarborough and
the third oldest paséenger raillway 1n Britain, the'Whitby and Pickering
Railway formed Isart of the connection at York with the East Coast main
line and the industrial centres of the West Riding.

But the Yorkshire Moors to the West, whilst adding beauty and
grandeur to the environment of Whitby, also cause problems in access-

ibility in winter conditions.



- The harbour at Whitby is an excellent one, and £§e usage is
growing, with a new trade in paper providing a really exciting
prospect, while the local fishing fleet continues to use the port
facilities.

By tradition, and position Whitby has a unique place in
England. It will be found that its eoonbmy too is unique, together
with the problems that face it and the implications which stem from

the closure proposals.



It takes only a glance at a map to see that the coast of
Yorkshire is somewhat like an arc of a circle - and thét the
centre point of the circle is in the industrial West Riding.

There is two-fold early evidence of efforts to join Whi tby,
on the circumference of the circle to the population centrés
at the centre point. |

In Whitby itself,-as early as the last decade of the
eighteenth century, an attempt had been made to bring about a
canal to Pickering, and alfhéugh that scheme proved abortive,
by 1826 Plans were afoot for a railway out of the towm.

Yet the very isolation which its leading inhabitants were
éeeking to breakdown, was seen by George Hudson, the Rallway
King, to have great potential as a holiday attraction. He sought
to join Whitby to the West Riding by rail so that the towa could
draw on the vast markets of people there.

Now accessibility is crﬁcial to a would-be resort, and until there
was a railway to Whitby, any demand among the poéulace for g holiday at
Thitby was not effective - for-régardless of the priceg they were
prepared to pay, they were unable to satisfy the demand, but once
through commnication was established an interesting phenomenon is
seen to have existed. The demand to spend a holiday at Whitby was

clearly elastic, because excellent substitute facilities were available
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at Scarborough to the South (where sea bathing was prevalent as early
as 1735) (1) or Redcarito the North. However, once a person had
decided to go to Whitby his demand for rail travel was very inelastic
since the roads were very poor indeed over the North Yorkshire Moors,
even when the tumpike trusts were growing in number, and could offer
little competition in terms of speed, comfort, price or reliability.
As mad'improveménts came gbout and better quality roads were

constructed so a subtle alteration is seeﬁ in this picture. When all
the coastal resorts had been connected to the population centres by
road it is sure that demand for a holiday at Whitby became even more
elastic because the role of the substitutes to the Whitby resort had
been strengthened - access t<3 Whitby by road over the Moors was
slower and more difficult than to any other resort. At the same

time .the road was now offering, to the person who had decided to go
to Whitby, a means of access to Whitby other than the train. Demand
for the rail service to Whitby amongst those who would go there for a

holiday was more elastic now.

(1) This interesting snippet of information was gleaned from
Proi‘éssoz; J. House's description of the development of the
resort of Whithy in the Normanby Report. The fact is reported
in "A History of Yorkshire, North Riding", one .of the Victoria

County Histories of England.



Since the war competition to Whitby has grown more and more
fierce - Blackpool's orbit encroached into the Yorkshire industrial
areas in a significant way, Holiday Camps and Touring Holidays at
home and on the continent have all been moves other than in Whithy's
favour. Yet the resort has continued to attract visitors since it has
been able to offset any losses by drawing on the new holiday makers
brought about by paid holidays and a growing prosperity which have
made holidays away from home a possibility to a whole sector of
people where it was impossible before.

But any loss in accessibility for Whitby which caused it to be
less attractive whilst there was no accompanying loss to other
resorts and modes of holidsy, would be to detract from Whitby's
potential., Since local opinion is that the holiday season is of
paramoun% importance to the Whitby economy, it is in no way sur-
prising that the proposal to close the railway lines to Whitby was
viewed with such dismay. The validity -of this view and the im-

plications for the economy will be assessed in this study.



CHAPTER 2.
The Strength, Complexion end Balance of the Local

Economy at Whithy.

- ded



AN ASSESSMENT OF THE COMPLEXION, STRENGTH AND BALANCE

OF THE LOCAL ECONOMY AT WHITBY

COMPLEXT ON

Estimated Numbers of Insured Employees in the

Area of the Whithy Employment Exchange

June 1963:
Order No. Industry Males Females
: aged 15 and over,
1. Agricultural Forestry & Fishing 584 36
11. Mining & Quarrying - -
Manufacturing Industries
111, Food, Drink, Tobacco 47 40
1v. Chemicals & Allied Industries 5 1
v. Metal Manufacture 2 -
V1. Engineering & Electrical Goods 9 9
Vil. Shipbuilding & Marine Engineering - -
V1li. * Vehicles 1l 1
1X. Metal goods, not elsewhere speci-
fied. - -
X. Textiles . - -
X1, Leather, leather goods, furs - -
X11. Clothing & footwear - -
X111. Bricks, Pottery, Glass, Cement 8 -
xv. Timber, furniture 125 99
Xv. Paper, Printing, Publishing - -
Xvl. Other Manufacturing Industries - - -
111-XV1l -~ Total - all Manufacturing 197 149
Xvil. Construction 645 38
Xvill. Gas, Electricity, Water 136 7
XiX. Transport & Communications 297 69
XX. Distritutive Trades 353 524
Xx1.. Insurance, Banking & Finance 42 33
XX11l. Professional, Scientific Services 151 493
X111, Miscellaneous Services 374 652
XX1v. Public Administration. 345 67
Ex-~Service Personell not

classified by industry 1 -
Industry not stated T 7

Grand Total: : 3132 2075 5207 '

Total

620



The absence ofnew industrial development since the war
and the concentration of new capital investment locally on,
mainly the fishquay, hotels and boarding houses, dwelling
houses, scho_ols, and assets connected with what the local
wuncil does in providing holiday and entertainment facilities;and
the as- yet pending decision as to whether the potential potash
is to be mined, has meant that there is insufficient employ-
ment in Whitby itself for all the labour potential, and some
members of ;he labour force work in one or two sources of

employment away from the immediate vicinity of the town.

The Normanhy Report considered this question eecees.... OVer



Bib., (1
The Nomanby/rego;'t considered this question, and found nearly

600 mén from Whitby went to work on Tees-side gach day. The project
then under construction however has finished, and since local labour
was sufficient to meet the needs, this source of income to the Whithy
econonmy had become virtually non-existent by the end of 1963. But
since the summer of 1964 the further development of the LI plant at
Wilton became a source of employment ggain for Whitby men. Tens of
millions of pounds are being im.rested on chemical plant, nylon
factories and 0il refineries. 1t seems that already, by January
1965, about 250 men are making the daily jourmey in special buses.(j)
Clearly this is a valuable source of income to Whitby - all sorts

of skills are required on these sites, together with unskilled
lgbour but in spite of unskilled labour being taken into account,

it would not seem unreasonable to suggest that the average pay
packet is about £15. per week.

The numbers employed on the sites, by the 53 contractors is
expected to rise considerably during the year. Whether the number
from Whithy will reach its previous proportions is a moot points(Z)
some of those who used to go to Wilton were engaged in similar work
at Fylingdales and are now doing jobs of varying levels of skill
there, Also if the potash dream of Whitly becomes a reality there
will be a source of mamal employment near at hand. But the clear
point is sure: the work provided at Wilton must be recognised as
being of real value to Whitby - it brings a regular pay packet to
the tomn each week of about £3,500 and keeps the unemployment rate

a good deal lower than it would be otherwise.

(2)/’1\.&4% &o-wlw\ce (lu@%m}iaapw_ M\:)@FMPWLL}:L‘QT:WGMM) ¢
tlal W\SMPM«DJ/’.s_hLquLLj,ﬂL. Fﬂ,“’iLM '::WMQ 0.




There is a second source of employmenf and income for Whitby at
the Barly Waming Station at' Fylingdales - situated on the Moors,
half a mile from the A.169 to Pickering at a point about 10 miles

(seeMapl ot pase 1)
from Whittwi The Station has benefitted the Whitby economy, firstly
by importing personnel who have settledin the area, some at Scar-
borough and Pickering, and some at Whitby. 158 houses were built
in Whitby to accommodate these people and their familie$v and so
the Station has brought skilled men into the Whitby economy and the
economy has been strengthened by the regular income of these men and
their generated expenditure. The second way Fylingdales has helped
in the local economy is through préviding a source of employment for
the indigenous population: in the early days this was largely ﬁanual
occupations - site clearance, approach roads, drainage and then later,
plant assembly. But to-day there are unskilled and éemi skilled
civilians employed there who have learnt new jobs but who first went‘
to Fylingdales on manual work., It is particularly a useful source
of clerical employment for Whitby. How important is Fylingdales to
Whitby ? It seems at the moment to be more important than the Wilton
scheme, but that situation could easily alter as the number of men
going to Tees-side incfeases. But there are about 250 civilian
employees at Fylingdales from the Whitby area who could be expected
to spend all or part of their income in Whitby. Their wages can be
qqséed fairly readily: the average basic wage is.between £11 and £12

a week, but they are sometimes and to varying amounts, required to work

in shifts, where the average may be as high as £17. It seems fair to

(1)Fi gt providad by the Cluck of te Wik Ucban Dinlsset Guaneil.
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say an average i.néome of £13% each per week will not over-estimate
the position. Security precautions will not permit the release

of numbers or wsges of men on the R.A.F, sta-fi‘ at Fylingdales but it
is possible to reckon out from conversations with interested parties
that there are about 130 of them from Whitby and this agrees with
the known number of houses built for them. With the undoubtedly
high wages that these men earn it is clear that Fylingdales has had
a marked effect on Whithy; causing a weekly income to the town of
considerably more than £5,000.

HBowever, it must be recognised that the position is a pre-
carious one - this very valuable source of employment could become
of no account at all at the stroke of a pen, for if there is a change in
defence techniques then the station will becomé obsolete.

It would not be too extreme to suggest that the Propensity to
Spend of the Wilton workers is high, and so is that of the R.A.F.
personnel at Fylingdales. It is suggested that the propensity to
spend of the clerical and semi-skilled employees at Fylingdales will
be less high. The tendency amongst manual workers to spend high
proportions of what they earn in good times and to "get by" in the
bad times is lkmown, and the 'R.A.F. personnel will not need to save
for retirement - he is assured of an early pension and will be able
to take up a further job. If these suggestions are accurate it is
then seen that the Propensity to Spend is higher amongst the higher
earning groupss the generated income from these sourses into the Whithy
economy is high and valuable; backed by the civilian expenditure from

Fylingdales these two sources of employment for Whitby to-day contribute



1. Quoted by Sir Alec Spearman, M.P. for Whitby and Scarborough-at the
Public Bnquiry and reported by Whitby Gazetts, July 10, 1964._
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the
noticeably tq\economic welfare of Whithy.

In the circumstances existing before the proposals to close the
railways into Whitby,.the towmn had an assured place among the small
natural resprts of Britain even if no spectacular advance in its
prosperity was to be envisaged. Yet with increasing leisure time
and prosperity, a.nd' the habit of taking a summer holiday growing, so
the prospect for the resort seemed to be fairly and soundly based.

Local opinion in Whitby is that the economy of the town depends
upon the holiday season: it is held to be of paramount importance to
Whitby and virtually its “raison d'etre".

In this‘section I shall seek to establish the validity of this
view and to assess the role of the holiday season to the local economy.
The tradifional view was much vaunted by responsible and clear think-
ing persons at the Public Engquiry. The view is also held in Government
circles: the Hailsham Report 53) refers in Paragraph 127 to the North
Riding outside Cleveland and concludes "the main prospects seem likely
to lie in the further development of the areas excellent tourist
potential, particularly at Scarborough itself, at Whitby, and on the
moors". And just after the war when Sir Stafford Cripps was President
of the Board of Trade, he was asked for a permit to build a factory
and replied that he would favourably consider aﬁ application for
building an hotel in Whithy but not an industrial buildéié?r So it is
not surprising to find this view so wideL;Liggpﬁzzaiy held in Whithy
itself,

From the ascertainable facts it is clear that the resort income
in the holiday season is very important to Whitby. The figures showing

the rhythm of takings of various indicators show this. The contribautdrs.

to this very important income to Whithy are the residential visitors



1. This Kéynesien term is fully explained in the Section 'The Multiplier
in Whithy' on pages 3-28.-32.
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and the day trippers: the latter are of minor importance it seems,
making u' nly about one tenth of the estimated resort income of
Whitby and its surrounding area. However it would seem reasonable
to argue that this small proportion is in fact provided by certain
types of day trippers rather than by others. The day trippers who
come by car are able to- bring all they need in the way of food and
drink with them with no bother at all, but the tripper who comes by
train has to be prepared either to carry all these i-terns round -with
him or to purchase them when he gets to'Whitby. The same can be
said of the tripper who comes by coach, but he can leave his baggage
on the coach and so is, other things being equal, more likely to be
persuaded to bring his needs with him,

The Residential Visitor is of major economic importance to the
_resort income. Perhaps a half of .the total resort income is paid
over by him for accommodation - and much of this will be paid out
again by the hotelier to tradesmen in the town, for food, partic-
ularly, and for other items, of which laundry would be prominent.

The implication is that not only i:k/l}cie major source of income to

the resort but that thevmultiplierZis relatively higher too - though
this is not assessable, it'(cg.o:: pa?czcentuate the value of the Residential
Visitor to Whitby.

The indica.‘l::'oré also show the short duration of the holiday
season at Whitby and the pronounced and sharply defined peak which
lies at the end of July and ‘the beginning of August. This is a
shorter season than the national average seems likely to be, and also

the falling away of traffic after the peak is steeper in Whitby than

is probably experienced at other types of resorts or at similar ones
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in the warmer south and south west. It is clear that the season at
Whitby can be divided into a fore peak period and a peask period, and
there is virtually no after peak period. The former includes a very
short term rise at Easter and Whitsun for week-end of perhaps weekly
visitors. In June and early July the boarding houses and hotels seem
to have about half of their potential accommodation booked and the
visitors comprise, as miéht be expected, the following classes of
peoples old folk, mothers with young children, junior stafi from

business firms and Scottish holiday mskers.
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Whitby Seasonal Receipts, 1964

Week Cliff Chairs Chalets IForeshore Total =~ Rail Rickets

Ending Lift Total Gross collected
Heceipts at Whitby

£ £ £ £ B
Msy 17 67 134 392 545 1064
24 93 56 148 218 1296 10299
3] 34 20 62 82 527 4842
June 7 18 10 16 48 501 5116
14 54 70 71 . 158 1036 5369
21 22 9 40 60 768 5812
28 105 143 99 270 1190 8022
July 5 76 84 79 198 1260 7490
12 68 94 126 249 1195 6963
19 102 132 153 320 1468 8608
26 166 181 240 504 2124 10070
Aug. 2 206 313 165 621 2889 16560
9 246 343 182 644 3041 17019
16 144 163 182 420 2627 12599
23 145 171 134 392 2112 11677
30 205 343 152 " 596 2613 12103
Sep. 6 104 98 50 174 1652 10512
13 65 94 38 154 1160
20 23 - 16 21 39 486
Total: 1943 2474 2350 5692 29009

61
(in 1%5%2ek period)

Notes

1. Chairs: Although chairs are hired on a deposit system, no element

for unclaimed deposits is included in the figures given.

2. Chalets: Are bookable in advance, and in the early part of the
season, weekly takings are boosted by cash received for full
seasonal letting. e.g. Part-week ending 17th May.

3. These indicattols are shown in graph form at Diagrams 1 and 2.

4. As show;n on the diagrams the effats of weather must be allowed for.

The figures show the pattem of previous years but the late August

peaks are more dramatic in 1964 than in previous years.



15
The peak period lasts from mid-July to early September, and
it is at the end of July and early August that is the most con-

gested, but it is the whole 8 weeks that is referred to as "The
Season", By early September the traffic has thimned appreciably

and the season has ended by the second week of September,

It will be valuable at this point to consider the sources

" of holiday makers in Whitby. From personal enquiries ~ see
Appendix 4, hotel visitors' registers, and from the number of
enquiries received by the Holiday Buream it is clear that the
Residential vVisitor from the West Riding of Yorkshire is the
largest single source, making up perhaps one-third of the total
number, Lancashire and Cheshire, the rest of Yorkshire, and Tees-
side and County Durham, and Newcastle, all provide a significent
mmber of visitors, and seem usually to account together for about
another third. Clearly Whitby relies on visitors from a
relatively local érbit: contrast this pesition with @eesccece.

see page 16
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position with a small resort in Devonshire like Dawlish, Where.people
from gll over Britain are found in much closer proportions. |

It is suggested that the "package deal" tours of the continent
by coach offered nowadays will have drawn some of the middle class
type of visitors away from Whitby: to offset this there has been a
growing tendency to take an amnual holiday awsy from home, and a
growing urge to find élaces which have not been too commercialised
is noticeable amongst a slightly better class person.

A fall in the number of middle-class holiday makers may be implied
in the claim made by the Secreta;y of the Whitby Hotel and Boarding
House Association during my interview with him that "the capacity for
residential visitors in boarding houses has fallen by nearly one half
in the last three years". However, he could produce no figures to
verify this claim,

But the facts are that in the last two or three years the con-
tinental towns have begun to draw upon the highly paid msnual worker;
and amongst the salaried and fixed income families the trend now is to
stay in Britain and at the natural, rather than the commercial type of
resort. The trend exists, its extent as yet is small, but growing. (1) (Foot
of next page).

Obviously, because of considerations of time and distance the day
trippers to Whitby will come generally from a slightly tighter orbit
than it appears the residential visitors come from. No precise
megsurement could be attempted but it is reckoned that the Tees-side

and County Durham area is as big a source of day visitors as the West

Riding. This is certainly indicated by the issue of rail tickets from
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Middlesbrough to Whithy.

"From all the foregoing the dramatic nature of the hbliday season
in Whithy, is apparent. The highly concentrated season when Whithy
teems with visitors and the business concerns turn over 'bheir' stock
at an incredible pace has given rise to the notion that the season is
the paramount reason for Whitby's local economy being a viable one.
Certainly its valﬁe must not be under estimated: Whitby could not
survive without the holiday season and indeed if it has been a poor
season it is known that many accounts at the Banks are overdrawm by
Christmas. But to say that it is paramount (2) is to disregard the
value of Fylingdales and Wilton to Whithly and also the value of the
custom, provided all the rest of the year, by the inhabitants of
Whitby and the surrounding area, which though not dramatic in any
way is regular and certain, It seems the value of the holiday season
as a whole - compressed as it is into a short seasm -~ is not as
important to Whitby as has been suggested in some quarters though it
does play a very valuable role in supporting the economy there and
the role may be the most important single role, btut it is not para-
mount,

(1) I am indebted to the Entertainments and Publicity Manager,
Captain Cooper, for this helpful piece of information. The
point was made at the Annual Meeting of representatives from the
Health & Pleasure Resorts of Great Britain in February 1965.

(2) This was argued by the Secretary of the Whitby Hotels and

Boarding House Association at the Public Enquiry.
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With the exception o;f‘ those concerns previously mentioned, it
becomes apparent that the majority of firms in the town of Whitby
depend, at least to an equal degree, (and perhaps even essentially),
upon the permanent market provided by the 24,000 popuiation of
Whitby town and the rural area which it serves, as upon the holiday
season.

It will be valuable now to assess the extent and calibre of
this area.(2To the south east it is fairly obvious that the rural
popula.tioﬁ as far as Ness Point uses Whitby as its centre for
shopping and entertainment. The settlements of Robin Hoods Bay and
Fylingthorpe, comprised of native and immigrant populations to an
almost equal degree are linked to Whitby by rail, and by road (when
their access roads, which have very steep gradients - Sledga.tes is
1l in 435 - are climbable) but buses only run in the summer season. The
north-south roads are at a.ll. times rated by pré)fessiona.l opinion sought
out (1) as wnsuitable for motor traffic'. The immigrent populations
of these two villages are made up of retired people: these people con~
tritute mich to the economy of Whitby and it is to the advantage of
Whitby that these places are considered as suitable places for re-
tirement in ‘the future. Surmoun;cing the crescent of the Bay there is a
scarp rising to over 800 feet and beyond that mark the Whithy pull
lessens apprecia.bly'and the trade belongs almost completely to

Scarborough from Ravenscar onwards.

(1) The Area Surveyor of the North Riding County Council.

(2) The information contained in the fellowing discussion en the
spheres of influence of Whithy was provided by the Chairman of
the Whithy Chamber of Commerce.
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1.

Whilst the concept of the orbits of whitby's influence is
subjective, it is observable. The Whitby Chamber of Commerce
accepts the position here cutlined and the concept was formulated
with the assistance of the Chairman and the Seeretary of the Whitby

. Rural District Council. This seems to be a satisfactory @mpirical

concepts I could sdduce no evidence to contradict it in splte of

_attempts to do so.
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The cast to north and west sees a stronger pull towards
Whitby because there are no geographical difficulties of getting
to Whitby*® it is really a matter.of proximity and time and distance
whether the populations tend towards Whitby or to Tees-side.

Whitby dominates the area as far as Staithes, but has lost its
significance at Easington and is'of_little value for shopping to
the people of Loftus, unless the shopping is to be combined with a
day at the sea. The various pulls of_Tees—side, Saltburn and
Guisborough prove too strong.for Whitby at this distance. In spite
of the greater distance from Whitby itself that its orbit is felt
along this coast, the value of this part to the year round trade of
Whitby is unlikely to be more important than that provided by Robin
Hoods Bay and Fylingthorpe, because Staithes is not so full of
prosﬁerous retired people as these two places and Runswick Bay is
much smaller.

The biggest orbit is in fact inland =~ ué the Esk Valley as far
as Commondale and including the small but important village of |
Goathland further south Q%) These places gravitate towards Whitby
because of the ease of getting to Whitby on the train which runs
through the villages at the bottom of the valley*® the moor road
keeps to the high ground and is at least two miles,esigﬂ;€:§£§&7;
ﬁ:i-f?—ﬁﬂ@ from the villages concerned, éoathland is valuable to
Whitby - again because of its large proportion of retired folk,
but Whitby's influence is not much felt beyond here because there is
only a very sparse population, and then villages on the southward

slopes of the moors will be nearer to Pickering.
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In monetary terms this source must be the most important to
the round-~-the-year trade of Whitby, because of the numbers of

_people who live here and becsuse of the speciél value of Goathland.

Consider now the sources of earned income to Whitby during the
out of season period. These sources are 4 in number,

The largest section of employment is engaged in Shopkeeping
or assisting, and the services. The figures on page 6 show that
there are over 23 thousand people employed in this category, and it
is reckoned that tpere are another 4OO self-employed within the area
of the Whitby Eméidyment Exchange (1) However, some of the overall
figure of nearly 3,000 people are only employed through the off-
season so that the concern can cope in the holiday rush. This is
known to be true, by the Urban District Council, and the Chamber of
Commerce, and was borne out by my own private questionihg in stores
and shops in Whitby. The proportion to which this applies however
is not readily gauged. My considered opinion that it may account
for one-fifth of the total number of employed persons in this

category was accepted by the Chamber of Commerce.

(1) Reckoned by the local Manager of the Exchange, in an

interview.
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A second important source of income to the area is from the

Agricultural Industry (1) The Chief Agricultural Officee of the

North Riding County Council reported there to be between 900 and
1000 persons engaged in Agriculture (i.e. employed or self employed)
within the orbit of Whitby. (The Ministry of Labour-return on page
6 shows 625 employees in the "Agriculiural Forestry and Fishing"
category )s '

An important gquestion here concerns the proportion of these .
persons engaged in Market Gardening, because at least a part of such
income should be attribﬁted to the holiday season.

(1) For the information contained in this analysis I am indebted

to the Chief Agricultural Officer of the North Riding County Council.
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In fact, Market Gardening has virtually no significance, as an
émployer, or as an income earner in the area: there are no more than
. eight viable horticultural holdings in the area, covering only 26
acres in all, and the ares has to import a very large proportion
of its fruit and vegetables from wholesalers in Leeds. A small rider
must be added because the area does export flowers to the Tees-side
markets. Thus the exient of Horticulture in the areas is insignificant,
and there is no need to refine the position of the holiday trade and
the round-the-year trade as a result, for the a.griculfure of the
area is not geared to producing for the h'oliday market,

The income to the area provided by Agriculture is very nearly
all derived from the ordinary farms which produce milk, beef and
lamb, wool, seed potatoes and cereals of which barley is the most
important. There are about .700 such farms in the orbit ofWHithy,
with an average size of about 70 acres. There are vast discrepancies
from this mean however, since there ‘are 900 acre farms and very small,
but intensively farmed ones of no more than 50 acres.

What is the e:;tent of the incomes these farms provide ?

It is reckoned that there is a gross profit of about £50 per acre (1)
per year on thesefarms on average, but about £40 is spent on necessar:;f
matters - feeding stuffs for the cattle for example, and building im~
provements - and the expense of this mainly goes to contractors outside
" the area, that is, to national firms, or at least to firms whose centres
are not in Whitby or Whitby area. But these expenses will genera.te
some useful income in the areas, and will include the wages of the men
employed on the farms. It is reckoned that there is 1 man employed

(1) chief agricultural Officer of North

for every 2 farms.(l) Riding C.C
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Thus the gross income to the area through these Agricultural
holdings may be represented as TOO holdings x 70 average acreage
x 50 average gross profit per year per acre = £2,450,000. But since
a large proportion of the expenses -incurred pr;videé no inc-ome for
anyone in the Whitby area, and much of this gross income is lost,
the minimum income the agricultural holdings will provide is the
wages to the employees: 350 employees x say £700 a year = £245,000.
From these two figures it may be suggested that there is between
half a' million and a million pounds of income generated to the
Whithy area from Agricultural holdings.

To this must be added the net income of the holding: it is
thought that in this area the net profit per acre is about £10.1)
per year. Thus the net income of the holdings will be 700 x 70
x 10= £490, 000,

Thus altogether each year these holdings produce between £l.million
and £1%.million of income, some or all of which is potentially avail-
able for spending in the town of Whithy. A note on The Mul-tiblier in
Whitby follows shortly and it includes an attempt to assess how much
of the incomes derived from the Agricultural Industry and the Distrib-
utive Trades is, in fact, available for spending and how much of that
is actually spent in the Whitby area.

The value of this to Whithy is obviously very great. Like the
income to Whitby generated through employment in the distributive
trades and services, this income is steady a.nd.reliable and thus it

clearly has a stabilizing effect on the round year trade of Whitby.

(1) Chaf Agrissnlbura] Offiass oftle Vartl Rieling Goaum £ Coumeil
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A third valuable source of income to Whitby is the railway
itself. At Whitby Town station 96 men are employed end so when
men engagéd at local stations within the orbit of Whitby are
considered too the number of railwaymeh who receive an income (of
which the part that is spent is mostly spent in'Whitby) rises to
between 130 and 140. I have been eble to pursue this matter a
little (1)¢ basic wages vary from a minimum of £10-£11 to £16-£18
a week and so the average wagé is rated at about £12., Thus the weekly
income to Whitby and the district from this source is over £1, 500.
The actual wages paid to 49 men at Whltby Tovn station for 1964
was £37,800 and so in a year it is reasonable to suggest that nearly
£100,000 is paid to men which will, with & propensity to save belng
relatively low amongst the lower paid men who will meke up the
majority, mostly be spent and that which is spent will be mainly

spent in Whitby.

On page 2 it was stated tha;'the'usage of the Harbour at
Whitby wes growing. The following Table indicates the growing
use thet is being made of the Harbour and implies that it is an

increasingly useful source of income to Whitby.

(1) I am here indebted to the station master, now retired, of

Whitby Town, Mr. Harold Wise.
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Cargoes loaded snd unlosded at Whitby 1958-65

Year Limestone Out Timber In Other Ships Cargoes
Ships Tons Ships( Tons

1958 13 8,365 2 261 -

1959 62 33,398 7 905 -

1960 56 26,229 7 966 _ 6 Alfalfagrass

' scrap metal,
Potatoes and
Seaweed all
coning in.

1961 59 25,253 S 1312 -

1962 61 26,730 3 460 -2 No Cargo

1963 62 25,400 7 1021 3 773 Tons of
Strip Steel,
oute C

1964 /// 46 19,475 16 2500 @ -

1965 L5 20,555 29 5630 23 13275 Tons.
A new trade
starting
1965 of
import of
baper
Involved 18
ships and
11815 tons
in 1965.

N
// Drop/limestone exports in 1964 attributed by Harbour Master to
the Transfer of the shed and loading operations from the Fish Quay
to the new Endeavour Wharf.

® Increase in Timber imports attributed to the new wharf coming
into use in September 1964, allowing larger vessels to discharge.

Table taken from the as yet unpublished material of Prof. E. Allen,
to form part of "A followi to the 1958 Survey of Whitby".

In spite of attempts to do s0 I have been unable to adduce any
' He
reliable information on the extent of the income o# Harbour

generates to Whitby through the handling of the above cargoes.
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The other source of income to Whitby via the Harbour is the

The Table below shows that although

there have been changes in the composition of the Landings, yet

their total value has not declined appreciably.

1964
1965

Whitefish

cwts value
12,817 &£54,987
17,924 78,530
16,449 67,951
19,143 83,989
21,932 91,982
24,728 105,905

Landings at Whitby 1960 - 1965

Shellfish

cwts value
8,921 £60,905
8,041 52,920
7,466  5l,1496
7,592 50,291
7,661 56,989
5,146 48,591

Herrings

Crans ~ value
19,325 £77,560
7+535 38,953
3,931 30,558
12,382 52,758
75245 34,635
3,063 15,792

Total
value
£193, 35
170,003
153,005
187,038
183,606
170,288

Table teken from the as yet, unpublished materisl of Prof. E. Allen
to the 1958 Survey of Whitby". '

to form part of "A follow

Again I am unable to make any reliable statement as to how much

of the Total Value of the Landings actually results in income to

Whitby owners or how much is earned by the fishermen of Whitby in

the catching of the fish shown in the table.

But in spite of the non-availaebility of the details of the

income generated in Whitby by the handling of cargoes and by the

are

e

fish landings the above data is reported since it reflectd the fact

that the Port as a whole makes a valuable positive contribution to

the income of Whitby.
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From the foregoing discussions on the earnings of the folk in
Whitby and the surrounding area in Shopkeeping and the services,
Agriculture, the Railway itself, and the Port, and before that on
the extent of the area upon which Whitby draws, it is now submitted
that the value of the permanent local market is of at least equal
- importance to the Whitby economy as the Holiday Season. The vidlent
upsurge in business in summer, may make viable a concern that
otherwise could not meke a profit, but equally, if the concern had
to depend solely upon the holiday traffic, its ébility to cover
costs in that way would be remote - (I exempt from that statement

those firms which cater solely for the holiday traffic).
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The Multiplier in Whitby

In every economy, local, regional, or national, the concept of
the multiplier must be taken into account.

In an existing economy the value of the Multiplier will depend
upon the existing propensity to consume in that economy and if the
tendency is strong for people to spend most of their income then the
Multiplier will be high. When a new situation is imposed on the
economy, as for example the boost given to the economy of the North
East by the implementing of the fiscal and other policies of the
Hailsham plan, the value of the Multiplier of the new situation will
depend upon the marginal propensity to consume.’

The equation used to show this concept and the value of the
Maultiplier is:

L
K= l-m

When "K" = the Multiplier and "m" is the marginal propensity
to consume. .

All of the above also implies that the Multiplier is dependent
upon the extent of the propensity to save 1n the aconomy. This is
in fact one of the two leakages that Keynes envisaged - one of the
two reasons why the multiplier is unable to be an infinite multiplier.

Thus if.the propensitiesto save and to spend are equal and the
income of the économy is £1,000 the multiplier will work as follows:
£1000 <3 £300 apent " €380 spent =" 6128 somes
and so on, and the total income to the economy will be £2,000. Or, in

1 1
the equation above K= 1-%2 , K~ % K = 2. Total income will be 2 x 1000.
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The other leakage which Keynes envisaged was through iﬁports.
Clearly if £200 of the first ESOO spent is spent on imports then that
money is lost to the economy, and is unable to geﬁerate any additioﬁal
spending or saving.

" The position becomes:

£1000 500 saved ' 150 saved
500 spent.—> 300 in the econony, 150 spent

200 on imports.

Clearly in such a situation the value of the multiplier to the
particular economy is reduced.

This may now be felated to Whitby. Here there is an existing
miltiplier effect all the year round. Its extent is sufficient to
‘ieep'the economy alive, even when savings and imports are accounted for,
though following é bad holidey season it is sluggish in its effect and
some cancerns to which the multiplier does not flow so easily become
ove:drawn at the banks, These are the concerns heavily dependent upon
the holiday trades and who are relatively cut off from the round year
trading; concerns will include the boarding houses, some cafes, any
retailers catering for visitors rather than the local popuiation.
Generally, however, the propensity to spend in Whitby is sufficiently
hiéh to ensure that the Multiplier effect reaches all over the local
economy, though with an uneven spread.

In the summer, a new situation is imposed on the ecdnomy, through
the holiday season. Now the mltiplier in the economy depends upon °
how much of the additional income to Whitby is spent and how much is

saved,
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But whilst the income of tﬁé town soars during the season it is
now suggested that the Multiplier does not rise either in proportion,
or as much aé may be the case elsewhere. I suggest that in Whitby
there is é-deﬁarture from the traditional situation where as income
rises so pfopensity to spend rises ﬁntil a certain point where wants
are satisfied andthe propensity tapers.

The suggestion is based on the proposition that the holiday
traders, knowing that they rely, perhaps entirely, upon the income
they gain during the season, have a highef propensity to save at a
lower income fhan is the typical case. The "m" of the equation
becomes lower than might‘be normally expecte&.

~ As to the other leakage, that of imports, it seems 1iké1y to be
a considerable leak to the Whitbhy multiplier, and would draw strongly
on the valuable round-the-year trade of Whitby. Thefe are firm grounds
for this supposition because it is clear that many commodities are not
available for sale in Whitby, but which may easily be obtained in
Scarborough, York or Middlesbrough. And the further g ﬁerson lives
from Whithy, within the orbit of Whitby, the greater the liklihood is
that when he goes to one of those places for the goods in question, he
will also buy the other goods, these goods also being goods which
could have been bought in Whitby itself. Any small economy is
vulnerable to loss of potential income from this source: its multi-
plier effect is bridled. The concept of the import leakage applies
in considerable strength at Whitby: this is not surprising, for it is

known that the multiplier effect tends to flow to prosperous parts.
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For the above two reasons it is possible to say that perhaps
the Multiplier eftect in Whitby is not so potent as might at first
be expected..

One further matter should be discussed here. The role of the
miltiplier makes the difficulty of assessing the rélative value of
the holiday season and the round-the-year trade to the economy of
Whithy, an impossible task. I have suggested earlier that those
concerns which depend to some or great extent upon the holiday season
for their income will have a higher propensity to save at a lower
income than might normally be expected. The difficulty then arises
in the assessing of what proportion is saved and then eked out during
thecourse of the rest of the year. That is, some of the round-the-year
trade is directly derived from the holiday season and is not genuine
round-the-year trade at all. This must be born in mind when the
relative merits of this trade and the holiday season, to the 1local
economy, are in dispute.

There now follows an assessment of the strength of the Multiplier
in Whitby as it relates to incomes derived from the two major occup-
ations of the area that bring in an income all the year round. These
are the agricultural industry and the Distributive Trades and make up
between a third and a half of the total working population between them.

Of the total incomes available to Whitby from these sources, what
proportion may be expected to be saved relative to the couniry as a
whole ? Since the people engaged in these employments are unlikely to

be receiving (as wages or profiis) a Qe:y large income it seems probable
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that the propensity to save is low. This would, generally speaking,
be true of all cases inWhithy since it is known that there is a lack
of openings for school leavers of quality and a dearth of posts or
opportunities where income may reasonably ‘:;e expected to be high
enough for the propensity to spend, to taper off. In general terms
then, the negative effect of saving upon the Multiplier may be re-
garded as being smaller in Whitby than is generally the case elsewhere;
But the "leakage" of imports may be a considerable one. Whithy
does not have big confractors to do repair work and to erect new
buildings on the farms or in the shops, thus any projéct requiring
more than the small businesses of Whitby can provide, will involve
a leakage of local money away from the local economy. Timber for
example, will provably come from Hull and pre-stressed concrete from
a Tees-side firm. Again Whitby may be hampered in that whilst it has
about 200 selling points these include relatively large (in comparison
with the other selling points) branches of Boots, Woolworths, 2 Circuit
Cinemas, and seven shops are branches of local rather than national
chains: this is so in the case of a chemist (where the Head Office is
in Hull, as are the foliowing), an ironmonger and a florist, and also
there is a department store Co-operative. Most of the money that is
spent in these concerns is not regenerated into the Whithy economy
again: the only money that will be returned to the local economy is
that small proportion which covers the variable costs of the concern -
namely wages, (and in the case of a cafe, some of their materials).
But much of the money spent in these concerns is an immediate leaksge
away from the Whithy economy. It is seen there is two-fold evidence

to suggest that there is considerable leakage in the Whitby economy,
and that the effect of the Multiplier is, accordingly, diluted.
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STRENGTH

From the foregoing the impression has been gained that the Whithy
economy is functioning well at the present time. It appears to be as
healthy as could reasonably be expected in its present environment,

But there is evidence, to be presented, which indicates that
there is some melaise in the economys what looks strong and healthy
may in fact, upon closer examination, have & pall of sickmess about it.

'Whitby suffers from an apparently serious unemployment problem,

and it is only during the summer visiting season that the position

shows any relief. The figures on the next page show the number of
men registered as wholly unemployed at the Whitby Exchange from 1955

to-1964.
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MEN: WHOLLY UNEMPLOYED, AT WHITBY ENMPLOYMENT EXCHANGE. (1)

Aversge
Jan Feb Mar Apl May June July Aug Sep Oct Nov Dec for year.
1955 179 189 164 118 113 55 72 42 68 90 99 93 107
1956 108 97 8 T4 69 54 40 54 86 135 118 129 88
“1957 158 160 170 159 184 132 143 133 142 171 171 204 161
1958 224 213 236 178 149 110 115 129 197 241 348 320 205
1959 420 435 370 336 369 316 266 243 257 311 308 323 530
1960 314 265 259 204 136 148 113 96 162 189 181 167 186
1961 174 155 137 131 143 97 94 99 127 162 183 184 140
1962 216 220 204 148 137 106 69 74 113 189 210 297 165
1963 436 469 438 361 340 270 273 235 280 303 329 313 337
1964 323 343 418 290 232 218 196 204 215 242 226 253 263
Mon-
thly ’
Avge: 255 255 248 220 187 150 138 131 165 203, 217 233 198
Index:
If 200
=100128 128 124 110 94 75 69 66 83 102 109 117

(1) From the as yet unpublished material of Prof. E. Allen to form

part of "A Follow-up to the 1958 Survey of Whitby".
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This serious situation is recognised by the Government. The
Whitby area was scheduled for the purposes of the Distribution of
Industry (Industrial Finance) Act 1958 and was latér included, and
still remains a Development District for the purposes of the Local
Employment Act 1960: the preamble of this Act states that its purpose
is to promote employment in localities where high and persistant un-
employment exists or threatens,

Clearly the situation causes disquiet: this is further added to
by the Ministry‘of Labour revelation that the ratio of unemployed persons
in the area is approximately 4 in the Urban Distriect to 1 in the Rural
District.

In attempts to remedy this situation Whithy has been trying for
many years to attract té the town suitable light industry: the es-
tablishment of an Industrial Trading Estate in the area was sug-
gested by the Tees-side Development Board, but it was not persued,
at the request of Government departments, owing to the Fylingales
Early Warning Station which was being launched as aproject at that
time demanding absolute priority in labour requirements. The develop-
ment of the large deposits of potash, known to exist in the area:: has
been advocated, and an American firm is actively engaged in exploration
workss if-this proves successful it would lead to the establishment of

a piant which could employ 250-300 men. (1).

(1) The Company is the Armour Chemical Coy. of America. Production
is expected to be in the region of 3000-5000 tons per day, in
spite of the deposits being at great depth. The figure of

'250-300 men was the opinion of the Company when preparatory
bores were being drilled in 1963.
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There is however, a further, though closely allied, reason
for céncern at the state of the Whitby economy. This isto be
found amongst the school leavers. At the two Secénd.a.ry Modern
schools the majority of leavers find jobs in Whitby or nearby,
the majority who go away are usually of better quality and take up
jobs like nursing or go into one of the Services. At the Grammar
School the trend is more pronounced. Half of the leavers do not
stay in Whitty and nearly half of the total take Higher Education
coru:.:'ses and most of these will not ve able to find jots in Whithy
when their courseé are complete, This “creaming off" of the better
able young people indicates a paucity of openings foi' the_ir talents
and mirrors an economy which depends too much on certain types of
employment. As the poorer quality people stay in Whithy it can be
seen that over a period of time the quality of workers in Whithy is
worsening,

The situation with regard to school leavers is an unhappy one
and gives further indication that a.11‘ is not well with the economy
of Whithy.

School Leavers from Whithy

Stay in Leave Further Higher Reg. for
Whitby * Whitby Eden. EBden. Employment.

Eskdale County HModern
From 12.62 to 7.64 145 10 11 - 11

Whithy County Modern '
From 3.63 to 7.64 90 18 16 - -

Whitby Grammar School : -
From 12.62 to 7.64 37 26 - - 38 -
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There is a definite flow of those leavers from the Modemn

=
Q
2

schools who left the area, to such occupations and places

as the services and the Police for boys and to Nursing for
girls.

From the Grammar School the range is more diffuse and in-
cludes posts with I.C.I., Shell, Banks and offices; training
posts in the Services for boys, whilst Clerical posts and
Nursing are dominant amongst the girl leavers.

However, whilst there is %ﬁis evidence of malaise in the Whitby
economy, it is possible to over-emphasize the extent of this: indeed
it seems likely that.the position is not so acute as may be held.

The high unemployment figures for Whitby are not such a
reliable guide as may be the case in most other places because of
two factors. The first concerns the fishermen: if the count of un-
employment tak;s place on a day when, because of inclement weather ar
because the fish are not rising, the fishermen have chosen not to put
to sea then these men will be included. And during the winter months
it seems probable that at all times there will be some of them unable,
through sickness or injury, or unwilling because of ény number of
reasons, to put to sea. Such cases will be included in the number of
uemployed; whilst technically this is true the real position is however
distorted as a result. A further disfigurement to the true picture
is thought to be caused by some of the people.who retire to Whitby.
Since Whitby is a retirement spot chosen by many people from the indus-
trial regions of the north of England, there will be some proportion of

people retired from their means of livelihood .and yet not old enough to

claim the 0ld Age Pension. It is expected that some of these people will
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sign on to the employment register in order to collect the unemploy-
ment benefit each week: there may be tut a few of these cases tut it
will probably be more than a mere handful.

Thus it is almost.certain that the economy is stronger than is
thought when the unemployment figures are considered and give rise to
douﬁts as to the nature of the Whitby econony., Tge pogition with
regard to school leavers must be regarded as unsétisfacto:y. It is -
perhaps fair to say that the Whitby ?sonomy is as healthy as would
be expected but that &b does have symptomé of unsettledness which may
‘cause future unease. However, a carefully devised development policy
coula remove these symptoms and fhe economy would be able to improve

itself and forge slowly shead.

BALANCE

There is no ground for dispute over this point. It is clear that
the economy of Whithy hinges on 4 issues: all of these are'éital to the
well being of Whitby, but two are unstéble hinges and the economy is as
a result finely balanced now and the balance is precarious.

The Holiday season depends entirely upon the public taste which
. may be very whimsical and also upon the weather. This matter is crucial
to Whitby's holiday trade because Whitby is a natural rather than
commercial resort and as such depends upoﬁ fine weather prevailing
during the summer. It is known that following a poor season, the bank
accounts of hoteliers an& traders may be overdréwn by Christmas - at

least three months before the small peak of Easter and six months
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before the season really starts again. (1): a run of bad summers, or

even a run of poor weather during the peak seasons could bring many
Whitby boarding house entrepreneurs into liquidation. Again fashions
in holiday-making change, vogues for particular amenities rise and -
fall, and likes and dislikes wax and wane., It must be admitted that
Whitby is geared, fortunately, to appeal over a long term, to holiday'
makers through its historical énd natural assets - but these can be
envisaged as becoming of small account to holiday makers regardless
of how powerful the current taste may be.

The value of Fylingdales hgs been discussed: and it has been
noted that as a source of employment, it could become valueless
virtually ovemight if defence techniques alter. This wouid present
a double blow to Whitby - it would no longer be a source of employment
for people in Whithy, but also the R.A.F. personnel who have been
drafted into the area would be moved away.

The position at Wilton 'is now encouraging and there seems to be .
no prospect of the work eoming to an abrupt end in the immediate future.
Minor dii‘f:'gcul’gies however can be envisaged: a possible trend amongst the
workers to mc;ve nearef to the site, that is away from Whitby; and
"leakages" to the Multiplier are likely to be higher here than if the
men worked locally. But for the immediate future the valuable role
of Wilton as a support to the economy of Whitby is certain; but again
one day this source of employment will again come to an end as it did
in the early years of this decade. |

The other stable element in the Whitby economy is the trade that
is provided all the year round by the local market of Q%g%oopeople in

U .
Information supplied bys:s Mr H.W.B. Cummins, manager of the Midland Bank and
Chairman of the Chamter of Trade,
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Whitby and the area around. This undramgtic but essential source

of income and employment is probably the present stabilizer of

the economy. It is constant and regular, and an important factox,
it is kmown in the sense that its extent can be relied upon. Any
contraction in this market would have chronic effects upon the local
economy : any.implication of this reéulting from the proposed rail

closures would be severe indeed.



CHAPTER 3.-

The Beeching Proposals.
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THE BEECHING PROPOSALS

The proposed withdrawal of all passenger services to and from
Whitby was first officially intimated in the Beeching Report (Appendix
2, section 1) (Bib. 3) and on Friday 14th February 1964, British Rail-
ways ammounced their intention to implement this withdrawal with effect
from Oxtober 5th of the same year.

As a result of the objections to the proposals a Public Enquiry
was held on Wednesdsy and Thursday July 8th and 9th, and on September
11th the Minister of Transport, Mr Emest Marples, announced his
decigion to uphold the proposals to cease the passenger services to
Malton and to Scarborough, but to reject the proposal that would
leave the Esk Valley without a rail passenger services services to
Malton and Scarborough ceaséd to run on March 8th 1965.

The line to Scarborough is virtually single track throughout:
there are two short double track sections - into Whitby itself and
where the line gives access to the Scarborough Goods Depot. It is
2334 miles long and serves the villages along the line - Hawsker,
Staingacre, Robin. Hoods Bay, Fylingthorpe, Ravenscar, Stainton Dale,
Hayburn, Wyke and Cloughton are thus linked to eiviher whithy or
Searborough by this line, which is also of scenic interest for hikers
and campers. |

In winter four trains run in each direction on weekdays: 3 run
on to middlesbrough and all four have run from Middlesbrough. The
service interval is about 2% hours and the journey takes just over

an hour. In summer the weekday service is doubled and s service of

seven trains to Whitby and 8 from Whitby is provided on Sundsys in summer.
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The Malton-Whitby line diverges from the York-Scarborough line
at Rillington Junction, 4% miles east of Malton. It then runs 243
miles in a northerly direction to join the Middlesbrough line at
Grosmont at 6% miles west of Whithy; this gives a total length of
line of 35% 'miles. Apart from the 6 miles of single track between
Pickering and Levisham the line is all double track. Journey time
varies between 1 hr 10 min. and 1 hr 20 min. The line provides a
link with Whitby for Goathland, situated on the bleak moors and
also is the most direct means of access to Whitby for travellers
from the South or from the West Ridiﬁg.

The train service in winter is of 5 trains each way on weekdays,
two of which run to and from York. In summer there are 5 trains on
Mondays to Fridays each way, 6 on ,S/Iat\.;.rdays to Whitby and 8 to Malton,
and 2 on Sundays each way. Through trains operate to and from Leeds,
and Selby,Aa.nd through carriages to and from Kings Cross are available

(Sundays only)
on four Fridays and every Saturday. In addition to these services
there are two trains in each direction Monday to Saturday all the
year and a third one on Monda;,lr to Fridasy during the summer school term
between Whitby and Goathland.

The line to Middlesbrough is 35 miles in lengths it is double
track for 11% miles (Middlesbrough to 1 mile east of Nunthorpe - 5%
miles, and from Grosmont to Whitby - 6% miles) and single track for
the rest of its course. The line serves the communities in the Esk
Valley and links Whitby with the Tees-side conurbation and gives access
to County Durham and the north. The service is operated by Diesel

Multi.ple Units and in winter consists of 5 trains in each direction,

on weekdays; four extended to Scarborough, and three originating from
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there. The journey from Whitby to-Middlesbrough takes about 1 hour
and 20 minutes and the service interval is about 23 hours. On Sat-
urdays an additional train departs Whitby at 9.15 p.m. and terminates
at Gléisdale. In the summer there are ten trains to Whitby - eight
extended to Scarborough and one of these originates from Darlington
and one from West Hértlepool. The freqﬁency is hourly in the morning
and 2% hours in the afternoon. Eleven trains run in the Middlesbrough
direction, seven originate at Scarborough and two are extended to
Darlington and Stocktqn}respectively. The frequency is about hourly
in the morning and then six trains between 4 p.m. and 8.30 p.m. On
Sundays seven trains run in each direction.

The proposals to withdraw these services aléo included certaiﬁ
proposed new bus services, which,it was argued,would cater for all
intending traffic., The sufficiency of this argument is discussed

in the next section.
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The Implications of the Proposals upon Accessibility.
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ACCESSIBILITY

It has been thought useful to discuss the question of access-
ibility before the implications of the Beeching proposals are
taken up in detail for all the practical implications stem from
the degree to which access to Whitby is impaired.

The chapter is in fact, designed to show that the severance

sSsengerT
of all 'bhe/.ra.ilwa,y links with Whitby would indeed have impaired
access to the Town and its immediate surroundings.

For much of the information concerning the road network T am
indebted to Dr Appleton's work in connection with the Survey of
Whitby (Bib. 1).

The map referencesare taken from the Ordnance Survey 1" map

of the area.

IMPLICATIONS Ci ACCESSIBILI
[$ee Ma,:/ J’pa‘,e /;)
Whithy to-day is served by four “A class" roads[ These, together

with two minor roads which are important to modern trafiic, would
become the only means of land access to the town of Whitby if the
railway services are withdrawn.

The A.171 to Scdrbomu@ is hillyand reaches a height of 700 feet
at Low idoor (916037) but steep gradients are confined to short sections
and are not as severe as those of the other main roads.

The A.169 to Pickering is based on the old eighteenth century
turnpike roads it is a well engineered_roa.d, but contains a very steep
section at Blue Bank (1 in 4%) as it drops down into Sleights. The l

road formerly continued into Whitby via Ruswarp - that road B.1410 is
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still used by the regular bus services but now A.169 joins the A.171
from Guisborough at Bannial Flat (870099) and avoids a heavy gradient
(1 in 5) at Ruswarp Bank. The worst gréde on the new section is

1l in 8.

A.171 is the road to Guisborough and Tees-side: it makes for the
high ground at Aislaby Moor and reaches 850 feet beyond Skeldes Cottages
(8408) tut its gradients are not too severe and it is the quickest, but
not the shortest, route between Whitby and Tees-side.

The coast road A.l174 contains the most unsatisfactory section in
the immediate area. From East Row westwards there are severe bends
and awkward bridges over the East Row and Sandsend Becks, and these
are followed immediately by the 1 in 4% gradient of Lythe Bank whilst
at Sandsend the road is_liable to fboding by heavy seas: and after
heavy rain significant amounts of debris can foul the roads from the
boulder clay cliffs.

Of the two minor roads mention has aiready been made of B.1410
from Sleights to Ruswarp. The other, B.1416 is a by-pass (of sorts)
for Whithy: it comnects the roads from the west with the Scarborough
road at Sneaton Corner (917037).

The problem in question then becomes as follows:- 'Can this road
sysfem meet the demands which will be laid upon it when the only means
of ept:y to or exiﬁ? from Whitby is this system.' The answefs to this
problem wiil be seen to shade according to season, and there are'pther
issues involved.

Consider then, the general matter of the 3 severe gradients
. mentioned earlier. What.effect do Lythe Bank, Blue Bank and Ruswarp

Bank have upon the movement of traffic ? The R,A.C. submit that "with
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the efficient breking system on modern vehicles thg major gradients
should not present undue danger provided reasonable care is exercised.
The necessar-'y wernings are provided and it is understood that the
Council pay particular attention to the gritting of these hills in
bad weather" (l).Observations made by members of the team engaged on the
Whitby Survey (Bib.l.) in 1956 show too that the gradients, as would
be expected, affect the speeds of traffic, but also that the effect
is less than may be supposed. The real problem seems to lie in the
danger and difficulty of overtaking on the gradients which exists
when there is a sfrea.;’n of traffic as may happen in summer peaks or
when a lorry or bus depress the spged of flow. And at Lythe Bank
tests show that the average speed of descent is slower tha,n that for
the ascent., There can be no doubt that these 3 gradients are a
prob¥em to traffic movement in the area now, and particularly so in
Peak holidgy movements. Thé situation will becomé more strained when
more vehicles use the gi'adients - vehicles which will include the'
heavy ones like coaches and buses for the trippers and vans and
lorries used by firms now unable to make use of the railways parcels
service,

I propese to consider now the matter of conditi.ons on these
roads in winter, and then to show the effects on access to and from
Whitby in those conditions.

All the roads approaching Whithy traverse high ground which is,
in places, very exposed, and liable to be affected by snow and ice -
and the North York moors particularly have very rapid changes in

altitude as a rule rather than as an exception.

() Trs n mormompndum of 29.8.56 & Dr. 5, Apgblin ond guobid
Y himm b pane 223 o{“ﬁ\s gw«—vﬁ—n "r L\)LJ‘\"“LJ.
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The worst conditions in winter .are on the Whitby - Pickering
roade The open moors receive the full blast of northerly winds
which whip up snow into a fine powder and cause drifting at an
exceptionally fast rates The County Council Surveyor can gquote
occasions when 5 foot drifts héve accumulated in 95 minutes and
reported to me that drifts 20 feet deep are common each winter.

The evidence is that the conditions on the road have caused
cancellation of, or great delays to, the bus service between Whitby
and Goathlend every year since 1942 at least, and in one third of
these years such conditions prevailed for over 2 monﬁhs.(ﬂ ﬁﬁiﬁ:ﬁ;}f>

In these circumstances the religbility of the rail links are
very valuable to Whiﬁby. (The only evidence of railway access
being prevented refers to the severe winter of 1962-63 when the Esk
Valley line was blocked 5 times during January and February 1963
between Great Ayton and Danby (1)) This is mirrored at Goathland
(population of 518 ) where é%ggg railway tickets were issued and
collected during Jamiary and February 1963 and that number does not
include the school childrens' passes which represent a further

1200 journey to or from Whitby in the two months, (2)

(1) Railway Magazine March 1963
(2) Quoted by the Parish Council at the Public Enquiry and in a

letter by the Minister of Transport.
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Clearly then, without its railways Whitby would be isolated
from néighbouring villages for varying periods every wintere It
would be unreasonable to argue that Whitby would suffer from this
isolation to such a degree as would cause hardship for itse
inhabitants, but it seems likely that real_inconvénience will occur
to any inhabitants of a village that could be isolated who has to
purchase larger stocks of fuel than he may wish to do, in order to
bulwark himself against a severe spell of weather that could haﬁpen
at any time in the winter months. (These social implications are
amplified further in a later section devoted to retired folk ).

During the rest of the yesar when weather conditions are not so
severe the roads appear able to cope with the ﬁraffic that choses
to use them. Whilst congestion does occur at isolated points and
on pesk holideys it is not true to state that the roads are "straine
to the limits of their capacity" as was done at the Public Enquiry
by the Urban District Council. .

Only the Guisborough - Whitby rbad has an official traffic
census. The Census, on the next page, shows the weekly totals of
vehicles for a week in mid August and shows no-great increase in

traffice.
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TRAFFIC CENSUS - A.171 GUISBOROUGH-WHITEY

Commercial  Buses & ~ Articulated Private:
Vehicles Coaches or Trailered cycless Total

. Lorry m.cycles &
. comb, scooters,
cars & taxis.

1960 1381 833 32 23959 26205
1961 1418 - 921 44 24595 ' 27978
1962 1560 1076 37 28676 31349
1963 1504 868 60 26029 28461
1964 1437 910 23 25955 28325

(1) Professional opinion is that these particular figures do not
represent a severe degree of overloading and that all the trunk roads
could cope.with the extra traffic which may be imposed upon them in
the absence of any rail access into Whitby. It does seem clear however,
thatat certain points there will be congestion and the roads will be
inadequafe at the Whitsun and August Bank Holiday peaks particularly.

1f this is so then it folléws that an intending visitor to Whitby
in the summer will still be able to get to Whitby reasonably well if he
is prepared to come by bus, or has access to a private motor. But if .
does seem likely that the probleﬁ is not of the roads being able to
cope, but of the bus companies having vehicles and crews readily
available at joumey starting points to bring people who depend on
Public Transport into Whithy. Whilst a train can be depended upon to
run, and will run, however full or empty, it seems doubtful if there
will always be a sufficient supply of seats available on buses to meet
the somewhat whimsical demand of the public. One bus will always be

(1) The opinion is that of the Area Surveyor of the N.Riding C.Council.
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provided, but it is a matter for conjecture whether it ﬁill be running
full or whether another ten buses will be needed. The service of the
reilway is, in this respect, valuable to Whitby _ which heeds as many
visitors as it can get.

It seems that a special sort of Demand curve ig rgquired to show
the position that exists for it is not simply a matter qf the price
of the Service causing a cerfain quantity to be demanded, or a cer-
tain quantity being demanded causing a price to be fixed accordingly.
Other factors will enter in: the weather, the facilities offered on
the bus for luggage, prams and other impedimentia, are crucial ones,
personal taste will enter in, and a state of health and other matters
too, and it seems that the price required in the form of the fare will
be of less importance than these matters, If these 'conditions' are
suitablepeople will go to Whitby, if one or more conditions is un-
suitable they they will not go - unless (in some cases only) the
price was very muich lower. For example, if the day of a projected
outing brought appalling weather, even if the fare was nil people
would not go to Whithy, or if-a baby in a pram cannot be taken on
the bus, then even at nil fares the family would no t travel by bus.

This special Demand curve would be fest represented by a three
dimensional effect, for if all conditions are met it is known that
Demend for the service is high (i.e. The curve is ideep: at the left
end), but where conditions are not all met the Demand tapers and thins,
and it has a definibe end to it; below which conditions no-one would

travel to Whitby.



S0, both in summer and winter conditions, the depreciated
accessibility of Whithy seems likely to cause hardship to the
tom - but this is not because of defects in the road gystem
itself.

In the town of Whithy however, the implications are rather
more pressing. The traﬂ‘ic problems of maintaining a flow, and
of parking are airea.dy acute under the existing circumstances.
A grester influx of cars and coaches will make difficulties very
mich worse, since there is no further a.ﬁswer to Whitby's problems
in this respect except demolition of btuildings: an intricate one-
way system has been in use since 1934.

The social implications are persued in a later section where

the increased likelihood of accidents is taken up, in detail.



CHAPTER 5.

The Implications of the Proposals for the Local Economy
of Whitby. . .
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ACADEMIC TIMPLICATIQNS

The obvious implication is a financial one: that the lines are
uneconomic, The proposal is based on the contention that each of
the lines makes an annual loss as follows:-

Annual Earnings Annual Costs Annual Loss

Whi tby-Scarborough £20, 000 ~ £50,700 £30, 700
Whi tby-Malton £34,000 £83, 200 £49,200
Whitby-Middlesbrough £46,500 £69, 700 £23,200
' £103,100
7 3,
(1)

Whilet these figures'é,re known to be distorted it would not seem
that Lord Stonham's suggestion .sugeestien, made in Whithy on Monday,
April 20, 1964, that there is mo financial justificatio'n in closing
the lines' is any more accurate than the railway figures. It must
be admitted that it is very likely that the lines do lose money: the
figures may be false and give a distorted view but the facts they
reflect are probably sound. However, it must also be"t'xoted that the
annual loss is undoubtedly much less than the figure shown above. It
is known that certain types of income have been excluded from these
figures. Money earned by passenger services that carry parcels
traffic is not included.For example in 1963 Whithy fish merchants
paid over £3,000(#0 British Railways in freight charges for fish
carried out of Whitby and for boxes returned empty and new boxes coming _
to Whitby. In 1963 over 6,500@barcels were despatched from and over’
46,500(;)Ja.rcels received at Whitby Town Station: many of those received

contained goods for the trades people of the tom.

(1} From British Raily .
. ays Heads of Informat . .
(2 wﬂulﬂ PM \F'\AJ A ‘73 nﬁJ g Pj;_ '01 A-Qh—-'}o Wll?(_n."’ff_i' o{)(\) L'- L&I‘ 'Tp (A ,\S "a l’ué‘\ .
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Again, money received from advertisemeﬁts and for the use of
railway property for miscellaneous services is not included, neither
is any revenue received from station car parks.

But the biggest omission is the exclusion of money received at
stations outside the three lines for tickets to stations on the lines,
With the vast influx of holidey makers and trippers in the summer
obviously revenue from this source is a greater proportion of the
income to the Railway system earned by these lines than by other
lines.

In this respect the system of railway accounting will show these
lines in a poor light because it makes no account of a truly major
source of eafnings which they provide.

Further, it is held that considerable saving of expense could be
made if the outdated signélling system were replaced by é modern
system on all three branéhes.

For all of these reasons it is fair to argue that there are
significant discrepancies between the figures quoted by the railways
and the true position. Yet it does .seem likely that the discrepancy
is not sufficient to warrant Lord Stonham's somewhat rash statement,
The margin between profit and loss may even be sufficiently narrow
that it would cost the country more to pay out unemployment bengfits
t6é the men whose jobs will be lost as a result, direct or indirect,
of the closure. currontin Ockobar 1945 |

At eumment rates of benei‘i% if 100 men became unemployed in the
whole area covered by the limes in question, and on average each had

a wife and 1 child dependent upon him, this would cost £7.15.6d. x 100
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a week - £777. 10. O. assuming that each man gqualified for full
benefite In a year this would amount to £40,430. Thus it could be
that it would be cheaper to subsidise the lines.

Th%?fﬁgfication of the proposals is that every effort has been
made to exploit thé full potenﬁial of these lines, but that these
efforts have been.unsuccessful. This implication is not however
true. The area appears to lend itself to excursions (there is
scenic beauty, and rock formations of interest to'geologists for
example ) and yet, according fo the Station Master at Whitby Town
Station the number of excursions that have run has declined each
year since 1962, and the Urban District Council quoted an instance
to the Public Enquiry ﬁhere a potential excursion to Whitby of 120
Wakefield school children was refused by British Railwayse Since
the running of extra trains will not affect the fixed costs of the
lines, the profitability of such veﬁtureé clearly depends upon the
ratio of the extent of the variable costs incurred to receipts.
The variasble costs would comprise administration, fuel,
depreciation through wear and tear on assets, and wages for the
driver and guard on the special train (bresumably employed on
over~time ).

A further point is that the full benefits of Diesel Units
has not been gained. Since reversal times are speeded up so
radically, journey times could be guicker than they are, and an
exciting prospect can be envisaged of developing high speed inter-

city transit between Hull and Tees-side.
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Thus it seems that little effort has been made to attract
traffic to these lines. This can then be used in argument in two
wayse Firstly it can be held that these lines will clearly be
running at a loss, if,as it seems, potential traffic has been
refused. This is like a firm that leaves productive capacity idle.
In this case it may not be justly argued that the lines are

yneconomic™ because means exist that could make them economic.
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The second argument is that the decision to apply for consent
to close these lines is short-sighted. If potential ‘exists which
could be developed which at least will bfing the deficit down, and
at best make the lines profitable concerns, (end if thé former, then
the degree of social cost involved by closure need only be shown to
an accompanying lesser degree) then a progressive policy would be
to attempt these methods. If they failed, a decision to close the
lines woqld be then justified, but it is not justifiable while the
means remain untried.
. _ wAhR ) vas pa ool et écf iliés

A third implication stems from the proposal to ele=e fhe lines

| pasms~aces
to Whitby: obviously if there are no railways, gltransport monopoly
is created with United Autos. as the monopolist. The service provided
by a transport monopolist is however, different in two ways from the
position of monopolists producing a good.

First the service is not homogeneous. Whether a person is 15
or 75 the function of fuel or food is the same in their lives, but the
function of the bus service may not be possible to the old person who
has arthritis, and needs some substantial degree of comfort before it
is safe for him or her to travel. The service provided to the older
person is not the same as the service provided to the young person.

Secondly the service is not provided at a market or common point.

Whilst monopolistic commodities can be bought or refused at a shop
where the potential buyer is, presumably, already at the shop; the
transport service requires.a definite effort to be made to reach the

point where the customer can avail himself of it. This may mean a

lon :
short walk to the corner of his road, or a-sixﬁ%i&e-haul up a steep

bank to the main road. (5@. A&?;Z @FMM\')[D: e?u\&lm{b"‘)
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The transport monopolist would seem at first sight to be able to
fix hot only the price of his.service’or extent of suppl& of that
service, but both price and supply. It would seem that, amongst
those people who have no access to private means of transport, the
demand for a transport service is very inelastic. Thus even if
price is raised, the people who must travel ars obliged to pay the
increased fare. However, there is a factor which though not®an
obvious substitute has the same affect on the elasticity of demand
for the monopolist of transport services. If a person feels the
price of that service is too high, and yet must still travel to
point A he can decide to move away from the orbit of the transport
monopolist to another place, or more drastically move to another part
of the country and find another job. Thus, what looks to be an almost
perfect monopolistic position - the service being a necessity to
travellers without a car - is in fact, not so acute as it first
lappears.

It must be admitted here that in fact United Autos are a compay

In Ay Cace fhas = Chanpes Oan Sobrect{S Puttec cew B ST .
of repute and trust and would not charge unfair prices./ The position
as described in theorétical terms will exist - but its potentials

will probably be latent.



IMPLICATIONS FOR THE LOCAL ECQVOMY

1, ON THE HOLIDAY SEASQON

Clearly the major issue here is the problem of the extent, if
any, to which the number of visitors, residential ox day, will fall
if the rail lines into Whitby were all lost. Any other matter in this
section esdker stems from this point; the effect upon local concerns of
any loss in holiday traffic, fer—examle,—or—is—periphergl; the—diffiecully
that hedediers—orconsumer businesses—imWaritby may enesunier im—peithing
thadir wRs indo ke town for heiHdsy r=ERErs—to Dy

The first point to establish is an estimate of the number of
visitors who come to Whitby in an average season, and then to attempt
to assess what proportion of these visitors come by train. The en-
quiries on behalf of Lord Normanby (Bib. 1) reckoned that in a normal
season about 60,000 residential visitors came to stay in Whitlby and
the rural area arounds 42,0C0 in Whitby itself, and 18,000 outside
(Normanby Report, p.163).

Certain recent enquiries of ny own indicate that the figure is
not much different to-day. Local official opinion is that the figure

has not fallen. But measurement has become more difficult because

fewer visitors are staying in the hotels and boarding houses to-day

_ and more are staying in flatx‘etsg this trend would seem likely to
maintgin the number of visitors since more people can live in a

flatlet than can live in. a room in a hotel, thus it is a cheaper, and
for some families, more attractive holiday. Again, Whitby seems likely
to have benefitted from a érowing national trend, to take 2 holidays

away from home in a year - one abroad and one in England.

(1) S eomsbons of the Wby Hotelo o Boading House Associotion
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An assessment may be made of the number of resiiehfial visitors
as follows:-

The capacity of the Hotels and Boarding House Association in
Whitby is reckoned to be about 5,000 at any one time: (figure provided
by the Secretary of the Association.) -

If the hotels are: full for 3 weeks ¢ece. 15000 visitorsweeks

a5 w2 o, 8000 " "
36 % 3 w9000 ™ y
o/5m m o2 m ... 4000 "
i/ nmo2 v .. 2000 " "

Total: 38000 visitor weeks

Now, if the average length of stay is over a week, the number of
'visitor weeks will be in excess of the number of visitors. The Nor-
manby team reckoned that an average stay was of 9 days - thus it will
be appropriate to reduce the number of visitor weeks to a figure of
35000 visitors.

 To this number must be added the visitors who stay in boarding
houses not in the Association, the homes which take bed and breakfast
visitors in the summer season, the campers, caravanners and the Youth
Hostelers who seem likely to make up about 15%-20% of the total visitors
to Whitbhy. . d

‘If 35000 visitors is 4/5 of the total visitors , then the total
number is 35000 x 5 = 43750. Or if 35000 visitors is 85 of the total
visitors thei the total number is ;Lgéﬁ x 100 -= glz_oglggprox.

A figure of 42,000 residential visitors in an average season is a
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reliable estimate to work on, and a ﬁgure of 60,000 visitors (42,000 visitors
to whitby itself, plus 18,000 visitors in the rural areas around, as shown
on page 58) to the area may be said to Tep sresent & true picture in the absence
of any further information. ‘

(Appendix 3 shows a further possible means of assessment, tut its basic
premise is weak and so the method is not included here).

What proportion of these visitors come to Whitby by train ? Here again
it is impossible to ascertain with accuracy the actual percentage, .tut est-
imates vary from an unverified (1) 41% to an unofficial considered minimum
of 15% (2). In 1961 the Association of Health and Pleasure Resorts which
represents all the resorts in Britain estimated that an average of 27% of all
holiday makers travel by rail. I suggest that for two reasons this figure is
still too high. The number of vehicles (licenced) on the road has increased
since 1961 (3) and, a smaller point, but one which will affect the marginal
case, Whitby 1s not readily reached by rail even with the :mrpmved semaes
run in summer: there is only one through train from the West Riding, in fact
from Leeds, to Whithy on a summer Saturday. compared with 8 from Leeds to
Sca.rboi'ough and 12 from the West Riding, whilst coach operators do provide
a direct service to Whitby. A figure of 18%-2051 will probably fairly rep-

resent the proportion of visitors to Whitby who come by rail.

(1) Made by the Secreta.z:y' of the Hotels & Boarding House Association.

(2) Reached by Professor Houﬂe and nwself and accepted by the Urban
District Council..

(3) See table showing the mumber of private cars.licenced on n.lg_,_gf.
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It is now ny task to trxy to establish what the loss to Whithy
would be if the rail services were withdrawm.

To avoid any ambiguity, or any doubt in the mind of the reader,
it is worth stressing a point made earlier in this thesis. The
situation which presently exists in Whitby is that one line, the
line to Middlesbrough, remains open, since the proposal to close
that line was rejected by Mr Emest Marples, then Minister of
Transport. |

This thesis aims to show the implications of the proposals to
close all three of the lines mnninglinto Whitby.

Thus the implications set out below are now merely academic,
since, though they are the implicstions of the proposals to close
all three lines, the position has been lﬁitigated by the reprieve given
to the Esk Valley line, and tlus the total damage to the Whitby eéononw
ig less than is envisaged in this thesis.

Is it certain that all the 60,000 residential visitors to Whitby
would continue to 'cor_;ue ? 1In nearly all cases it seems reé.sona.ble to
suggest that they would contimue to come, but it must be recognised
that in some cases the area will be less attractive to them without the
availability of the railway. The scenic value of the lines to Scar-
borough and Malton may count as part of a holiday in Whithy for a few
people; and it may be true thet for a marginal case the lack of these
scenic railway lines may induce him to choose another resort. There is
no suggestion that there would be ';;;'such cases, but it is faii' to argue

that it is not certain that all of the visitors by other ceese
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means of {transport wiild still come to Whithy.

However, it does seem that of the residential visitors to Whitby
it is probable that most of them wiild continue to come to Whitby even
if the railway was closed: The above is the only argument against
them coming, but again, what of those who came b& train ?

The Horth East Development Council has said that to cut Whitby
off by rail would be fo launch a cripﬁling blow at the holiday in-
dustry(Z}Certainly if the industry were to lose 18%-20% of its income
the blow would not just be crippling, it would be fatai. But this is
extremely unlikely: some of the visitors will be certain to transfer
to other means of transport to travel to Whitby. Whithy is gerhaps
less likely to lose here than in the case of the day visitors. If a
person has booked his holiday accomriiodation he can then book a seat
for the relevant déte on a coach because he will be cefrtain to want to
travel, regardless of inclement weather. The tripper who in most cases
leaves his decision to the last minute cannot prevaricate if there is
no train -.he will either have to book a seat on a coach in advance or
nét go at all.

Evidence has been adduced to show tﬁat in rural parts of #ngland
when a railway closes one third of the travellers find alternative means
of travel.(1). But the correlation here is dangerous. On most lines
people do have to travel by road or rail for necessary reasons (e.g.
shopping or work): in the case of resorts, the holiday maker does not
have to go to that resort at all. It must be agreed though that there
will be a herd core of visitors to Whitby who go there regularly -
these will be the nearest equiwalent to the traveller who must make the

jcurﬁey by one means or another, but whether they make up one third of
{2) Q}AM“}' MQJ.!OV\ZGTL./‘J 1963,

1) see next page.



663

the rail travellers is doubtful: they may perhaps make up one fifth, or
in Whitby's case 4% of the total number of residential visitors.
To these must be a&ded others who would like to go to Whitby and
who are prepared to travel by road even though.they would have pre-
ferréd the rail journey. These people may represent a substantial
proportion of the rail travellers,;;Ence by far the largest proportion
of visitors come from the West Riding, the coach joumey will not be
too tiresome and the coach operators in the West Riding will be
prepared to make profitable runs to and from Whitby with the in-
tending and returning holiday makers. However, because of limited
luggage facilities, greater difficulties in coping with children,
and for those in poor health, it seems that this mode of transport
will be more acceptable to the younger person than an older one, and
to single people or married couples with no children, young teenagers
or very young children rather than married couples with a youné family.
I would submit that it would be realistic to say that at the most
half of the rail travellers will transfer to alternative means of
transport to get to Whitby and that the figure could be nearer to 20%.
If the figure of 60,000 residential v131tors in an average season
is used, and 20% of these come by train then between one-fifth and one-
third of the 12;000 will continue to come by othef means: but between 8000
and 9600 are likely to be lost to the resort.
What is the extent of this loss, in monetary terms, to whitby ?

Evidence on this is discussed shortly, but this much is certain, it

(1) sSt. Jomm Thomas found this to be the case in Devonshire in his

Rural Transport in Devonshire,



By

will be a loss which will, other things being equal, bring certain
enterprises into a state where income does not exceed payments, and
these firms will go out of existence - either completely, or from
Whitby, Wy buying premises elsewhere. Other concerns will be finding
the cooler economic climate reduces their profit margin.

The expenditure, by residential visitors, lost to Whitby, as a
result of a fall in the number of such visitors to the extent of 8000
may be calculated as follows:

The Normanby Research Team (Bib. 1) reckoned that each residential
visitor in 1956 spent £15. per head on average, but that this figure
included an estimated average of £2. each spent on travel to and from
the resort. I propose that to-day this figure is in excess of £17.
and that the average per capita expenditure in the resort would be
fairly represented by a figure of £15. Thus the immediate loss to
Whitby would be 8000 x £15.= £120, 000. '

Mention was made earlier of a small, but growing trend amongst
salaried and fixed income groups, to take advantage of a natural
resort in Britain, instead of, or as well as the "all-in" coach tours
of Europe: whether this is because these groups héve already been to
Burope on the coach tours, or privately, or because they chose not to,
for financial reasons perhaps, or fo; personal ones, does not matter
in this context. What is crucial to Whithy is whether it can offset
the losses, hazarded above to a significant degree by attracting
further visitors from this source. There does appecar to be a natural
giowth in them already and this couldprobably be stimulated,_hy
selective advertising in journals like The Director, for instance, as

well as continuing the current policy embracing national newspapers.
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But, if the loss to Whithy has been correcily assessed above, it does
not seem likely that a growth in this sector will be sufficient to
offset a loss of that nature, even if the average amount spent by
people in this group is higher than in the groups which are lost

to Whitby. It will, almost certainly, offset part of the loss, tut
only a small part of it, in the immediate future.

However, there is oﬁe further group of people to whom Whithy
will appeal for the first time if all the rail links from Whitby to
the outside world are severed; and these are those people who only
take a holiday in a resort where there are no railways to bring in
day trippers: the folk who like a remote beachlto themselves and if
the aréa around contains quaimt villages, so much the better. This
quest for solitude on holiday is algo,a growing trend - Ireland has
benefitted from it - but it must be admitted that it is a small
trend. Again careful advertising and perhaps some small expenditure
on facilities for yachting might develop its usefulness to Whitby.

These two select groups may in fact hold the key to the future
position of the holiday trade in Whithy. If_they came in sufficient
numbers in the next three summers to partly offset the losses caused
by the rail closures then the Whithy firms going out of business would
only be the ones that are marginal now, and the Whitby ecohomy as a
wholewould perhapg‘remain yay&ant, even if itscwas, overall, nearer to
the waters of distress.

But in fact, it seems unlikely that these two groups will be

coming in sufficient numbers for this to happen. (see diagram on next page).




Projected possible effects of proposed railwsy

closure on residential visitors to Whitby.

Average season of 60,000 residential visitors

o —_

80% by road 12,000 by rail =

= 48, 000
Assume all these still come.
at_best

1/3rd find other means
of|tzansport to Whitby

4,000 _ 4,000

2, 000 : Gain of 2,000 of new
type of holiday mekers

54,000 visitors
at best

= loss of 1g@ =
To this 10% loss addthe gain which
accrues by virtﬁe of the greater affluence
of these people whose propensity to spend
may be, say, % again higher: but this will
only represent a further 1.6%: though this
“might be crucial to Whitby. ‘Loss now, at
very best = 8.3%.
This loss %Uuld be curmlative each year,
and not isolated - at least until such time asb
the new holiday makers are coming to Whitby in

sufficiently greater numbers to offget the loss.

63.66

at worst
1/5th find other
me?ns of transport

2,400
No gain of new

holiday makers
at all.

50, 400 visitors
at worst

loss of 17.2/3%
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A though the number of enquiries received at The Spa is higher,
by about 1/10 on 196 : this prébably does not represent a sufficient
- number., It is doubtful if all the extra 10% of applicants will come
and even if visitors were 10t up .on the avefage of say 60,000 this
would only be 2 at the moét 6f the least (i.e. best) expected loss
amongst the rail tr;vellers, and Whitby's future then hinges on the
whimsical choices of the new type holiday makers. The prospect
appears to be a rather melancholy one, though not entirely unrelieved
becanse there are gleams of hope.

The result of such a fall in the level of holiday activity will
be seen in the ‘further closure of boardiné houses. Any contraction in
demand for accommodation will hit these concemms acutely because their
heaviest overhead costs are the fixed costs of rates, mortgage, re-
payments and perhaps overdraft or loan repayments for furnishings.
The varying costs are small in propation and are largely made up
of expenditure of food, fuel and domestic help. In a situation like
this to carry idle capacity for long is dangerous: in this case the
idle capacity of the concein cannot be used for any altemmative means
in the period when it is not in use, nor can it be sold up. An in-
~ Crease of the anticipated extent of the period when capacity is idle,
and a shortening of the time when it is in full usage will be sure to
cause some boarding house concerns to sell up and move away. (This
however, would not be easy - the proprietors are almost 'locked in'.

Even to sell to a person hoping to turn the boarding house into

flatlets will be difficult. In fact this trend may have finished now

and it assumes the person has considerable capital to expend on the

re-equipment necessary).

(‘D E "h**“\'“ wzm}’s a—nol ?\.U.‘Li’fi ﬂ wajer, o L{Ll (fq'
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.

Clearly, too, a contraction of the demand for accommodation
will mean less scope for employment of seasonal workers as domestic
helpers in the boarding houses: and if there are fewer visitors there
will be less demand for seasonal assistance on the Foreshore (deck-
chair assistants, amusements etc.), and ‘there will be less pressing
need for entrepreneurs to keepvso many, or any, employees on during
the winter because the summer rush which they are required to cope
with will be less severe, and the entrepreneur will find his stocks
turning over more slowly and his profit margins reduced.

These losses to the income of Whitby cannot be estimated - tut
they would be significant and must be added to the net loss already
discussed.

It is reckoned that the day tripper contributes -only about 1/10
to the holiday expenditure in Whitby. (1). Yet, two things areclear:
this 1/10 is a noticeable and valuable contribution and Whitby can
111 afford to lose.it, and secondly, this income 1s provided more by
some kinds of tripper than by others. It is here held that, generally
speaking, the tripper by train is less likely to bring his food for the
day with him than the car trippers because the former has to carry it
with him until it is disposed of, whilst to the latter it is no trouble.
The coach'tripper lies in between these two.

How many trippers come to Whitby by train ? lThe Normanby Re-
searchers (Bib. 1.) estimated 30,000, I suggest the figure must

exceed this estimate.

(1) Assessed by Proféssor J. House in the Survey of Whithy.
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It is known that in 1963 there were 130,500 tickets collected
at Whitby Town Station during June to September(l).Between February
end May inclusive there were 70,000 collected (a monthly average for
winter usage of 17,500) (1) Thus in summer there are 60,500 additional
passengers to Whitby. I submit the following breakdown of the 130,500
summer travellers:

4 months x winter monthly average
to cover the domestic travellers... 4 x 17500 ... T0, 000

In an average season there are 60,000
Residential visitors: suggestion is
that 20% of these come by train ... 60,000 x % 12,000

This leaves 48,500 passéngprs: most of whom may be called Day
Trippers either from their homes or from other nearby resorts.

It will be fair to use a conservative measure of 40,000 Trippers
arriving in Whitby by train: all of which are potentially more veluable
to the town through its holiday trade than trippers arriving by other
means.

How many of these travellers will be likely to transfer to other
means of transport to Whitby ? It seems likely to be a smaller number
for several reasons, A family travels more cheaply by car than by rail,
and in the case of Whithy, as quickly, so it is likely that the present
trippers coming by train do not have a car of their own. Very few will
have access to one but some may decide to hire one, but overall the
number who can transfer to private cars is a low one. The second
reason why & small number is likely to transfer to altermative means

of transport to Whitby is that it is much more bother to book a seat

on a coach in advance than to step on to a train, and with uncertainty

( f) Sl'o}'v"e\ HO-otﬁ—", L\)LA‘-Ljﬁb]h g}‘ahﬁvx .
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regarding the weather, the step of committiﬁg oneself to the coach
may be felt too presumptious. This will be allied to the fact that
for people living on Tees—side,.Saltburn and Redcar may readily be
reached by train, and for the West Riding populace the coastal
resorts of Scarborough, Filey and Bridlingion are all accessible-
by rail.

Again, problems are involved for coach travellers with young
children; lack of space and toilet facilities are the most salient.
Finally, the intending traveller could go to Wnithy by bus and
United AutoéFave promised extensive duplication, but it seems as if
it will lie idle in part when the demand is slack, and will be in-
adequate for it when it is at its peak.. One Sunday at the end of
July 1964, for example, so many travellers wanted to get to Whitby'
that the trains were filled to capacity, and the issuﬁing of tickets
was suspended(DZIt doeé not seem likely that the buses could cope
with éuch fluctuations in demand for travel, and some intending
Whitby visitors will have to change their plans: this is crucial
to Whitby which needs every visitor and dsy tripper i% can get.

The nearest estimate of the number of travellers who will
coﬁtinue tp come may be between a quarter and one third. At first
sight the first suggestion seems likely, but bus journeys by residential
visitors from nearby places will keep the figure balanced between the
two suggestions., A loss of such proportions as is reckoned here will -
be disastrous to the income of Whithy generated by the trippers. There
may be some offset to these losses by increased numbers of day trippers

in private cars who would not come to Whitby whilst railwsy trippers

could come, but these will be few since the extra coaches and cars

that will be on the already busy roads in to Whithy will sway them
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%o visit the Moors or the Pennines insfead.

An acute fail in the number of trippers as is envisagg@ here,
which could be in the region of 30,000 would have a drastic effect
upen the poncerné which are only open during the summer. With a daily
tumover of 100% amongst rippers, it is on these as much as upon the
resident visitof (who will be more numerous on any one day, but not
per head in a week) that the ice cream vendors, amusement arcades,
gift shops and some cafes depend.

These firms can find no market during the rest of the year and
so have no other means of income if the season does not provide
enough to cover immediate costs and the éosts of existing until the
start of the next season. Other firms in Whitby will suffer by a
fall in the number of day trippers - the cafes which are open all year
round, confectioners, public houses most noticeably, but the hardship
here will not be so great as that experienced by the firms entirely
dependent.upon the holiday season., Most firms will not be hit at all,
or only to a negligible degree by the reduction in day trippers - the
cinemas, the greengrocers, bzkers, butchers who depend so much more on
the resident visitors, for example.

Thus the implications of a fall in number of trippers when con-
sidered in detail are seen to very in shade completely.

The diagram on the next'page shows the overall losses to be
anticipated through the closing of the Railway; into Whitby affecting

the number of trippers.
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AVERAGE SEASCN

40,000 Day Trippers to Whitby by Train: Estimated #otal number of trippers
) , from all sources:

100, 000
Trippers still coming to Whithy:
Certain to come: 60,000 from other sources than rail.
At Best At worst
Rail Trippers: 1/3 still come by other . % still come by
meanss 13,333 - other means: 10,000
Add new type of .
trippers . .
(few) 666  No new trippers -
14,000 10,000
Loss 26,000 30, 000
% loss of rail trippers - 65% 5%

% loss of all trippers 26 304



SUMMARY TABLE TO SHOW

EFFECT OF RATL CLOSURE ON HOLIDAY ECONCMY

Loss Accruing to Whitby as a whole

From Residential visitorss who con-
tribute 9/10 of the estimated
total holiday expenditure

At best: 9/10 x 8.3

At worst: 9/10 x 17.6

From Trippers: who contribute 1/10
of the estimated total holiday
expenditure

At best: 1/10 x 26%

At worst 1/10 x 30%

Best

/O
Loss of

Income

T.47

2.60

10.07

73
TSR,

Worst

Loss of
Inc ome

15.84

3.00

18.84

This shows that the loss is likely to be of a very serious natures

a blow that could be crippling would be administered to the Whitby

Economy, even if itseffects were limited to the Holiday Season.,
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2. IMPLICATIONS FOR THE ROUND-THE-YEAR TRADE OF WHITBY

In the discussion in the first section the extent of the areas
on which Whitby draws, was assessed and the value of the trade provided
was reckoned to be at least equal to that of theiHoliday trades.

It has just been seen that the Holiday season is likely to be hit
hard by the closure of the rallwayss it will now be seen that this blow
to Whitby would be accompanied by a perhaps even more severe blow to
the round-the-year tfade, and four reasons can be advanced for this,

The first reason is that if the proposal to close the lines to
Whitby was upheld, the area from which Whitby draws its trade seems
likely to contract., It does not seem likely that there will be much
contraction on the coast towards Scarborough: if the rail link for
Robin Hoods Bay with Whitby aﬁd Scarborough is lost this will have the
effect of pushing Scarborough further away from Robin Hoods Bay than
Whitby is pushed away; and Whitby might even gain trade here, and'its
present advantage at Robin Hoods Bay become even greater. Nor is
there expected to be any change at all on the coast to the north and
west. Since there is no railway serving these places it will be fair
to assume that these places will remain within the orbit of Whitby.

But the traﬁe of Whitby appears likely to lose an importgnt part
of its market in the Esk Valley. Of the villages out as far as Sleights
little falling off in trade can be envisaged. Beyond Sleights and as
far as Leaholm.it would not be unfair to say that the pull of Whitby
lessens and if transport to Whitby is not readily available the people
may choose to go less to Whitby and buy more at the local village shops.

Certain shops in Whitby will be more hit than others: those selling
necessities will lose more trade than those selling luxuries, because


http://Leaholm.it
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MAP 2 (Page 72)

Showing the distances from Danby end Castleton to the
AlTl and the estimated extent of the orbits of economic
influence of Whithy and Middlesbrough before the proposed
closure of the railways. |

The map also demonstrates that if the railway was removed
the orbit of Whitby would contract to exclude Castleton and Danly

" because the only remaining transport links would be to Middlesbrough.
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the necessities will be availeble in the village shops and the luxuries
wiil be bought on one of the fewer trips to Whitby.

However, it is also pogsible to envisage a growth in the usage
of moﬁile shops into the area on behalf of Whitby tradesmen. But still
further up the valley the situation looks as if Whitby will suffers
family connections in these villages are already quite strong with
Tees-side anyway, and if the railwsy which runs throuéh the villages
is closed the economic connections with Whitby will weaken.

At Commondale and Danby, there is an elaétic demand for the
shopping facilities of Whitby. The demand is elastic because there is
a readily available substitute in the shépping facilities on Tees-gide.
These two areas compete for the trade of the marginal areas of the Esk
Valley which are on the watersheds of both orbits,as Mapzolbmons-hsz:_

However, if for any reason, the decision is made to avail one-
self of the fgcilities in Whitby then an interesfing phenomenon is seen.
Though the demand foxr those-facilities is elastic, the demand for the rail
service to take that person who depends on public transport, to those
facilitigs is virtually perfectly inelastic. This is because thefe is
virtually no alternative means. The nearest bus service to Whitby is
up to 44miles away, and even then it may not prove a feasible means of
transport to some - pensioners or mothers who must take a pram with.them,
. for example.

The ties with Whitby would seem to depend heavily on the continued
existence of the railway link because there is no bus service, either

existing or proposed, between Danby and Castleton, and Whitby. It is
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2kmiles from Danby and wp:lsyllimiles from Castleton to the 4.171

where the nearest bus to Whitby may be boarded. However, on Saturdays
only there is a bus from Westerdale and Castleton to Lingdale which
connects with a bus to Middlesbrough. It seems 1ike1§ that owing to’

- the ease and convenience of travel between these villages and Whitby

and Middlesbrough that Whitby is able to compete on equal terms with
the Tees-side area for the custom of these villagers. If the rail link
is withdrawn, it seems likely that this competitive nature will lose its
strength.

Communication by public transport, and family ties, wili be to-
wards Middlesbrough; and Whithy will experience a falling off in trade

ad HaPZ,J' e Thshows,
" due to a tightening of its orbit of influence, The use of mobile
shops past Leaholm seems less likely: it would require a further round
jourmey of 10,'14 and 20 miles fespectively for the shop to serve
Danby, Castleton and Westerdale - the profit margin will be lessened
by petéol consumption and deterior;tion to the shop. 4&nd in any case,
the mobile shops are not likely to provide goods which cannot be bought
in the shops in the villages. The population of Danby and Castleton
Parish is 117gQ)this alone represents about 1/20 of the population
of the Rural and Urban districts on which Whitby draws. If the population
of Westerdale is added to this it would not seem unreasonable to suggest
a loss of 5% of trade from this area at the top of the Esk Valley.

But this is a very important part of the income of Whitby traders -
if the loss is of this proportion it will be noticeable. And it is now
suggested that the second reason for a severe blow being anticipated
upon the trade of Whitby by an acceptance of the proposal will exceed

the first in its extent. Not only is the area of Whitbty's influence

likely to contract but the number of people in the reduced area is

(9 Fljure PmWJe_d L'J fb (,lu-k o/ll/\l ‘\}L/‘Ly pum( DwLm/’ GUnc‘/.
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Showing the ease of access to Goathland by rail at all
times and the steep gradients which make access by road difficult

in winter conditions.
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likely to be fewer; depopulation is anticipatgd.

Whitby and the surrounding area is a we;l known place fbr.
retirement. It is knownlfthat in the Rural District area 177
persons per 1000 are over 65 years old, and the Clerk éf the
Fylingdales Parish Council estimated that half the population of
that Parish is rg@ired elderly folk.

I have already established that an imﬁlication-of the
proposals to closé the railways to Whitby is that villages will Dbe
isolaéed. Map 3 demonstrates the particular example of Goathland.
The prospects for an elderly person, if the.réilway:§ervice is
withdrawn, are bleek. Some villages, like Goathland, have no
resident doﬁtor, and if the roads were blockéd‘then no doctor or
ambulance cduld get into the village. it:céﬁla be necessary to
face a period of food scarcity. ' .

’ Provided that an elderly person has Ho real risk of illness,
and can cope, by building up fuel and food supplies, in case of
shortage then there is little danger of depopulation. But if any
must be able to receive hespital treatment or medical supplies then
they may either risk staying in their village or find somewhere
less isolated to live - perhaps Whitby itself, but since many of
the retired folk have ties with the West Riding, Scarborough or
Malton (which both have rail links intact) would seem to be more

attractive to them than Whitby.
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This contention :i:s' suppofted-by the evidence. produced. by the

fo llowing surveyé-

'Whitby School Leavers Motor Trangport
Sé‘hooi" Year ending Summer- Term 1967 o .

- R Sl
School Number of Leavers _ Car Motor Cycle &
) - o Owners - ___Owners A

Whitby County - : L
Modern .80 - 2 =

Whitby Grammar 47 | ) T - -
.Eskdale County _ '
Modern - - No reply received

A letter was also s ent to the North R1ding Cou.nty Gounc:Ll

T = ~ “A
mquest of s:.milar informatlon for prev1ous years 'but theLAu—thar
was unable to breskdown elther 'by age groups ’ or by local aree

- their overall figures concerning motor tra.nsnort licences.

V]



1)

% /%

Others will move back to their old home towns perhaps to live with
relatives. One point only mitigates against the older folk moving at
all, and that is that it is possible that their property in the area
will fetch a lower "real'" price than they paid for it and to sell may
incur loss that they are unable to bear financially: but this would not
weigh so heavily in the cases of those whé must be able to get to a
doctor or hospital at any time of yeaf.

I consider that when gll these matters are teken into account,
the degree of depopulation amongst the older people of the area may be
extensive, Whatever its degree, it is certain-to exist and any éxistence
will cause a falling off in the trade of Whitby.

Depopulation amongst people other than elderly folk can also be
envisaged. Parents in the. villages who work on Tees-side, or in
Whithy and have no private means of transport, and whose children use
the train to get to school at Whitby or Egton, ﬁay move away, or into
Whitby itself. Young people on leaving school do not usually have
private transport and are totally reliant upon the train service to
get them to and from work: if their job is in Whitby and they are unable,
because of no railway service being available, to get to work at éll, or
to be sure of getting to work,they could either move away, which is
possible, but if their wages are low they may be insufficient for them
to afford to live away from home and they may become unemployed. Those
who take up positions as labourers at Wilton wili not be likely to be

hit because the special buses are run to take them to work. The railway

- men in the area will be offerred alternative jobs elsewhere: some at

least will take them, and move away.

This much is certain: depopulation will occur and mainly amongst
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older people, though probably not exclusively. The extent of this
depopulation éﬁlst not known can be anticipated és being not iqcon—
siderable and Whitby traders will be serving a reduced market as a
result of which their tumover of stock will be lower and their
profits reduced.

From gll this it seems that it is not a change in the éhape of
the general demand curve showing demand for the goods and services
of Whitby, But that the curve will be a less potent onej its strength
sapped for the two reasons discussed. The weaker curve will be un-
likely to be different in shape: but-its schedule will be applying
to fewer people in a smaller area.

The third reason for anticipating a severe blow to the round—year
trade of Whitby follows from all the above. Whitby and the surrounding
area will become less attractive to the retired person living there,
and also to the retired person who may be considering a move to Whitby.
The extent of this camnot be envisaged but the possibility of a falling
off in the number of persons retiring to the loecglity must be admitted.
If this is true it does seem likely that the effect will be felt in
growing amount in Whitby: as people move away, or die, there will be a
smaller number moving into the area and the discrepancy between the two
will get larger. -

"PROPERTY PRICES.

An attempt was made to assess the extent, if any, to which the Whithby
area had become less attractive after the proposal to close the Whithy
lines had been made.

The attempt assumes that the attractiveness of an area can be shown

graphically by plotting property prices aghinst rateable values and is
found in full in Appendix 5.
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The results showed that in comparison with Scarbc;rough, at least,
Whitby property values had risen less, but whilst this may have been due
to the imminent possibility of railway closure, the speculative nature
of the enquiry is fully recognised and it is admitted that the lagging
position of Vﬁn‘.tby could be entirely due to other factors.

The final reason for expec’;:{r.lé.a severe blow to hit the round-year
trade of Whitby is that there will be reductions in the number of
persons earning incomes in Whitby if the proposal was upheld. The 96
men employed at Whitby Town station will be either redundant,:;ove away,
or find alternative employment in the area. It is certain that there
will be men in all 3 categories and the same argument will apply to the
30-40 railway employees in the area. Even if somé of the maintenance
men were kept on to remove the track, the situation would be as des-
cribed within a year. From this source alone Whithy will lose about
£100,000 of income a yea.r,(‘)and the generated income from the Multiplier.
The other real source of a fall in earnings is amongst the fishermen who,
because of the absence of the paséenger parcels service will have to incur
expense in hiring or buying lorries to get the fish to Séarborough to
engure its arrival at Billingsgate the next day. It seems probable that
it will be an uneconomic means of transport: double handling costs will
be incurred, and the lorry will be making half.of its journey empty.

The profitability of .fishing will decline and the fishermen will be only
asmaller source of income to Whitby. However, there is the possibility
that there would be employment for extra men to drive and maintain the

" lorries and this would have to be offset against the overall loss. Also

this matter can be exa:gerated because the equipping of the lorries and

their servicing will probably be done by Whitby firms, though it must
(l)a_.s shown on page 2;#. .
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also be agreed that since petrol would sometimes be bought out of
Whitby the 'leakage' will offsét this in part.

Tt follows from all of this tiat the round-year trade of Wnitby
wich is vitel to Whitby, will suffer: it will reach a smaller area,
populated more thinly and with a smaller purchasing power per head.
This vezy'éound base of the Whitby economy will have been whittled
away and any reduction in its extent will prove serious. The reduction
could be very considerable: the exﬁ?t drastic,

But thé above case will bé mitigated tecause the proposal to
close the railwgyzlines to Whitby has no positive implications for

the two bodies of people employed at Wilton and Fylingdales, and these
' ecavly (965 .
number) K;nore thaa 600(2).&1: both establishments the workers are trans-
ported to and from the sites by special buses, and the matter of rail
access to Whitby is only of secondary importance to these people. It
would be too much to'argue that any of these groups will experience
hardship: all that can be expected is that the loss of the railwsy will
mean inconvenience to those who have not got private cars and who wish
to leave Whitby for viéits to other places., The value of these sources
of_employment to the Whitby economy can perhaps be QQ§EBd by comparing
the numbers employed there with the estimated number of insufed em-
Ployees in the area of the Whitby Employment Exchange.

The latest figures show 5207[;Qd there is reckoned to be gbout 950
self employed persons in the same area. So, at present the 300 plus
persons who work outside the area pf the Whitby Exchange at Fylingdales
+ and Wilton make up about 1/11 of the Whitby labour force that is

available for work, and over 1/10 of the total working population.

If this assessment is right, then here is a sector of the Whithy area -
(1)) see page 6. (2) As showm on pages 8 to 10.




Neg 32

which is going to be unshaken by the implied railway closure: ité
purchasing power will be filly maintained and in no way will the
trade of Whitby suffer through ény effect upon these two very useful

groups of'Whitby employees.

IMPLICATIONS ON ADVANCE IN THE ECONOMY

The North Eastern Development Council has assessed the regional
impact of the closure p:;‘oposa.i and a statement made by the Council says
'the proposel would help spell the economic and social death of the
Whitby and Cleveland area.'(!)_lt seems in view of the above discussions
that this is an exg?gerated view. It must be agreed that Whithy could
suffer comsiderably from the closure and that at the worst this could
be to an acute degree, with many concerns going out of business. But
to say that it spells the death of the local economy is too much,

Andyet there are significant implications for the advance of the
local economy which are unsettling.

With the new approach of the Hailsham plan for the North East,(BiLc')
where ergployment and growth are consi}dered bést concentrated in the
points where conditions are most fgvourable, Whithly, rightly, expected
that the increasing level of prosperity in the North East would be to
Whitby's benefit. Thermost obvious way that this would be likely was
through Whitby becoming more of a lung fof the industrial development
projected on Tees-side. By providing a source of r‘elaxa’c:";on, recreation
and amsement for the people of Tees-side the resort would benefit from
the growing affluence of the area. Another way would be for Whithy,
along w_ith places in the Esk Valley, to become small dormitories for

some of the people working on Tees-side. A small migration, particularly

but not exclusively, of executives was to be foreseen, and again, in this

(l) Chabirment made s 2‘,:\’0\’3 1763
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way Whitby would share in the proposed developmént. But if the rai}
link with Tees-side is cut then Whithy is less likely to benefit to
the full extent that it would if the line was maintained. It would be
to cut off a channel down which it seems prosperity would flow readily,
and a channel upon which Whitby's future at least partly depends.
Without the railway, it is certain that fewer trippers and holiday
mekers from the Tees-side area will come to Whitby: this has been
discussed earlier, It is also sure that the town and the district will
become less attractive as areas to live in whilst working on Tees-side;
the effect here may not be extensive because if moét of the énticipated
migration consisted of executives they would be expected tc omm cars;
but again they might choose not to use them to go to work and they would
to the Whithy area
know of the winter conditions which preévail and decide that their move,
was Jjustified because even if the roads were blocked they could rely
on the rail service. So the implication for Whitby of the proposed
closure in this respect is that some of the expected growth in pros-
perity which would have flowed to Whetby from Tees-side will be either
diverted to other pléces - Saltbum, Redcar, Seaton Carew, for example,
or else plugged at its source.

In this respect the position of Whitby with regard to Tees-side is
similar to the position of Hastings to Ashford in Kent: in that case the
railway line was retained in order that Hastings might benefit to the
full from the proposed industrial development at Ashford.

However, Whitby's future prosperity does not only depend upon its
being able to feed off the developments 6n Tees-side though it does
appear that that part of it which does depeﬁd on it will be partly

thwarted if the proposals to close the Esk Valley line was upheld.
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There is potential for development in Whitby itself. IFor many years now
it has been mooted_that the potash deposits to the south west of the
town would be mined. The position at present is fﬁirly hopeful for an
American firm have subk bore holes and seem likely to go ahead. Though
it should be pointed out that optimism has reached similar points.
before and been disappointed. It seems that, if the project is to be
undertaken, private sidings will be built from the railway. The output
is expected to be about 3000 tons a day fo begin with, It is difficult
to envisage any major effect upon the decision to develop these deposits
by the railway closures proﬁosed{ It would be unfair to claim that
there is any cqncrete evidence that the Railway Board has intended to
withdraw 2ll services and remove the track once the proposal to withdraw
the passenger service has been accepted. Such a position would be a
point against the development of the potash. But it is held that this
development will depend upon the method of extraction being a viable
method in this instance: the transport of the potash does not seem likely
to be hampered by the withdrawal of passenger services nor can one
fairly imply that the rail facility seems likely to be withdrawn.

The development of the Holiday Tradeé has already been partly
spoken of earlier when considering the likelihood of prosperity on
Tees-side being transmitted to Whithy. But tourism as a whole is a
bigger issue. This much is certain: the increase in the value of
tourism to Whitﬁy and the area does not seem likely to be so great
if the railway service is withdrawn. It seems ex%?erated to hold that
withdrawal will prevent any further development of the tourist potenéial,

but it must be agreed that it will not help such development and is

likely to hinder it.




83 95

A further smeller matter. Paragraph 55 of the Hailsham Repoxrt
(Bib. 9) refers to Whithty as being one of the towns well placed for
offices moving out of Londons Scarborough and Berwick are also men-
tioned. It is obvious that if all rail passenger services are with-
drawn from Whitby the town will be less favourably considered than
the other two mentioned which both have main line facilities. The
travel of persomnel and reliability of msail services are crucial
issues to firms, and if both are going to depend upen notoriousl&
bad conditions on the roads in winter, Whitby will be unlikely to
benefit from any firms moving away from the South Eaét or setting
up branches in the North.

From all this it is clear that the development of the Whitby
economy will be hindered by the upholding of the proposal to close
these lines: and this can be put in perspective when it is ssen that
development in Wkﬁtby is expected to be modest anyway.

These sections have shown that the bal.a.nce of the Whithy
econory is already rather a fine one. The implications of the ‘
proposal to close the ré,ilways to Whitby smount to this, that t'he
balance will be more unstable, particularly as a sevére blow to the
most stable support of the economy is expected - namely the support
of the trade provided by the local area all the year round. If the
economy wilts as empected then clearly a min of podr holidey seasons,
for whatever reason, or if Fylingdales became obsolete, would cause

the Whitby economy to deteriorate even further.



CHAPTER 6.

The Social Implications of the Proposals.
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In dealing with the Social implications of the Proposals I

have made every attempt to be detached and objective in my analyses,

but it would be quite wrong for no warm-blooded feeling to seep

into the discussion, for no less an authority than Marshall himself

says "The main concern of Economics is with human beings, who are
impelled, for good and evil, to change and to progress", (Preface
to 8th Edition of Principles of Economics 1920 ).

The school children of Whitby and the surrounding area form a
specific group for whom the social implications of the proposals
may be considered. Secondary education in this area centres on
Whitby where thére is a Grammar School and two Secondary Modern |

Schoolse.

2 points of evidence are important here. First when the North

Riding County Council had to use contract buses to get the children

to and from school in Whitby, it was their experience that the

children lost on average 8 weeks of schooling in a bad winter (1)

Secondly Appendix 2 shows that 15 out of 22 winters since 1942 have

been almost as bad as, or worse than, the winter of 1962-63.

(1) Given as evidence by the North Riding County Council to the
Public Enqguiry.
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The implication to be drawn from this is that in 2 years out

of 3 those pupils vwho use the railway to get to school in Whitby

will lose up to 8 weeks of school time.

This may be construed as

hardship, and it will extend to 255 secondary school scholars.

The number is made up as follows-

BOARDING AT

Commondale
Castleton
Danby
Lealholm
Glaisdale
Egton Bridge
Goathland
Grosmont

Slaashbs
g
sTeights

NUMBER

255

BROUGHT BY FEEDER
BUS OR_CAR

(o)}
|

Westerdale

W
!

Danby Dale

16 - Fryup Dale

6 - Glaisdale Head
1l - Thackside

32

DISTANCE FROM
WHITBY

Miles
18%

163
15

'—I
I
U (TN

0~
L

"rug;

b

It is oonce¢ded that contract buses might be more convenient

for children living on outlying farms, but there are only 32

children out of 255 who are not within walking distance of the

railway stations.
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Two points need now to be made. Somé scholars will suffer
more hardship than others; those from Westerdale, Commondale,
Castleton and Danby (52 in all) will experience greater hardship
than the 88 who must, if the railway be closed, travel by bus from
Sleights. Secondly because of late and irregular arrivals of buses
at school, and their early afternoon departures, when the weather is
bad, there will be a measure of disorganisation at the schools and
all the children will suffer to some extent. Thus hardship will
not be confined to the scholars travelling by contract bus.

The children travelling by contract bus will be deprived of
virtually all opportunities for taking part in school social
activities because they will be forced to leave school by school
transport each day; at present they are able to catch a later train.
The Newsom Report (1) drew attention to social matters, in
paragraphs 135 and 210 particularly.

e.g. from Paragreph 135 Mextra-curricular activities ought to

be recognised as an integral part of the total educational

programme"

e.g from Paragraph 210.“the school programme... nay require

more time than is normally available in the conventional

school day". | .

(1) "Half Our Future" is a Report of the Central Advisory Council
for Education (England) and was produced under the Chairmanship
of John Newsoms It was presented to the Minister of Education on

August 7th 1963.
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In addition to the Secondary Schoolchildren there are 2 ,
further groups of schoolchildren; 6 Romen Catholic children attend
the R.C. Primary School of St. Hilda's in Whitby, 5 coming from
Grosmont and 1 from Sleights and 31 chiliren attend the R.C. Primary |
School at Egton from the following villages®—~ Castleton 2, Danby u; j
Lealholm 19, Glaisdale 6. All the children travelling to Egton |

would have to journey over most difficult roads to reach school,

and these will include very young children of only 5 years (eeg»

Limber Hill - gradient of 1 in 3 and only avoidable by making a A
lengthy detour involving further steep banks and negotiation of o
roads prone to snow drifting).

Taken over all the Jjourney times of the contract buses in
summer months would not greatly exceed the present journey times
by rail, but extreme'difficulties are likely to arise in bad
weather conditions because the roads which link the villages to
each other, and to the Al7l1l are all susceptible to blocking by snow
and ice, and some to flooding or other hazards. Many parents,
objecting individually, stated that they would not allow their
children to tfavel on the contract buses to school if the rail
service was withdfawn. '

Lastly, the cost of proyiding the buses would be thrown on to

the ratepayers of the North Riding.
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It was shown earlier that en implication of the proposals to
close the railways is that the roads will be more heavily used.
Two matters arise, and the first concerns the greater risk of |
accidents which comes when a road is carrying more traffic. At
present the accident rate is not considered by the Whitby Police
to be excessive either in the Whitby Police District (which extends
beyond Whitby itself) or within the Urban area.

I have persued the issue more closely in the Whitby Urban

District Area itself:-




Table 1.

NUMBER AND EXTENT OF ACCIDENTS REPORTED TO THE PCLICE IN THE

URBAN DISTRICT AREA OF THE WHITBY POLICE DIVISION, 1963-1964

By Months
Month Fatal Injury  Fatal & No injury Total
. Injury

January - 3 3 10 13
February - 3 3 13 16
March - 7 7 14 21
April - 6 6 12 18
May - 9 9 12 21
June - 10 10 22 32
July 2 14 16 20 36
August - 14 - 14 31 45
Sept. - 8 8 15 23
Oct, - 9 ‘9 13 ; 2;2
Nov. - 4 4 12 16
Dec. 1 8 9 19 28
Total: 3 % . 98 193 291
Percentages: .

October-March 35.8 35.7 41,9 39.9

April-Sept. 64.2 64.3 58.1 60.1

100% 100% 100% 100%




1. No accompanying proposed improvement in the road facilities was
made with the proposal to close the railways. Indeed it .is difficult
to see what improvements could be made in Whitby itself, short of
drastic demolition and reconstruction as already demonstrated on

page &' Thus it is legitimate to argue that road accidents would
probably increase following rai lway closure at Whitby.
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Table 1 and the graph which represent it (as shown in Diagram 3)
show fhe seasonal varia'tion_s in the accident rate. ZFrom it the summer ‘
maximum can be seen and also that this is more pronounced in the non-
injury than in the injury category. It may be suggested this is be-_
cause the condgegtion of the summer months is partially balanced by a
reduction in speedé. If the congestion is added_ to by an influx of
extra vehicles owned or driven by people who would formerly have come
b;;‘r rail, or by new visitorg then this accident rate maximum can be

expected to become even more pronounced. It seems likely too, that

this expected increase will be mainly though not exclusively made up
of certain sectionsof the population who are more accident prone than
others: old people especially ;and children. To these people, hardship
will accrue in the form of a raising in the risk of injury or death by
accident on the roads, because the roads are busier as a result of
the i‘ail closure. (1 opp.)

However, the matter can be persued further tecause mf the in-
cidence of accidents has an enormous inequality: almost half of the
accidents in the area of Whitby Urban District occur on the main road
through Whitby (A.171 and A.169) between Guisborough Road and Stainesacre
Lane., Table 2 show.s' their distribution and the accident rate per hunired
yards shows the worst spots.

This situation in Whitby will probably deteriorate: with more
vehicles coming into Whitby it will be along these very roads that are
already dangerous that they will come. THE visk of secidmris UES reashed
& podirt WiEDR if-fow igereases 4n geemetric -Eather than aridhmeties]
rao ko the apemmt of traffic-on theos -weeds, And the table shows

the blackest spots to be those which are the main shopping centres too -

) - .



a3

DEC

pér 100 yards than New Quay Road and Station Squafe, and yet the
former takes all west-bound traffic and the latter is the easi-bound
counterpart.

égl;;>is no doubt due in part to the much narrower road widths in
Baxtergate but also in part to the fact that it is an important
shopping street. It must also be pointed out that in the shopping
areas 'in the town the tulk of accidents are non-injury accidents: in
Baxtergate less than 1 in 3 is an injurytaccident, and in Flowergate
and Skinnergate it is 2 in 15. This isprobably because of the low
speeds which become inevitable under the prevalent conditions of con-
gestion of vehicles and milling shoppers. Thus any increase in accidents
that is to be expected may be also expected to be largely amongst non-
injury accidents in the shopping streets, but on Church Street, where
the traffic moves faster, and the ratio of non-injury accidents be-
comes only just over one in two, the increase may be expected to be

more of both categories, and in about the same proportioms.

Table 2 (over



1. This notion was introduced by J. 'ﬁAppleton in his section of the -
Normanby Report and has been adopted here as a helpful means of
ana-]-y gis. o . ) B
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Table 2
NUMBER AND LOCATION OF ACCIDENTS REPORTED TO THE
POLICE IN WHITBY URBAN DISTRICT ARFA 1963 & 1964
' Accidents
Location ' Fatal Injury No Total % Approx. Accidents
) Injury. - length of per
] street in 100 yards
1. Yyards
Guisborough Road (1 orp.)
to Stainsacre Lane '
AJ1T1l & A.169
(a) Guisborough R4. - 5 7 12 4.1
(b) Mayfield Road
including 4 Lane
Ends Roundabout - -2 5 T 2,4 880 0.80
(¢) Prospect Hill
& Downdinner Hill - 1 3 4 1.4 440 0.91
(d) Bagdale - 1 4 5 1.7 340 1.47
(e) i. Victoria Sq. - - 2 2 .7
ii, New Quay Ed.
& Station Sq, - = 9 9 3.1 400 2.25
iii.Baxtengate - T 18 25 8.6 330 7.58
€£) Whitby Bridge
& Approaches - 17 7 14 4.8 150 9.33
(g) Church St. up
to Boully Bank - 10 12 22 7.6 360 6.11
(h) Church St. be-
yond Boulby Bank £ 15 1E 16 5.5 360 4.44
(i) Spital Bridge
Bridge Bank & Hel-
vedale Road - 7 10 17 5.8
(3) stainsacre Lane 1 - 5 5 2.1.

Total: 1 45 93 139 47.8 - -
2. Skinner St. Flowergate- 2 13 1 5.1 - -
3. Other Aecidentgs in 2 48 87 137 47.1 - -
Whitby - :

Total Accidents in 3 95 193 291 100.0 - -
‘Whitby:
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The second matter that arises from the implication of the
Proposals to close the railways that the roads will be more
heavily used, concerns the loss of part of the means of livelihood
as a result of the increased traffic on the roade.

I made enquiries into the losses incurred by a Goathland
sheep~farmer. He experiences considerable loss each year through
sheep killed on the Whitby-Pickering Road. The following table

analyses his losses for 1962%-

Total loss of Ewes : 12%
from natural causes 5%
Killed on Whitby~Pickering

Road 7%
Total loss of Lambs 28%
from natural causes 8%

Killed on Whitby-Pickering
Road 20%

The flock is made up of about 1100 breeding ewes, so over 70
sheep were killed in 1962 on the A 169. The farmer reckons on an
average annual yield of lambs of between 800 and 850, so about 170
lambs were also killed on the A 169. A breeding ewe is worth about
£15, with her lambing potential, so clearly the farmers losses gre
already, considerable. The implication of the Proposal is that they

will become more serious.
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A final Social implication of the Proposal concerns the three
hospitals in Whitby. It was stated in written evidence submitted
to the Public Enquiry by them, that they depended upon the central
hospital in Scarborough for Consultant and Surgical staff, and
supplies of blood and drugs, and that, in the winter months, they
were very dependent upon the railwaey service to maintain the steady
flow of personnel and suppliese.

It would appear then that, if that service wefe withdrawn
Whitby could not rely on Consultant and Surgical staff being
available during the winter months, but it seems fair to expect
that an alternative means of supplying blood and drugs could be
found. However, this does seem to indicate that the chances of
recovery from illness would be, albeit perhaps slightly, reduced in
Whitby during the winter months.
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During the early part of the summer of 1965, whilst in
Whithy, it was brought to my notice that two firms were having
new factories tuilt at Whitby. The firms are hoping to begin
production at these fa.c_:torie.s by October 1965.

One factory is a branch of a Bradford firm of woodworkers
and will produce non stendard fittings for windows, -doors,. stairs
and other house fixtures. The second factory is owned by a firm
at Ilkeston, Derbyshire and will produce ﬁlastic ca.ble.-coverings.
This production is known to require shift work, and thus the firm
énticipates employment of up to 200 local men.

The Urban District Council is a.lsol.,. at present, negotiating
with an engineering firm at Leeds, whicﬁ may set up & branch at
Whitby.

All these applications have been received since the decision
was made to close the lines to Scarborough and Malton. It can
only be said that it seems probg.ble that they would still have
been‘ received and teken up even if the line to Middlesbrough had
been closed too.

The question mgy then be posed "Is the timing of these app-
lications significant in any way ?" The answer must be that their
timing is significant. The fact that, at last, some industrial

development is being brought to Whitby, and that this development
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follows closely on the controversy over the Rail Closure proposals
at Whithy, is thought Yy the writer not to be a co-incidence. The
controversy certainly gave Whithy considerable unprecedented
publicity, and -tile view that indﬁsil:rial development was potentially
possible there (namely tw "l;he exploitation of the potash
reserves) may have not been recognised by firms in other areas.
until it was declared in the controversy.

This is not to suggest that the closure controversy was the
only cause of these fimms actually setting up a branch in Whithy.
No doubt the availability of concessions to firms setting up, or
establishing branches in the North Es,st Region aiso played a role
in causing these developments: it must be admitted that this could
have been the major inflﬁence.

There is one further factor wqrth noticing. It is of
interest that none of the 3 cases a'ge from Tees~-side firms.

Thus Whitlty is to share in the growth of other industrial areas
besides Tees-side, which was expected by the Hailsham (Bib. 9)

Plan for the North East to be the cause of any development in

Vhithy. Some at least, of the future gn;w_rth of Whithy will be
generated from an unexpected source.

NOTE 1In order to ascertain the reason for the fimm's! decisions %o
establish themselves at Whithy, I scught their names from the Secretary
of the Urban District Council, But since negotiations with the firms

were still opén over certain igsues he preferred not to disclose their

identities,




PART 2.

THE SCOTTISH HIGHLANDS

"NORTH OF INVERNESS



CHAPTER 7.

Introduction.
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From the historical evidence shown in Appendix 6 three matters
are made clear concerning the availability of.a trensport service
in this area and the usage made of that service by the public.

It can first be seen that the provision of the new form of trans-
port, 'cansed)not a channelling of traffic to the railway from the roads,
but a new sector of traffic to come about. It was no longer necessary
to omn a vehicle to be able to travel, thus z;. whole new sector of the
public was drawn upon by the railway. The demand for a form of trans-
pc;rt now had to be represented by a completely new demand schedule: it
was not a case of a new substitute competing with an existing service,

| It must be admitted that there were cases where the Railway Company
over-estimated the extent to which their services would be required. An
example of this o'ccu:r.féd with reference to the steamship services which
originally plied daily to Portree in Skye and weekly to Stomowsy from
Strome Ferry and the former were reduced to 3 a week and the latter
suspended in the winter of 1870 because the traffic dic;({:ot_ warrant the
service (1). Also a case can be shown where the railway was built to
compete with an existing method of transport: this was the Wick-Iybster
branch where a need existed for a means of disposing of the fish éaught
in the locality. The new line competed favourably with the road in the
early days in spite of the circuitous route that it took.

After the first world war it was possible to see the changing
elasticity of demand for the rail service, caused by growing com-
petition in the form of a more efficient petrol engine, which led to
a growth in the number of road hauliers and e.nablil-ag buses to compete
over short di tances instead of acting as feeders only. -

I.ISL’MJ \‘ o }’ p~/22 1§60
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Thus it is to be expected that the availability of an altermative
means of travel or transit would cause the curve of the demand for
rail usage to become more elastic. The sewicé provided by the b",‘s
had previously been in complementa.ry-'demand with rail, now it was a
competitor. The symptoms were seen in the closing of the branch
lines, and the strength of the competition is seen in these two
fa.c.:.torss The very low receipts at the local passengers stations,
and the fact that there was no outcry at the closures of the lines.
However, it was not until more recent times that the demand curve
for longer distance travel was to be seen to become more elastic -
the competition from the buses ér the: private vehicle was not real
enough to be a proper substitute. |
Even to-day it seems unlikely that there is a proper sub-
stitute for the demand for rail travel over a long distance to
tum to: bus sexrvices are so slow and offer a far reduced level
of comfort that over the distances involved in this area, they do
not really act as a substitute, though it would be a.dmi‘i:ted that
they do have some of this effect. The air service from Inverness
to Wick also has some effect in this respect but since it can only
appeal to intending travellers between the two points it again can
only have a limited effect as a substitute upon the demand curve for
rail travel over a long distance. Over long distances the strongest
competitor is in fact likely to be the private car, but here again
because of the poor roads in many cases, and their suséeptibility to
snow, and their dangerous nature, especially to Kyle - the position

mst be partly mitigated. All these factors have made the demand
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for rail travel more elastic because of their influence as sub-
stitutes, but over long distances in this area it would be fair to
say that-the demand curve for rail travel still retains traces of

inelasticity.
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NOTE

The proposals made by Dr Beeching only refer to the withdrawal
of PASSENGER Services. However, it isf%act that the Railway Board
can withdraw a FREIGHT Service without going to a Transport Users
Consultative Committee or a Public Enquiry. A freight service-'n.a.ay
be ﬁtMmm before or after the passenger sexvice is withdrawﬁ.

It seems very likely that if the passenger services had been
withdrawn, as proposed, the freight service wou}d also have been cut
off at Inverness in .the near future: that service is unremnerative
too, and it is at present "being considered® by the RailwayJl)The
foundation for the belief is seen at several northern stations where
tllle removal or demolition of Eoods sidings and sheds has slready
been begun.

I have therefore, partly for the sake of simplicity, partly for
thoroughness, teken this implication for granted: if the proposal
had been upheld then the freight service would also have been with-

drawn, and all this section should be considered in this light.

(1) Given in evidence by the main speaker for British Railways at
the Public Enquiry at Inverness and reported in !'Invemess Courier'
of 10.3.64. | .




CHAPTER 8.
The Transport Network in the Area North of Inverness and

the Role of the Railways in that Netwozk.
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MAP 4 (Page 167)

Showing the transport web of the Northem Highlands and
locating the Atomic Energy Esta.bli_shment at Doﬁnreay and the

schools at Duncraig and Balmacara.
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EXISTING TRANSPORT FACILITIES IN THE REGION (9

‘3

Rail S

From the historical appendix some impression may be gained of
. the railway facilities in thé afea. The line from Inverness to
Wick and Thurso is 161 miles long and is single track, except for
about 8 miles between Clachnaharry and Kirkhill., Through railheads
at Fearn, Bonarbridge, Lairg, Kinbrace, Wick and Thurso, the 1ipe
serves Caithness, Sutherland and the eastem seaboard of Ross and
Cromarty - there are railwsy lorries at these railheads.

The service to Thurso connects with the daily sailing of the mail-

ship from Scrabster to Stromess in Orkney
are 3iscussed on page 1lf.

The freight carryings haove-alroady—boon—diecussed, Passenger

usage more than doubles in the summer months with sharp peaks too, ‘
where all the 926 seats per day provided are fully taken up. Res-
tauranf buffet cars are provided on through services.

In gpite of the severe weather - even blizzards - that may be
encountered on this line the rail service is never interrupted for
more than half a day. |

The Kyle line is 63 miles of single track. Garve, Achnasheen and
Strathcarrpn are the railheads for the communities on the west coast at
Ullapool and Gairloch and the shores of Loch Torridon. In addition to
serving the greater part of mainland Ross-shire this railway connects
Aberdeen and the Moray Firth with the west coast and thé Hebrides, and
in particular it links the county town of Dingwell with Lewis.

The railway services link up with ferries to Skye and there are

! LL-ALUS “\L-N—JISQ thL Fa.c/bo., cb,"m Hue ceebiom i Yo ken
>PL3CL»n:;1- Kilb romden Report. BiblL, . ‘qu“




B : T8 10y |
daily steamer services by MacBraynes to Stornawsy in lewis, Portree in
Skye, Raasay, Applecross and Mallaigs three' times a week a steamer goes
to Harris and the Uists. .
are

The freight carryings which are small hewe—beem discussed,on page 1Mf.
Passenger services are mors than doubled in summer - again sharp
peaks are to be found when all 770 seats are fully taken up., In
winter central Ross~shire is liable to heavy falls of snow, though
conditions are not so bad here as on the far north line, but the rail
service is not interrupted.
Roads

The road to Wick-Thurso is shortet than the rail route by 36 miles.
Tts condition varies - in width from 20 feet to 16 feet, :fts alignment
is only 'fair' according to the Camercon Kilbrandon Report (Bik. 4)
but.the worst feature at Berriedale Hill has been improved. It is
overloaded by 10%-20% in the first 30 miles but north of +this
loading is up to 70%.under capacity. The coastal sections of the
road are very exposed and the Struie Hiil short cut in Rogs-shire is
sometimes blocked by snow. |

The roads across to Kyle are very poor: considerable parts are
only single carriageway and these are 50% overloaded (1). The road
via Strome Ferry necessitates traffic CI'C—)SSing Loch Carron by the
toll ferry which does not operate in darkmess or in high wind. The
Invergarry-Kyle road is very inadequate in width, alignment, and is
overloaded by 100% on the single width sectioms.

NOTE: '"Qverloading" is calculated with reference to the point beyond

which the density of traffic is greater than is desirable for free

. flow and general convenience. But serious congestio®, and the resulting

| onAH.ond 108 lancl 1964 5 T Avermass
' (1) Civen in evidence at Public knquiry 7 by the County Road Burveyor.




dangers may not begin until overloading approaches 100%. Cameron Kil-
Bib, ' .
brandon Report (4).

Road Haulage

Even on the inadequate roads of the Highlands road haulage finds
it worth while to compete with rail for all traffic except heavy fuels.
But it does not seem able to take over (a) all the seasonal traffics
(b) heavy traffic, (c¢) long distance traffic, or (d) small consignments.
Nor ig it known whether)if left to itself, it would expand these ser-
vices, but it must be pointed out that it is an important factor in
Highland transport and offers_direct economies in its facility of speedy
through transit from consignor to consignee, and elimination of handling
difficulties and costs.

Road Passenger Services

The relevant services are outlined in the section dealing with the
Beeching proposals, as alternatives to the railway serﬁice. But it should
be noted here that the Kyle-Inverness bus service at present runs on the
Invermoriston route and so serves a different part from the railwsys,
and the buses to the north also serve different parts where the railway
sweeps inland at Bonar Bridge and Helmsdale.

Sea

It has been indicated how the trains connect with steamers at the
extremities of the two lines.

Heavy cargo for the Hebrides from Glasgow is more cheaply transported
by sea than by rail to west coast ports and then by sea, but.perishable

products could not take the sea route because of the time factor.
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Highland air services have developed into a comprehensive gystem
since the war., The services are primarily passenger ones, and it
seems that a sigﬁificant sector of the Highland population regards
air services as the normal means of trawel to central Scotland and Eng-
land.

But the fact remains that in the area under discussion the
available airports, located as they are at: Invemess (Dalcross)
and Wick, on the mainland, and Stomowsy on Lewis, Kirkwall in Orkney
and Benbecula in North Uist, that is at the extreme points of the
area, will only be able to serve passengers to or from these extremes,
eand not at any intermediate points, However, to the inhabitants of the
outer isles and Orkney and Caithness there-can be no doubt that the
air services represent a vexry veluable transport servicé.

The Role of the Railways in this Framework

The role of the railways in the ares in question can, firstly, be
called unique. The railway, it has been seen is the only means of public
transport or any fransport for some settlements: in placesthere is a rail-
way line and a station, tut no trunk road. This argument applies to the
sixty miles of track north of Helmsdale, and to the ten miles between
Strome Ferry and Kyle. So for these places the railway has a unique
role in that it provides a service which carmot be provided in any other
way .

Then again, the railway.service is a unique service because it
provides (referring specially to places on the line to Kyle) a daily

service of transport: the buses at present run once a week in winter and
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twice weekly in summer. The railway provides a service twice
a day.

The role of the railway is unique too, in this sense - it is
faster, mofe comfortable and offers more amenities (toilet accom-
modation, meals on the journey and terminal and interim stations
have waiting rooms) than either a bus or a car.

Secondly, the role of the railways may be called .V_;aj._gz_a,_pli.
Part of the value of the service has been shownabove -~ linking
otherwise cut-off settlements and provision of a faster, more
attractive service than can be offered on the road, issocially
valuable.

But there is more to the value of the railway than this.

It is particularly valuable in that the servibe is reliable.

I showed that even on the Far North line in severest weather,
delays are at most for half a day. This is_ an excellent record
by any standard: roads are blocked for days at a time by snow,
e.g. A8} Kyle-Inverness via Invermoriston:

Winter 1961-62 ... Blocked 2 days
Gritting carried on for 29 days

M 1962-63 ... Drifts cleared -~ 1 time
Clearance and gritting 69 times. (1)

and for hours by even a relatively minor asccident on a single
carriageway road. The value of the railway is added to in that
it carries on its passenger services, the mail for the area.
Without a railway service this would have to be distributed by
road to all places north and west of Inverness and the delay would

be, according to location, up to 24 hours. Again the railway

service is particularly valuable to the small industries which

m‘olll‘ancl. 196y = Invmsl, HJ ?aff‘flml C C,
(l) Given in evidence at Public Enquiry |
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produce perishable goods and reL& on quiék transit to the market:
shellfish, salmon, milk for example. These are carried on the |
passenger services and if this form of transport were not
available it is fair to say thalt such concems would be severely
hit, and in some cases would die out. A full discussion on salmon
?ﬁé;ing follows later.

This unique and valuagble role of the railways should also be
seen with.regard to sea and air transport. The railway and the
steamer services arecomplementary in the area. The competitive
element does not enter in - in this area. Indeed the systems
~are integrated, as has been shown, at Kyle andThurso. Andon a
wider orbit it seems that, for heavy traffic to the westem
islands the Kylelline (nor the other two lines to the west coast)
cannot compete favourably.

The role of the railways in relation to air travel is most
interesting for it can be seen to be both competitive and com-
Plementary. ©%he two means of transport do compete over the whole
journey from Wick to Invemess, but the railway is complementary
to air travel, in that it acts as a feeder by getting intending
air passengers to either Wick or Invemess. 4nd there can be
no competition at all at intermediate points where the aeroplanes
do.not touch down. With reépect to air~rail competition, it is

Bib 4.
interesting to note the finding of the Cameron Kilbrandon Repogt. )

'"Increasing use is being made of the Highland air services, this
is to some extent at the expemse of rail..... but not entirely so

for a good part of the air traffic is recognisably new'.




l. No exact date of this Survey can be given, It is the result of
interviews of Council representatives made on certain days in
January 1964. However, it is known that interviews were ¢on-
ducted on Thursday 16th and 23rd and on Saturday 18th Jan.
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The railway, it must be recognised, in spite of its unique
and valuabie role, does face competition from the roads. I dis-
cussed this in relation to the road hauliers earlier, but with
regard to passenger traffic versus the private car, a Ross and
Cromarty County Council Survey is interesting:

Sample Survey of Rail Passenger Journeys (1 oDp.)

Ownership of Motor Vehicles

% of passengers % not having
Train owning own motor vehicles private transport
6.00 a.m. Kyle-Dingwall (ion-Fri.) 61% 39%
6.00 a.m. Kyle-Dingwall (Saturday) 32% 68%
11.19 a.m. Lingwall-Kyle 605 4%
Average: 41% 59%%

The figures show that approaching haif of the passehgers omned
motor vehicles, but found the train either more convenient, léss ex-
pensive, or safer. (Some replies stated e.g. I do not use my car
on bad roads, ice or sunow).

Thus whilst it must obviously be admitted that the rallway is
in compntltlon with the private car, it is fair to submit that the
Tailway competition itself is keen - because of the factors which
combine to make the railways' role in the transport framework, a
unique role and a valuable one.

The Cameron Kilbrandon Report (Bib 4) expresses the view that
the trend of freight traffic from the railways to the road haulier
in the Highlands 'may now have gone as far as it is likely to go'.
But two qualifications are needed to this statement. If the roads
are improved in the area, then tighter competition would be faced,

as it also would be if the projected vehicle ferry to the Hebrides

comes about., And, if the railways become more selective in their

1
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freight carrying policy and discriminate against small seasonal

loads, which in the Highlands pekes up a substantial part of the

traffic, then it is fair to assume that the consignee would benefit

by lower transport costs if he used road haulage, rather than railway:

the trend MAY have reached its limit but it is not certain. So the

role of the railways in freight carriage in the future is uncertsin.
Future trends in passenger traffic are likely to continue to

be similar to the present traffic - reviewed earlier - with the

steep seasonal peaks and long periods of small use.

Implications of Proposed Closure upon this Role

The obvious implication from the above discussion is that
closure of the railway lines would bring a cessation to a service
which is unique and valuable. This section has shown that a
'prima facie' case can be established to show that the welfare
of the area depends to a considerable extent upon the railways of

the area.




CHAPTER 9.
The Beeching Proposals and the Validity of the Arguments

upon which they are based.




THE BEECHING PRCPOSALS

The proposed closure of all passenger services north of Inverness
was first officially intimated in the Beeching Report, (Appendix 2,
section 1) (Bib. 3). On 26th November 1963 a letter to this effect was
circulated from British Reilways Scottish Headquarters in Glasgow to all
aunthorities, informing them of the intention to close the lines as from
2nd March 1964. |

The proposals made by British Rai lways to withdraw all passenger

wene then made ot Ho Mulh‘,,\s Pohlie Enqu. leld cn L nvernegs
services north of Inverness,gn Monday and Tuesday, March 9th and 19th 1964.
Mr Marples refusal of the proposal was made on 15th April 1964 and in a
written Commons reply of the next day.

The proposals, when baldly stated, occupy very little space. The
proposal meant the withdrawal of two passenger services each way between
Invermess and Kyle of Lochalsh in winter with an sdditional service each
way in the summer, and the substitution Yy three bus journeys each way
between Invermess and Kyle of Lochalsh vig Dingwall and 3 tuses sach way
dai 1y between Invermness and Kyle of Lochalsh via Invermoristoﬁ. With
regaré?o fhe Far North Line the proposal was to withdraw the passenger
service which consisted of two daily trains in each direction between
Inverness and Wick, one train in each direction between Inverness and
Helmsdale, and an additional fast train in each direction in summer
between Invemess and Wick. Alternative bus sérvices then available
were two daily journeys from Inverness to Wick, one of which contimued
to Thurso, and three from Wick to Inverness, two of which gave con-
nections from Thurso. Also Highland Omibuses proposed to

operate more services between the extremities of the route: three
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daily )
additiona%njournays each way and an extra one in'summer. In each case,

the British Railways claimed, adequate altematlive facilities would be
available if the proposal was upheld.

Thﬁ%roposals to withdraw these passenger services had been made
because of the losses British Railways were incurring by running the
services: the losses came about becanse insufficient use was made of
the service by the public and because a distinct pattem of travel
exists among those who did use it; particularly on the far north line.

The total number of passengers leaving Invemess is halved by the
time the train reaches Broras (90 miles north by rail) and from then
on there is little change in total carryings or in the make up of
the passengers. And on south bound trains the same pattem is
apparent: there are 'severgl' passengers in the train from Wick and
Thurso, and there is no appreciable change in the total carryings or
in the passenger complexion until the train reaches Brora. There is
a similar though less pronouneéd trend on the Kyle line, and also the
train load generally increases at the last few sfations; prior to Kyle

with a reverse pattem on the return joumey.

Number of passengers carried

Invemess-Kyle

Dailys Winter see ees 120-220
Summer ses ees  250-400

Inverness-Wick

Mon-Friday:Winter cee ... 1B0-200
Summer cee oo 350
Sats. Winter cee  ee.  250-300

Summer cee ... 600-650 (1)
(1)

Taken from British Railways Heads of Information

R




Such a distinct pattern of travel can be accounted for in
economic™ theory, for it is seen that there are three §eparate
Demand Schedules in operation here. There is a demand'schedule
for the rail travel between Inverness and Lairg and Brora which is
relatively inelastic. This may be partly because there is an in-
elastic demend in this area for the specialist services provided only
in Dingwall or Invemess (i.e. these two demends are co;;nplementary)
and pai‘tly due to the fact that the bus service can only be a partial
substitute in that if is much slower, taking about twice as long over
any journey as the train,

Again there is a demand schedule for travel by train between
Inverness and the Far North: this is relatively ‘..elastic though not
because of the availability of an obvious substitute means oi travel.
The air service could only be I"ega.rded as g substitute for some
people since it can only convey passengers from or to Wick amd
Inverness, and only provides a possible day retum journey from In-
verness and not from Wick, The more potent substitute causing demand
for rail travel over this distance to be elastic is the substitute of
having no need to travel anyway. People at the northerm end of the
line have no real reason' for going south, except on holiday, and the
same applies in reverse at Inverness.

It seems probable that it.is the third pattern of demand which
accounts for most of the traffic to and from the Far North and this
is the schedule of demand for rail travel from the South to places
beyond Lairig and Brora. This schedule is relatively inelastic - and
is made up either of those wino must undertake business trips to the

far north or from Wick, Thurso, and Dounresy, and of people visiting

D
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their relatives who have gone to live in Thursb and work at Dounresy.
There would also be g small number of holiday makers to the far

north who must come by rail if they are to come at all. For all

these people the rail service is the only feasible way of't:avel,

its reliability in all weathers, its speed;, its comfort and facilities
mean that in spite of apparent substitutes these are not effective in
their competition to such a degree to make this schedule of demand
elastic. And the improved gervice made in the winter timetable of
1964-5 will serve to mske the competition of the railway even more
strong.

Freight carryings on the far north 1ine-ﬁay fairly be described
as 'congiderable! 170,000 tons per yézgigggﬁfié?to more than 1/5 of
coal, and also to more than 1/3 of general merchandise including ag-
ricultural requisites. Also half 4million-parcels and half g million
bags of mail are carried snnually. But carryings to Kyle are only
"gmall" and amount to only about 17,000 tons a year thoﬁgh 330, 000
parcels and 310,000 mail bags are carried in a year together with
70,000 head of livestock and 300,000 gallons of ﬁilk. - from Para-
graphs 17 & 18 of Cameron~Kilbrandon Report. (Bib.4).

British Railways intimated at the Public Enquiry that they would
withdraw the freight services if it suited them to do so.

As a result of the above services British Railwsys claimed that
their costs were £302,430 and receipts from all sources £139,550. They
claimed to be lesing £162,880 whilst they were providing the service.

Although no indication to this effect is given by British Railways,
the figures are)presumably, annual ones. The figures are made up as

folows:




Inverness - Wick/Thurso
Estimated receipts " 88,340
Estimated direct expenses 209,030
Inverness - Kyle of Lockalsh ’

. £
Estimated receipts 51,210
Estimated direct expenses 93, 400 (1)

(1) In a letter from British Reilways, Scottish Region, dated

10.11.64, and included in their heads of information.

THE VALIDITY OF THE ARGUMENTS ON

WHICH THE BEECHING PROPOSALS ARE BASED

This matter is important for two reasons. Firstly, the imp-
lication of the proposal is that the arguments on which it is
based are sound. It will be seen that this is not true - though
the overall case still holds.iuffJi{he basis of the argument is
sound then there &is‘bs a complete answer to the 'prima facie' case
established previously. If it is unsound and found to be inaccurate or
in need of modification then the counter answer is weakened, and, at

least, even if the turden were put upon the users of the Railway to

prove the necessity of the z-a.ilw;vay their burden becomes lighter -
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the actual monetary benefit of removing the services being less,
then the degree of social value provided by the service that needs
to be shown is less too.

‘The Transport Users Consultative Committee and the Public En-

L:)M l.—ow\sPoH'-aul'-oF'?b'L

_qun:y are not allowed to query the figures laid before them by the
Railway. However, this enquiry is not bound in that way, and would
submit that those figures are inaccurate. Lord Cameron is re-
ported as saying in Spring 1964 "There is good reason to think that
1;hese figures do not present a whole,. or accurate ‘picﬁxr"e of the
account ing position in relation to passenger services" (1). TI¢&
seems then that fuller disclosure of figures would préduce a
different picture of the costs of providing the existing service,
the revenues derived and of the real deficiency - if any - result-
ing. '

I do not have access.to the information which Lord Cameron
had available: but there are several potent reasons for subscribing
to this view without such access.

The first of these refers to the freight carryings én
passenger trains: receipts from carriage of perishable freights
like salmon, shellfish, cheese, poultry, milk and eggs, and from
mail and newspaper carriage are not included in the British Railways
figures.

Secondly, because of the 'overall' accowting methods of the
Trailways, information ebout the total number of passengers travelling
over these sections of their system &lz?e not available. The figures
which are available, of passenger bookings mede at stations on the

lines (actual number of bookings, but not where to).may reflect

(1) Reported by the Scottish Vigilantes in evidence at the Public

{I . Enquirv.




1. This is demonstrated by Professor Honderlink, e Transport Adviser
to United Nations, and reported in a memorandum published by The
Scottish Vigilantes: Association - see Bibliography, Article 10,
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fairly accurately the trends of local demand, 't they do NOT
include, for example, ‘Glasgow or Edinburgh bookings to stations
on the system north of Invemess; the railwéy figures are in-
complete.

Thirdly - from the above in part - to consider that 'peripheral’
parts of the railway system are unprofitable in themselves is un-
realistic., It must be fairly considered - they may act as fesders
to the main parts of the system and a lack of immediate profit may
be compensated for by the traffic they bring to the central part.
It is interesting to note here that other cog.ntries have unprofit-
able lines, tut find it worth keeping them because of the traffic
they subscribe to the whole system; Japan and Mexico are notable
examples. (l. opp.)

Pourthly, the balance sheets were examined at the time when
the railway, as a common carrier, was obliged, by statute, to
accept uneconomic freights,

Fifthly, the figures were taken at an end of a railway era,
and purported to refer to the new ers. The figures were collected
in the time when steam engines were still important to the railway
system and when the system was notoriously inefficient. Since
diesel traing have succeeded the steam engine, many economies have
come about. They are more efficient machines, and have lower
operating costs and so soon compensate for a higher cepital ex-
penditure. There is no need to keep coal supplies, and engine
sheds at every station, turntables and water ’baz'1ks are not re-
quired (on the Far North line, Helmsdale had to have coal supplies

and water ready for the steamer - the diesel needs no refuelling)
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However, multiple unit stock does not have any application
in the area: the economies of dieselisa.tion are economies through
the locomotive., The great advantage of the imltiple unit is its’
quick turn round at terminals and this is at & minimum on the
Highland lines; also mixed train operations are not suited to
this stock. Again, hilly areas increase their operating and
capital costs since additional, 6r else higher powered, eng_ines
mist be fitted. .

Also signalling and control are more efficient in monetary
terms now, and at the time the figures were collected, there had
been no attempt to improve, in the north of Scotland, at least,
the services, or to get rid of outmoded practices.

Sixthly, the figures referring to the Kyle-Kyleakin Ferry
run by British Railways under the name of The Caledonien Steam
Packet Company were not included. This caused accusations of
'deceit!' from railway defendants.

Seventhly, no effort had been made by the Railway Board to
attract traffic and cause the line to pay.

It could be argued that the Plan to re-shape the Railways has
& restricted notion of economic fact in that it refers only to
balance sheets and not to the larger matters of econony, like
manggement and utilisation of resources. Whilst this is true it
is also unfair because the remit of that Enguiry was a financial one.

In conclusion, it would be fair to say that, in spite of
these factors, it seems likely that the Eailway is right when it

argues that the lines in question make a considerable loss over

any working period.
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So in spite of mistakes and inadequacies, the Railway case
still holds - but it holds in a less stringent and somewhat
modified form. The two countexr a.rgumenté having been mounted
can stand: on an accounting basis the lines are unprofitable;
whilst from g social and economic viewpoint their value is con~
siderable.

Without a common term of .re:E‘erence, and in direct opposition
to each other, the cases camot be golved. It would only be on

value judgements that one could be held to be conclusive over the

other.




CHAPTER 10.

The Concepts of "Adequacy" and “"Hardship".




THE CONCEPT OF "ADEQUACY"

The altemative transport that is to be made available when

a railway line is closed may be called totally adequate when it

provides the same features as the original in terms of speed,
frequency, rel;abiiity, safety, and where the physical needs of
passengers are met to the same degree as in the original service.,
So, it is possible to conceive of an alternative service that is

more than adequate : if g new bus is used in place of old railway

rolling stock, and the distance involved means that there is no
need for toilet or eating facilities, and thﬁt the service is
sufficiently frequent, reliable and speedy, then that altemative
system can be held to be more than adequate.

The altemative service may be called adequate when, even if
it does nof have some features of the original service, and others
are reduced, it still provides sufficient of these facilities (in
whatever ratios) for a journey to be unuertaken with no misgivings.

The altermative service is inadequate when, though some of .
the features of the original may be retained to some degree, éérégin
features are lacking to such an extent that a person is dubious -
even if only to the smallest degree - about making a journey he
would have made if the original service was still provided. It

does not matter that he does or does not make the journey: the

new service is inadequate when any doubt is put into his mind.

Indeed, the service may bz called 'fotallz,inadequate' when he is

actually deterred from making a joumey.

.
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Thus adequacy is a subjective matter, and, secondly, would
be more difficult to establish the longer the distence the al-
temative service is required to ply over; Adequacy will differ-
from person to person in a community, according to age, health, and
temperament; it will differ in a person over a lifetime, and what
might be an adequate altemative for A. who lives 10 miles from the
new railhead, may not be adequate for B. who lives 7O miles
further awsy.

With regard to freight: any altemmative, to be considered as
adequate would have to ensure that all essential freight (i.e.
that without which a person's standard of living would decline,
directly or indirectly) was carried. A part of this service
would have to ensure a daily collection of perishables. There
is the possibility - not as yet allsyed - that road hauliers
.would tend to concentrate on the more attractive type of goods,
that is the more lucrative traffic, to the detriment of less
rewarding; but perhaps more essential items. If this happens

the altemative service would be totally inadequate.




THE CONCEPT OF "HARDSHIP"

SUBJECTIVE.

In the area nofﬁh of Inverness, it is doubtless true that
many people are living in éonditions which can only be described
as 'hard' by modermn stendardse it is admitted that for some of
these this is voluntary and there is no desire to move to a more
comfortable place, but for others these 'hard! conditions become
such that they do choose to leave their homes-in the Highlands.

"Hardship" may be taken to mean "any worsening in the con-
ditions ;f lifé which subscribe to the welfare of a person, group
or body". 1In the Highlands hardship will often, therefore, mean
that conditions of life which are hard anyway, become even harder.

Four points are here relevant:

A. (1) Hardship may be insignificant. There will be some folk
in the area who are sufficiently comfortably provided for that the
loss of the railway service will cause them no hardship, or an
insignificant amount, or no worsening of conditions. Perhaps an
example would be the Duchess. of Sutherland at Dunrobin Castle (who
apparently never ieaves'the castle) but her condition may be such
that she would not be less comfortable, nor her welfare impairéd,
if the railway was closed. Again there are probébly a lot of
crofters in the remoter western parts who rarely, if ever, wish

to travel south: it would be a misplaced emphasis to argue that
the hardship they would suffer on the rare occasion when they did
wish to travel, was really significant.

(2) significant hardship will have degrees. Some people will

suffer a worsening of the conditions which subscribve to their welfare

s - ' = —
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to a greater degree than others, even if all ofher things are equal.
Young folk in the far north for exarple may be prepared to endure
the long bus journey to Inverness f;>r a holiday in the South, but
older people, or crippleé mey not be able to undertake the Journey
by bus. The hardship caused to the young people is less_ than to

the 0ld and ill because the latter are robbeci of their freedom to
travel. The degrees of significant hardship may be called
'Noticfable' and '"Appreciable', and in my example the young people
suffer no'bic{able hardship and the older folk suffer very appreciable
hardship.

The distinction between Notigfable and Insignificant is made
because there comes a point beyond which hardship becomes accountable
or measurable - it can be seen to operate, and thus beyond this
point it may be called noticfa,ble hardship.

(3) A short digression will now be made to show that personal
temperament will in some cases influence the degree of hardship.

If a person is a restive person who likes to go to Inverness for a
look round the shops once a fortnight her conditions will be made worse
if the means of doing this is withdrawm, than those of her husband

who has never had any wish to leave his farm for any reason. Or if
one person fears isolation by the snow and another does not, the
removal of a vital link in the worst weatle r implies a greater
worsenng in the conditions of the former than of the latter.

B. It can be simply stated that there is no need for hardship

to be persistent for it to be real. Notiqable hardship would be
caused to a sick man if medicine or blood was delsyed in arrival,

or even if it was slower in arriving than is possible by train.

| .
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C. A smaller degree of hardship needs to be shown in the Highlands
of Scotland where conditions are hard anyhow, for the hardship to
amount to notié?ble hardship, than would need to be shown in an
area where conditions of life were more comfortable. However, it
would be necessary to show that conditions were to be made worse by
the withdrawal of the railway or resultant factors for the hardship
to be valid. It would not be enough to show notié?ble hardship as
existing anyhow.
D. (1) Hardship may be Direct. Simple exanples show this: if a
man becomes unemployed through the closure of the railway line on
which he works, then that is direct hardship to him. If a person
has to use a less adequate means of transport he incurs direct
hardship.

(2) Hardship may be Indirect: a local businessman will be hit
by the loss of purchasing power in the community - the hardship
thus caused is indirectly caused to him,

(3) Hardship may be both Direct and Indirect.

OBJECTIVE

The foregoing discussion shows what hardship is, and how it
may be seen to gperate. This section seeks to show what factors
cause it to operate.

Basically, the hardship caused by the withdrawal of the
railway sexrvice in an area is caused by the absence of features
of the service now withdrawn. I shall discuss these now as they
relate to the Highland area in question,

The Regularity of the rail service is an attribute which
would be sorely missed in the parts of the Highlands away from the

main centres of population where, at least, to some degree some form

.
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of regular bus service operates. Regular may be taken to mean, "daily
services which do not alter according to weather conditions, tidé,
time of day, or time of year. and which run to timel

But in these parts that are more remote the regular, on time,
service provided by the railway is valuable. The loss of them and
the need to revert to the less regular and, it seems likely,_off
time buses will cause hardship in the form of doubt as to whether
to travel or not.

Closely allied to this matter is the feature which may be des-

cribed as Dependability. The train can be depended on; at a certain

time of day, every day, the advertised train cax be relied upon to

roll into the station. The attribute applies in another sense toos

the train may be depended upon to reach its destination: (the risk
ihlard (22 poge lhh limes =15 for o exammple)

of accident is higher on the[roadslihan on the railways) and it

may be depended upon to provide toilet and eating facilities and

room for exercise which the buses lack.

These two applications of Dependability and the application of
Regularity all contribute to the welfare of the intending traveller.
This applies before he travels in that he knows he can make a joumney
in a given time on a certain day, in known conditions, and mske it
safely. It applies during the joumey in the knowledge of a certain
arrival time and a high degree of safety.

When these factors are removed by the withdrawal of the railway
service it is clear that hardship will.accrue. To what degree it will

accrue will depend on the matters discussed in the first section above.
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NOTE

| I do not wish to give the impression that the railways north
of Invemess are perfect timekec_apers. They are not. But they are
better than they used to be. Skewis (Bib. 2) shows that in 3 months
in 1960 one fifth of the traiﬁs arriving at Kyle were over one hour
late but since then the ftrains hawlre 'improv-ed. - less than 10% afe-
so late as this and over a half are on time or within 15 mil;utes,(l)
as against only 43% in 19685:L2)Also it 'must be noticed that this
lateness is seldo.r.n.‘due to the actual operation itself, or faults,
but to the late running of London and South connections.,

If the 4.00 a.m. from Glzsgow bringing the m-ails is late then
the Far North and Kyle trains are deiayed. If this latemess could
be eliminated then the timing of the Hishland trains would be
excellent: at present it may be regarded as admirable, and in
séite of tighter schedules, parts of the deficits on the late

trains are made up.

li) From British Railways Area Manager at Inverness.




CHAPTER 11.

General Implications.
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GENERAL IMPLICATIONS

The most obvious implication of the proposals is that the

lines to the North of Invemess are "unmeconomic". Whilstthis
is en ambiguous term as G.J. Ponsonty showed in his article 'What
is an Unremunerative Transport Service' (Bib. Article 2) it seems
that if the criterion of "Opportunity Cost" is applied to the railway
services to the north of Ihverness then the lines would be shown to
be 'uneconomic'. To the question 'do the resources needed to provide
the present service yield a higher retumn here than in the most
profitable altemative employment' it would seem that, financially
speaking, the answer would be an emphatic 'No'. |

Four reasons can be advanced for this. The areé is one that
is sparsely populated - other things being equal, a more densely
popﬁlafed area would make more use of its railways than a more
sparsely populatéd area - and the area is so extensive that the
railway lines may be a_day's joumey from where some of the popu-
lation live. Skewis (Bib. 2) showed that (a) one mile of passenger
route serves twice the érea in the Highlands than in Scotland as g
whole, but only one fifth of.the population (b) one passenger station
iq the Highlands serves three_times the area, but only one-third of
the population {c) each mile of Highland route has only 468
prospective travellers: Scottish potential is 2,115, Britain 3556.

E;E; Skewis' area of Reference included all Inver-

ness-shire and Argyllshire, plus one parish in Moray,

in addition to the area in my reference,
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Secondly, the growth of motor transport in Scotland as a whole has
drawn people away from using Public Transport, and in each of the Counties
North of Inverness the increase is above that of the nation. The situation
is as follows:-

Number of Private Cars licenced on 30th September -

1951 1961 ¢ increase 1965
1951-1961

BEngland, Scotland

and Wales: 2,380,343 5,978,500 109% 8,916, 600
Scotland: 176,166 446,270 153% 668,600
Ross & Cromarty: 2,376 5, 640 137¢% 8,880
Sutherlands 797 1,820 1284 : 2,650 °
Ceithness: 1,213 4, 000 230% 5,410

Figures from Ministxry of Transport, London, pu;blicgtion Highway
Statistics, 1965.

Thirdly, carriage by Road is well established in the Highlands:
this is true despite the primitive state of the roads and Road
Haulage has encroached on many traffics fomeriy carried by rail:
the Cameron Kilbrandon Report (Bib 4) shows that fish and potatoes
are good examples of such traffic.

Fourthly, because in an area like the one under consideration

| which has a sparse population there is an ahsence of btulk con-
signments, to move goods by rail is uneco-nomic to either the con-
signor or the consignee unless the goods fetch a very high price at

the market. Thus both are encouraged to use the roads for their means

of transport.




129
13a

- Another point to be noted ig that while the implication

of the pfoposals is that these lines are uneconomic it is also the
case that the Highland Bus services are suffering from a lack of
passengers too - due to increasing competition from the private
car. |

The point however must be made that it is not simply a case of
an available substitute encroaching on the ground of a service, gnd
that the elasticity of demand for the rail service is very elastic,
but that the schedule of demand is not a strong one and the curve is
near to the angle of the guadrant. That is, the marginal loss of

one potential rail User ..c..ccccvesceccocass.(continued overleaf)
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one potential rail uséf to another means of trénsport is more sig-
nificant here than in, probably, any other part of the comtry.
Both factors have combined in a potent, though undesigned glliances
the private motor car, '
an available substitut§<has made demand for the rail service more
elastic, and in an area of sparse population any resulting fall in

traffic would be noticed.

That the implications for the area are ‘unquestionably drastic'

according to Savage-(Bib. Article 1) is certain. But this is because
the geography, popﬁlation, distribution and the sparse population
all combine to put the Highland Services into precisely those cate-
go;ies of stopping passenger services and low density freight
operations involving cogtiy ﬁovement of small numbers of wagons
which the Beeching Repogtrfigds so grossly uneconomic. That is the
implications all spring from the first one, that ths linés ars un-
economic,

‘The-lines are uneconomic to such an extent that the report is

able to argue that they do not cover even the direct operating

costs, and even if improved cosi-reducing techniques could be used

it seems likely that traffic density will never make them economic,
But as I have shown earlier (Validity of Beeching Proposals) it also
seems féir to say that the picture is not so gloomy as it is made to
appear, and also that littlé_or ﬁo attempt has been made up to the

Bib. . .
time of the Beeching Report to g%tract traffic en to the railways.

Consider this matter in terms.of theory. Given a particular
- volume and pattern of advertising outlay, there are two ways of
increasing the quantity of goods sold - by reducing price or by

. improving the quality and maintaining the same price. Thus two

ways are open to the railway of attracting traffic - by using reduced
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fare facilities to some or greater extent and/pr by improving the
service offered.

The first method will not cause a new demand curve to operate
and the profitability of the venture will depend upon the elasticity
of demand, because if it is inelastic a price reduction wiil, by
definition, only cause a less tham proportionate increase in the
quantity demanded, while if it is elastic a price reduction will
cause a more than proportionate increase in quantit& éémanded.
However, in fact, even if there is an elastic demand it is not
certain that an increase in income will result, or be sufficient
to offset a smaller income per unit of quantiﬁy sold. It seems
that when a potential traveller is disuaded from using the railway

he is not very likely to retumm to use it. This is because he can,
in times of economic boom, when credit restrictions are at a mini-
mum, buy a reasonably priced saloon car on Hire Purchasé, or through
a Bank Loan, and once he has obtained this capital asset, it is
eeonomic to use it as often ags he needs to travel. Thus one can
envisage, not a steady flow of traffic from the railway, but a
series of intermittent evacuations, co-inciding with times of
economic prosperity. Diagram 4 illustrates the resulting problem
from the railway point of view.

This clear practical difficulty will also apply in the second
case - but to a lesser degree. In theory it is kriown that other
things being equal a betterlquality product will sell more at a
given price then an inferior one. Thus, if a firm produces a 5etter
type of product, the demand curve shifts to the right. The profit-

ability of the venture will depend not on elasticity of demand but
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on the ratio of the variable costs incurred in producing the better
product to the increased sales and income which it eams. Thus, in
practice:s the better service the railway mag be able to provide -
faster, more comfortable and more frequent trains, may or may not
attract sufficient tfai‘fic. The degree of betterment of service
is crucial beéause to é.raw back the lost traffic, the new service
mst be gignificantly better than, bot just the old service, but the
service provided by the newly acquired car. (In this respect it
would be better policy to advertise the new service in the motoring
magazines, than on railway station hoardings). | Diagram 5 illustrates
this position. |

A new development seeks to be just this. It was encouraging
to see in September 1964 that the Scottish Region of British Railways
had implemented their mdeﬂakﬁg to improve passenger services in the
area in an endeavour to increase patronages 1.:he trains are faster and
there is a new train from Wick and Thurso at 6.00 a.m. which connects
at Invemess with a fast train to Edinburgh end Glasgow and again at
Edinturgh with the Talisman which reaches London by 10 p.m. This is
the first time in history that one ca.l"L get from the north coast to
Lendon in a dgy.

Whether this, and other potential developments, will cause a
sufficient increase in sgles and income to offset the variable costs
incurred and thus help to reduce the overall deficit of the lines,

remains to be seen.




ilso, it must be noted that the implication that the lines are
uneconomic can onl? be held to from a strictly financial viewpoint.
From g commercial standing, it would have been very surprising if
any other result had been shown since %ﬁére wa;A;; ov;;ail loss of

Beeching Report (Bib.3) page 6.

£8Tm. on Briﬁish Railways in 1961,/ But when the criterion of
opportunity cost is applied in any other or additional way to the
financial one then the tegt of the 'higher return here than in the
most profitable altemative employment' becomes very difficult to
assess. If the criterioﬁ were of social value it would be easy to
argue that to provide a link for a person from a remote part pro-
vided a higher return than the link provided on the Glasgow
Electric services. Also, certainly, to assess this in any terms
is impossible, And so whilst there can be no final answer to the
question 'do the social returns outweigh the financial losses' the
point must be conceded by the Beeching advoéates that when every
factor is weighed the lines will certainly be operating at lessi%ign
if only the financial criteria (even on their figures) are'applied;
and that there might even be 'said to be a profit from these lines
because of their social value: though this could never be ascer~
tained with present techniques.

The second general implication follows directly from thiss: it
is implied that public transport is not a social servieca, and more

particularly, that the railway in the area north of Invemess,

though it may be crucial to the Highland economy, is not to be

regarded as such.

What validity is there then for arguing that transport is a

soclal service, and therefore its income need not cover its costs ?



The argument has-only a very limited validity, according to
Professor Savage (Bib. Article 1.), for it ignores the growth of
competitive private transport by cérs, scooters and 'C' licence
trucks and vans, in recent years. This point mist be accepted.

But 1t also is possible to argue that public transport (in a region,
or over the whole country) is a social service and that people are
free to make what they consider a bgtter provision for themselves
by owmning their own means of transport, andthey hawe chosen to do
this more in recent years. Again it can be argued that the railway
is a Sociai Service similar to those provided by the Central Govern-
ment and Local Authorities to the commmity in many other respecis.
For example, electricity and water services are providedto many
outlying communities in circumstances where the provision is un-
economic but the social requirements of the people are held to be
Predominate,

The argument is not able to be resolved, but the Beeéhing
implication must be seen from both siaes. It'can be argued that
this implication is wrong; or it can be argued that it‘is probably
correct. However, in practice it is now more important to consider

the validity of arguments for subsidizing transport services. By

the implication of the proposals to close the railways in the ares,

all these arguments are held to be invalid. -

Professor Savage sees 4 a.rgumentsT The first holds that a
subsidy may be needed to prevent unemployment of railway men in an
area and to hgrmonise with the Government policy of distribution of
industry. This is a weak argument for it could be used to prevent

any form of economic progress, as Savage himself points out.
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Presumably, if full employment with no mobility of labour was
taken to be the object of economic policy.it could only be-achieved
. by: i) foregoing economic growth

ii) foregoing cost minimisation.

This answer does not condem the arguments for keeping the
present population in the Highlands, but it does show that to sub-
sidise uneconomic railway lines will not, probably, be the best way
of doing it.

The second argument is that Transport should be subsidized to
aid Economic Growth and Development: The Cameron Kilbrandon Report
(Bib. 4) implies that the hinge upon which growth and development
will depend, is the rgilways. The argument is well founded andthe
implication by the proposed closure that it does not hold, is a
serious charge against the proposal. However, the case must be
more specific if it is to hold completely, since growth in the area
may depend very little upon the railway. "Neither the Federation of
British Industry nor Scottish industrialists have urged for rail
subsidies". Savage (Bib. Article 1) says this is because most
modern growth industries tend to look towards the road, not the
railwgy facilities when deciding-on a site for lozatvion, but this
is far too broad and it is more likely to be the case thét neither
of these institutions hé%e urged for rail subsidies because there is
no danger of losing the rail links to the areas where their members’
factories are placed, and so there has been no need for them to argue

this case for subsidies. What is significant about their silence is
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that this mgy reflec% an opinion that the 1ikelihéod of development -
in the area north of Invemess is sufficiently remote that removal
of the railways there would not be a noticeasble loss: the economic
climate is so bleak that it is considered to be below a certain
threshold anywsy with or without its railways, thus to remove them
would notlbe a noticeable loss.

Agein it must be admitted'that the railways in the areg in
question do not go everywhere by any means, and tourism for example
seems more likely to depend for its future on the private:car and
the availability.of an adequate road than on a subsidised rail service.

The third argument contends that a subsidy for the railway woull
be acceptable in order to prevent too heavy a burden being put on the
roads. This holds good more.in urban then rural areas where the
roads afe lightly loaded and the addition of a few extra buses a
day would not make a significant difference between normal usage
and overloading. But the argument holds more strongly in the area
in question: in summer the roads are,sometimes dangerously, already
overloaded, and the interference with them by snow and ice in
winter makes them unreliable. It is not a strong argument, but it
carries some weight and the implication by the proposal to cloze the
lines north of Inveress that it holds no ground is wrong.

The last argument is that if hardship will result and a heavy
socigl cost be incurred then a éubsidy mist be prﬁvided to prevent
this, This argument is éompletely acceptable., However, as said
earlier above, to weigh the actual cost that would be incurred is
impossible. However, to be fair to the proposal, it is admitted in

Bib, 3.
the Beeching’?eport that hardship may be caused, but again it does



leave the Transport Users Consultative Committee to put up the cases.
Mnother point must be borne in mind in this particular area of survey.
If it is granted that hardsﬁip would exist if the rallway was closed,
it ig also true that a subsidyﬁay be arbitrary in gmpunt and then in-
discriminately and wastefully used (Savage, Bib. Article 1). The
Beeching Repofgighgﬁs that it is doubtless more economic to use a

bus when loads are small znd stops frequent, and so a properly designed
bus would be better than a heavily subsidized rail service. This is
quite%cceptable in éeneral tefms, but the vast distances to be covered,
and the existing state of the roads, which combine to make road -
transport at least, uncomfortable, and slow in comparison to rail,

and at most imvossible to undertake, mean that the buses would
probably not answer the needs of the travelling public and the hard-
ship would not be eased.

Thus, though the first argument for a subsidy to the railway
holds very little weight, the second and particularly the fqﬁth cases
do stand firm in the light of scrutin&, and the third one, whilst not
astrong case, carries some validity. Thus, the!mplication;, by the
proposal to close the railways in question, is shown to be unfair and
wrong.

" 4 further point conceming subsidies. The implication of the
proposal to close the Highland railwsys is that no subsidy can be in-
curred because the principle of subsidies is wrong; and I have just
shown that this is itself wrong. Another third implication now follows.
A subsidy which exceeded £% m., in 1961 is mede ammually by the Government
to MacBraynes. The grant is distinct from payments for mail carriage.
The bulk of the grant is for sea services since the MacBraynes road

services are very nearly working fto a profit. "The grant is paid by the
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Govermment for social reasons - because without this help the
necessaxy transport services could not be maintained at raftes which
the traffic could bear, and if it were not paid, charges for pas-
sengers and freight would have to be increased by about 30M
(Cameron-Kilbrandon Report, Bib. 4) B

Thus it is fair to argue that either no consideration was given
by the railwey when making the proposal to the subsidy made to Mac-
Brayneg, or if consideration was given and the arguments for this
subsidy rejected that the British Railways policy directly clashes
with that of their Government.

There is a fourth implication, general in nature, but which has
social and economic notions attached. The implication made by the
proposal 1o close the railways north of Inverness is that the area

will be able to contribtute as much to the country as a whole without

its railways as will be required of it,

Consider this first with particular regard to the possibility
of a national emergency. In a time of war it may be neceséazy that
large numbersof the population and large amounts of supplies be moved
as quickly as possible to another part, and this often at periods of
short notice. Therefore it is essential that all means of conveying
both civilian and military persomnel should be available for this
purpose in this area. It is envisaged that the area will be used
for evacuation of civilians from devastated asreas. This case holds
for the ares in question - it would hold but be valueless ié raised
conceming a five mile branch line in the middle west of England where
there would be perfectly adequate means of meeting any such need, but

in the north of Scotland fthe railway would be sadly missed in a national
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emergency. This is not to contend that a railway line should be
kept open simply as a precaution against nuclear war, but seen in
conjunction with other points the value of the Highland lines in such
an emergency adds a little w'eight to their defence.

The implication of the proposal is false in that the country would
miss the Highland railways in the event of further war.

Gonsider secondly the implication with regard to the country's
econony. The implication is that the reilways in question will not
pay their way (financially speaking that is) and the implication can
be tested in 3 ways.

Firstlys: the proposal was made based on figures collec.ted before
any economies had been effected on the lines through diesel usage.;

It seems that there are further econoﬁies that could be put into
effect. The three most obvious of these are: to reduce further the
mumber of iﬁtemediate campulsory stops and make them 'request' stops,
thus bringing about a further speed up of the service. (It is gratifying
to see that this suggestion has been taken up in a Timetable Amendment
from 1lst March 1965). To utilise the idea of a 'conductor' to collect
fares. This would obviate the need for booking offices a.t'all stations
except Inverness, Dingwall, Thurso and Wick. To remove the passing
loops at certain stafions - this would reduce maintenance costs and
make possible the closing of signal boxes, too; there are probably

ten cases where this could be done.

But it must be admitted that even if full effect was given to
these and all other feasible economies, then it is gtill virtually

certain that these lines will still be a drain on the Exchequer:
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the implication holds good here.
Secondly: Could the argument hold if traffic was positively
attracted to the lines ? This refers to goods as well as passenger

traffic.

On the latter possibility, a faster service may encourage extra .....

(see next page)



On the latter possibility, a faster service mgy encourage extras
travellers and the better timing of trains to meet connéctions at
Inverness has been brought about. Perhaps more could be done on the .
freight side in the area: there seems to be a blind a.dheren.ce to the
general overall policy of the Rallways to discriminate against small
loads. The railway policy has thus caused some farmers and fishermen
to go over to road haulage, in spite of their preference for the swift
transit by train, and quite ludicrous rates have been offerred by the
rai lway in this connection.(l)

Here again however, it must be said that it is likely that
even if the railway was carrying ell the traffic that wanted to. be
carried, and at reasonable rates, then even with all economies

effected there would still be a Z_Loss incurred.

ThirdIys Ff Industry is to be attracted to the
ares it will be more likely to come if there 14155 a railway link wi"ch'
the markets it is going to serve. The implication now is that the:
area north of Inverness can be disregarded as having any role to play
in the country's development of its economy: (this point is developed
inlater arguments) and from this the implication is that there could
never be sufficient development in the Highlands to make the railway
there a profitable concem.

This seems to be a misconception, and is contradicted by the
facts tha?;:\vizg—dustry has recently sprung up in the area and that su.ch
industry mskes a full usage of the railway. Foueidt—wouldseem
reeseaable—to-—h@%#ﬁadé'\ﬂth proper Government action, industty could

flourigh in the area and bring enough revenue to the railway to make

it pay for itself, as well as contribute traffic to parts further @PP

() T v nefiably -W@:Pﬁ@tww LE Hs Couwty Develogrment
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south.

In this respect the implication thé.'b the area north of Inver-
ness could contribute as much to the country's economic needs without
. , . eedainl . - )
its railways, is Soentd be doubly false: Industry.is less likely to
go to the Highlands if they lack a railway system, and such industry

could over a period bring these lines into the 'profit making'

category. (1) .

The fifth general implication is concerned with the altermative «ve..

(see next page)

(1) The conjectural nature of the last two paragraphs is a.ccepfed, but
the euthor condiders that the argment has a sound basis; Private Industzy
found the area a.céepta.ble when it had a railway, with positive central
planning further industry would be encoursged into the area.

The agxgument could not be worded more strongly since it has to do

with future possibilities.



l. Given in evidence at the Public Enquiry by the Ross-shire
County Council. )
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This is seen to be so when the alternative services are
more closely examined.

The buses in question are unable to cope with much luggage,
offer no buffet or toilet facilities and have limited space for
movement. On long journeys (e.g. Helmsdale to Inverness takes
S%r- 5%;hours) these conditions can only be described as
" unsatisfactory.

The buses will be required to travel on roads that are subject
to blocking and delay by snow and ice, (e.g. On the better of the
two roads to Kyle, the A.87, this occurred on 29 days in 1961-2
and on 69 days in 1962 - 3 (1 opposite) Further, the accident
rate on the roads to Kyle is rated as."high" by the Superintendent
of the Police Department, Ross and Cromarty Division. 576 accidents
have occurred between Mulr of Ord. and Kyle in the last 5 years,
and in one-third of these people were injured. .

The bus to Kyle via A, 890 requires passengers to use the ferry
at Strome Ferry. The ferry licence forbids its operation in
darkness or in high winds, and it can only take a limited number
of people. Two qrossihgs would be required before a full bus
could leave, all passengers are required to vacate their seats
while crossing and there is no shelter on the ferry.

At present at any rate, no adequate replacement is available
for the railway passenger serfice from a social view point.

The sixth general implication of the Proposals stems from

their asssumption that a line is a "branch" if it only joins the
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railway system at one end. Sometimes this is true - where a line
serves only the communities on and near it and at the end of it,
and the old Strathpeffer and Lybster lines are excellent examples
of suche Bt if the line is serving communities beyond its local
field and links with other transport systems it is #Bt a branch
line? severance may cause hardship over a wide area.
Through railheads the whole of the mainland north of Inverness

' is tied to the transport network of the.country, and the railways
in question may not rightly be called 'branches's. No# does the
influence of these lines end on the mainland. Bathlines end at
ﬁier heads where traffic connections are made to Skye, Lewis,
Harris, the Uists, Applecross Peninsula (from Kyle) and Orkney and
Shetland (from Thurso vié%%éﬂ?}

| The argument that the railways north of Inverness are not
'branches' but form a part of an integrated transport system is
justified on the evidence of surveys taken on the Kyle line which
showed many different kinds of journeys being mades In these

surveys, taken by myself and by Ross and Cromarty County Council,

over 50% of the QJjourneys were to SOm€e... (see next page)
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and Cromarty County Council, over 50% of the journeys were to some
extent through routes, either origin;.ting or ending (or both) at a
place beyond the strict limit of the area served by the railway, and
therefore journeys which used the railway as part of a wider net-
work, as e link in a chain of commmnications, and/or often brought
further traffic to other parts of the railway system. Such cases
as these were noted: _Dingwgll to Raasay in Skye; Invernmess to
Torridon o-r Ullapool; Stormoway to Inverness; Stornoway to Abexdeen;
Aultbea (in Wester Ross) to Middlesbrough in Yorkshire; Strathcarron
to Gleneagles; Garve to Glasgow. The last four mentioned joumeys
extend to points between 100 miles and 350 miles away from the
end of the systgn it was proposed to closes obviouslylsuch joummeys
gleaned bty a (presumably) unprofitable line do bring in a net receipt
to the Railway Company. Insufficient a.ttenltion to this fact by the
Railway Board has made it possible that closure will cause a lack of
mobilit::r of thesé people. Some at least will be buginess people
and so the business of their firm would be continued at a slower
rate than is now possibie. It is worth noting here too that at
the Dounreasy Atomic Research Establishment most of the employed
personnel are mglis]rg'g should the 1;ailway have been closed it is not_
errant to suggest that some at least would have decided that their
current place of work was too isolated and moved South again, to the
detriment of the work at Dounreay. Thus the economy of the Highlands,
and further afield, could have sagged in these ways if the railways had
been closed.

A sevantﬁ implication of the proposal is that economy can now

be effected in the Railway industry by the pruning of branches
(!) M "Padﬂ'uﬂv\‘hbﬁ "wb‘lVDSI..Oy\'-mMMﬂ.
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| .
'This implicgtion is justified by referemce to the Beech:.ng
Reporl: (Bib. 3) page 3 "Neither modemisation nor more economic

working could make the railways viable in their existing form",
and pages 54~55 estimate that £34~£41 million per annum would.

be sa.ved directly as a result of implementing the closures
advocated in the Report, This may be compared with en estimated.
net eaming of £12m per annum from liner trains and £5—£4 million
per annum saved by administrative economiesf

|
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and that other economies are not able to contribute much towards

the efficiency and profit making of the-industry. (1 Omp.)

This ia sbsolutely misleading. Professor Hondelink of the
United Nations (Bib. Article 10.) reckons that much more could
be done in other fields to mske the railways pay their way. It
seems that a misplaced emphasis is put upon the '5ranch lines'. The
Professor has.advocated that the whole of the Scottish Region should
become autonomous aﬁé fhat the present 13-tier system of manage-
ment then be reduced to 5 tiers. In his view a management structure

as follows would bring economies and greatver efficiency.

Government Secretary of State for Scotland

Policy & Supervision Scottish Transport Board

Day to Day Operations General Mznager .
Traffic, Engineerings Service Chiefs, District Representatives
Works , Rank and File

The argument is not that the Railways arenﬁurposely blind to
economies available in other directions, but that they do not.see
that a contribtution to greater efficiency can come from these soufces
aé well as from pruning lines and stations which they reckon to be un-
econonic,

This is an effort to reduce fixed costs, and thus also to reduce
marginal and average costs per unit of output: the marginal cost and

average cost loops are tugged further down a graph. From this it can




CHAPTER 12.

The Implications in the Counties, with some special cases.
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SPECIFIC IMPLICATICNS

This section is devoted to the implications for each geographical
county and to various.institutions in those counties. It ¢oncludes
with a discussion on the implications upon the Crofting Population
and the Sglmon Fishing industry, which apply to all the counties btut
are more readily discussed fully in this horizontal way rather than
Piecemeal under each county heading.

The counties aré Taken in order from south to north. There is
no significance in this method, although this does happen to rep-
resent the descending order of railway mileage - 122 miles of railway
in Ross-shire, 70 in Sutherland, and 36 in Caitlmess, and the number
of stations where passenger: énd in some cases freight facilities are

available: 20 in Ross-shire, 12 in Sutherland and 6 in Caithness.
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1. ECONOMIC & socl"g_L IMPLICATIONS IN ROSS-SHIRE: Referring

' particularly tomCentrél Ross-shire and Easter Ross.

Prior to the prd%oga}lto put an end to the railway passenger
serviggs’the Ross-shire ecéﬁgmy was quietly expanding. This
econgmy Waé balanced heavily towardslfhe 9qg¢h east, where the
Invgrgordon—Evanton industrial Belt ig situated, also the county
towm of Dingwall-and the residential and industrial district around
Muir of Ord, though in the Worth-east at Culrain, forestry was beginning

to be developed and on the West Coast the local economy of Xyle and

Applecross, and to a smaller extent that of Ullapool were providing’

. . a measure of counter balance.

There was no doubt however, that the expansion hinged almost ex-
clugively upon the new giant distillexry at inveréordon. Outside of
this the advance was anticipated to be in the fields of tourism,
forestxy and constructiqn. Difficulty was being found in inducing
firms into the county -~ all efforts have failed so far.

It was into thiéhenvironment that the proposal was made to cease
all passenger services in the county. The implications of this.

proposal are now discussed.



s

In Geﬁtral and Eastern Ross-shire economi& growth was
anticipated through four fields of activity before the Proposals
to remove the railway were made. Consider first then the
implications of those Proposals on the four aspects of the Ross-~
shire economy (1)

Grain distilling depends upon the railway freight service
to a considerable degree. The giant new distillery at Invergordon
was expressly laid out sd as to use rail transport, while other
semall distilleries also use private sidings. The withdraﬁﬁ of
the passenger services in Ross=shire would have no effect upon this
traffic, but as emphsised on page /02 once a passenger service is
closed there is always the possibility'that the freight service
will follow. In such an event no great inconvenience would be
" cgused to the smaller distilleries, because they do use road
transport to éome degree already. The implications for the
Invergordon Distillery are taken up on pggeléﬁ_ Adjustment to the
new situation would clearly be required, but the progress of the |
Distillery would only suffer a temporary set-back.

The fish landings at east coast fishing stations are tsken to
the rail heads of Invergordon, Fearn, Tain and Bonar Bridge where
they are loaded on to the passenger trains for transit to Billings-

gates The implication of withdrawl of that service is that the

(1) The factual information contained in this analysis was
provided by the Clerk to the Ross-shire County Council in an

interview.
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fishing stations would have to hire a lorry to take the fish to
the railhead now at Inverness, and that would be uneconomic with
a small catch. Growth in this sector would be checked by the
implementing of the Proposal. (for fuller discussion see pages 2/6-2/19)

It seems doubtful if the withdrawal of passenger services in
Ross~shire would have much effect upon the Tourist trade. Except
at Dingwall the stations are Aot greatly used by visitors according
to British Railways at the Public Enquiry in Inverness.

At Culrain the'fbrestry Commission is developing a centre
for forestry. ' The withdrawal of passenger services could have a
detrimental effect upon this project since it may become more
difficult to attract men to Wwork there if the area is more cut off.
Higher wages may have to be paid than are usﬁally paid in the L
forestry industry'to induce men to work there.

Thus there is seen to be implied iﬁ the Proposals, a daempening
of the prospects for economic growth in Ross-shire, even if, in
view of the projected advance at Invergordon Distillery, the

present rate of economic growth is only marginally cut backe.

In consideration of the social implications of the Proposals
to withdraw the passenger services my own enguiries in
Strathpeffer showed an interesting contrast in the incidence of
hardship that would be caused. |

Strathpeffer 1is, largely, a tourist centre. The hotels at the

Qpé get a negligéble percentage of their guests coming by rail,
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and virtually all of their supplies are brought in by road (1)

The local people themselves have little need of a railway either -
the business and professional people have cars and there is local
employment in forestry, farming, and with the small local firms.

But the merchants to whom I spoke were adgmant that they would incur
extra costs, and delay in receiving materials and orders if the
passenger service was withdrawn. With higher costs the profit
margin may be narrowed and to the private entrepreneur this would be
equivalent to a drop in wages (2) In this case noticeable hardship
would be incurred.

Finally consideration should be given to the implications of
the Proposals upon the Railway‘employees. There are 125 men so
employed in the County. It is impossible to establish the number
of men who would lose their jobs in the event of the passenger
services being withdrawn, but certainly if this was followed by the
loss of the freight service then all these men would be unemployed
if they did not accept the alternative posts, which would be
offerred, in the South, and the burden of unemployment benefits to

be paid to them would fall upon the Exchequer.

(;) From interviews with the Managers of the Ben Wyvis and
Highland Hotels, in Strathpeffer.
(2 ) From interviews with a carpentry contractor, a hardware store,

a painter and decorator'and a printer.




IN XYLE AND SOUTH WEST ROSS (1)

The population of Kyle itself is about 650t it is a 'young'
commmnity eand so has a higher proportion of workers to total
population than might otherwise have been expected. (In the summer
- when the housewives take in tourists it is even higher). The regu-
larly employed people in Kyle make their living because Kyle is a
1;hreshold"over which a constant stream of pﬁssenge;t‘s, goods and
vehicles pass on their way between Skye and the Outer fsles and
the east and south: the peobple meke their living by providing the
$rensport for the traffic or by tending the trains and ships by .
which the traffic comés and goes. About 70' men are employed by
the railway: it may be estimated that if the railway was closed
dom completely then the direct and generated earings in Kyle
would fall by about £150, 000 - £200, 000 a year. '

Thus Kyle depends :upon_ handling through traffic: to withdraw
a sector of the traffic can only result in the collapse of the
local economys road traffic passing through may increase some~
what to offset the loss of tratfic in part, but road traftic
requires little if any handling and even a considerable increase
in road tiafi‘ic would not provide to any real extent, a source of
income.

The most obvious implication of the proposal to close the
railwgy line to Kyle is that the 70 men now employed at Kyle on
the Tailway will be without a job.Virtually all these men are local

men and WOU.ld @0 scesvenscsessssscccsnssncsssncsnetcsencenccnccsens OVED

(1) I am much indebted to the Clerk of the South Western District for

his help with understanding the local position and this discussion
is based upon information received from him.
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For the workings of the Multiplier the reader is referred back

‘to pages &P-28.22 Here in Kyle where most of the working population is

engsged in maenual employment a low propensity to save would be ex-
pected, and accordingly the Multiplier would be high. But this would
be offsét to a substantial degree by considerable leakages due to a
high rate of imports to this local economy, and a Multiplier of 4 may
be accepted.

This statement is supported hy references to the article "Regional

Maltiplier Effects in the U.K." by G.C.  Archibald in Oxford Economic

Papers, New Series, Volume 19, No. 1 (March 1967). The article seeks

to assess the value of Public or Private Investment in g region. It

is a vexry complex article and any quotation fromuit, extracted from

its context would be dangerous. However, it can be said that Archibald .
does show that when there is much regional import of goods or services . |
to an area, and much migration of people from that area then the mult:L-, oy
plier is small. , ‘

When this is applied to the local (NOP regional) econpxtw at Kyle,
it is to be noted that migration of people. from Kyle rarely occurs and
that the expected propensity to save is low. Thus the expected Mmlti-
plier in Kyle is considerably higher than "small" and thus the content:.on

that it is about 4 is further m1wa.1‘ked.
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be loth fo move away to an altemative post on the railway in the
South: they Wouid sooner stay, even if they were out of work for a
while, at any rate. This will mean, whether the men stay or not, a
loss of income in the towns

€0+rmings o

The estimate 0§Z£150,000 a year seems reasonable. If each man
earned an everage of £12, a week (£2. a week below the average manual
worker's pay) this would be £840 a week, or over £40,000 a year.

The multiplier could be expected to ensure that 4 times this amount
_ﬁas actuaily spentél.Bng)%he loss would be mostly offet by unemploy-
meﬁt benefits when the men choose to stay rather than move awsy.

It must be admitted that gome of the men might get offerred a
pogt with MacBraynes to maintain and drive the buses required for
_ the altemative bus service to Inverness via InvergarXy, a very s@all
number, just a handful, might be taken on by the Highland Omitibus
Company for the services via Dingwall, but it is submitted that
this would not account for mofe than 15 or 20 altogether.

The railway does own an hotel at Kyle - this is not depsndent
upon the railway services and is unlikely to be affected by the closure
of the line.

Implied in the proposal to close the railﬁay is a threat to the
employment of the Post Office'workeré at Kyle. Xyle is the main Post
Office for the S.W. district and the southem part of Skye: bﬁt if the
mail had to be carried by road to the area it would seem'reasonable to
suppose that a centre on the A.87 would be more eonvénient: more jobs

are placed in jeopardy in Kyle.
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Again, there are forty or more men engaged in the district
in fishing for whitefish, shellfish and crabs and they are entirely
dependent upon the fast service provided by the passenger trains to

the markets in the east and south and thﬁéplosure of the railway

would be certain to put éll these men oqt of a job.

The rest of the working population, in Kyle itself, are engaged
in the local businesses in the town., These all rely tq some extent
on the railwegy for supplies, and also for the money circulating in
the town to be spent on their products: a considerable part of which
is provided by the railway, directly by railwey employees, or in-
directly by those who rely on the railway - e.g. fishermen. Thus
* the small marine engineering and general maintenance firms would be
endangered.

I examined one local firm: a hardware store, to see what im-
plications that railway closure would bring about in that business.
If the railﬁay were closed then)as I showed the small fishermen would
be without a living: the hardwére aéaler would lose his direct trade
with'them, which involved tackle and oil in the main, and amounted
to about £3,750 of trade a year. This represents a gross profit
t0 him of about £400 a year. This would be his biggest single loss,
but he would be likely to lose much more than this indirectly -
through the fall in the purchasing power of the community caused
by the loss of 7O jobs at the railway, and probably extending more
widely as I have shown.

There is very little agriculture.in Kyle, and the surrounsing

area: what there is is subsistence and perhaps a few early vegetables
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for the local market. The implications of the proposed closure
are virtually nil here.

The implicetion of the closures may have had an effect on
potential induétny and development in Kyle.

The economy there is still at the stage where development is
within the existing firms rather than new firms coming from outside.
In the existing firms I examined there was an atmosﬁhere of possible
advence being stifled - the uncertainty of the future had caused the
entrepreneurs to shelve any plans for expansion. But this attitude
may have been exagerated, and the pfoposed closure used as an excuage
for not advancing when there had been no desire to do so before-hand
anyhow., Applications from outside firms are very rare in the north
of Scotland: all that can be said is that in Kyle there were 2
proposals from outside firms to come to Kyle ( a herring processing
factoxry and a seaweed by-products factory) in the last 5 years, and
none since the first intimation by the Railwsys that they intended
to close the line. But this is scanty evidence on its om. But it
does seem that the economic outlook for firms existing and potential
in that area would be bleaker if the proposal had been approved.

Kyle is a good example of a place where the implication of
the propoaed closure that social benfits will be claimed at a
proportionately high level, holds g&od. So many men, even in g
short term (say 3 months) would be out of work in Kyle that the
calls on unemployment benefits would be great. It is probable
that the local payments would exceed the loss the local station is

apparently making.,
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Locating the commmnities that would benefit from rail
closui'e at Kyle because the altemative 'tus service would

provide them with a transport sexvice.
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The implication however, that certgﬁh settlements will be com-
pleteiy cut off from trunk passenger routes,'whilst true in the cases
of places like Drambuie, Duirinish, Plocton, Duncraig and Portneara,
mst also be weighed agaiﬁst the impiicatién for places which were
_not served by the railway and had only 1 bus a week: the implication

for example,
for these places is athrice daily bus service: Rerelg, Kirkton, Auch-
‘ (see Mbyps)
ertyre, Nustle, Fernfield L This will be a great help to those living
in these places who can make the journeys by bus, that is generally
speaking, the younger people.

But even so there are 2 points to be borne in mind: there is not
"a net social advantage implied in theproposals, even for the places with

the new bus service, because there are likely to be as many in these
Places who cannot travel §n the bus anyway regardless of how ofifen
they run. The sick, the old, mothers who gggj take a pram with then,
for example, can only travel by rail. And in the places to lose their
rail service there would be a 3 times daily bus service linking th?m
to Kyle where the intending passenger can get a bus to Invemess:
though the route will be roundabout, L 3 e SRS,

A net social advantage was not then, implied, through the ad-
vantages to the commmities whose bus service is to be so remarkably
improved: it does seem,overall)that because of the loss to other
commmnities a net soclal cost would be incurred in tﬁe area if the
railway was closed.

It has been seen that the implicaitions of closure for the Kyle

area ére decidedly grim: a bleak outlook could have displaced one



of moderate hope in the future. The proposal, if it had been
accepted, may have caused the_eooﬁomy of Kyle fo collapse and
f3ll apart - such would have been agbsurd because there is much
in Kyle that could be exploited to play its part in the devel-

opment of the Highlands.

"
£a
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IMPLICATIONS FOR THE WEST COAST SETTLEMENTS

"IN ROSS AND CROMARTY -

The west coast settleﬁents are at preseﬁt served by roads,
originating at railheads: Ullapool .is served from Garve, Gairloch
from Achnashgen; and the Applecross peninsular from Strathcarron,

The implications for these places, in the event of the closure
‘of the railway are by no means similar (1).

Garve may act as a railhead for intending passengers to and
from Ullapool, but it is not an important point of tra&§hipment
for freight. The implication for the Ullapool passengers is that
their joumey ﬁust be entirely by road; but this will not entail
much more hardship for them than already exists, because the road
is of two carriageways between Inverness, Dingwall and Garve,

This is not to say that there will be no extra hardship - there

will be becaﬁse whilst Garve is one hour from Inverﬁess by rail

it would be nearer to 2 hours by road via Dingwall on a bus that
offers fewer facilities than the train. If also seems certain that
passengers from Ullapool to Inverness and vice versa msy be dﬁéuaded
from making so many journeys if the railway was closed: fhus further
hardship is caused.

The situation would be made more acute for intending passengers
~in Gairloch, and éspecially so for those in Applecross. The closure
of the railway implies for them an additional 47 miles and &5 miles
of journey in the bus, on roads which west of Garve are single carriage-
way, slow and dangerous. It seems that hardship will be more greatly
felt here and that there will be more passengers in the margin of

(13 For the details of this most interesting dichotomy I am grateful
to the Plamning Officer of Ross & Cromarty County Council.
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travellers who will not make their journey if the railway service
was discontinued.

The picture with regard to freight usage of the railway and
the iﬁplication of its closure is similar to the passenger view
point. Ullapool does not rely on Garve as a railhead to any great
degree: virtually all the fish that are landed at Ullapool are taken
by road to Inverness, Peterhead,‘Fraserburgh‘or Aberdeen: the reason
for this is that once it has reached Garve it is then as qﬁick by
road (the distance from Garve to Invemess is shorter by road than
by rail anyhow) because the roads-are wide, fast enough and safe;
it would therefore be pointless to incur handling costs at Gaxrve
to put thefish into rail containers.

Limestone for agricultural fertilisers and dolomite for roads
is quarried at Ullapoél, this goes to marksk by road - unless it is
going a long way south when it is taken by.rail but only from
Inverness. Thus the general implications are that the withdrawal
of the railway would cause no great hardship or inconvenience in
Ullgpool with regard to freight.

However, this generalisation must be modified because there are
undoubted cases where the withdrawal of the railway service would
be, at least, a severe inconvenience to certain businesses. One such
is a Chemist in TUllapool. All of his goods for sale come to him from
out side Ullapool (drugs, photographic materials, chemists sﬁndries)
and 95% of it comes by rail to Garve in a goods train, and then by

railwey lorry or truck. The other 5% comes by carrier service from

Inverness. He estimates that if the'railway was closed down he would
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require a weekly carriér service from Inverness in winter and a
twice weekly one from April to Septembé;. But if the service was
only provided as it is at present this would be impossible. A '"wvery
considerable improvement" would be required in the service - ét—
present it is unsatisfac%ozy and unreliable. Railway closure then
would result in this concemrm becoming a léss efficient one, through
no fault of its own, even assuming that the freight chamge per
mile/good did not rise. It.might follow from this that a poorer
service would result and éo there would be a social cost to the
people of Ullapool from thig source too, as well as from the in-
creased iﬂconvenience of the bus travel to Inverness.,

Gairloch and Applecross are more dependent upon the railway
for freight than is Ullapool: they make use of the advantage the
swift rail service has over the poor roads west of Garve: white
fish is landed at Gairloch and taken by rail to the markets.

Here, railway closure would cause ruch hardship, because there is

no other way available of getting the products to the market. On
Applecross the commnities are crofting ones usually, and do not
generally, reckon to produce for a market - the loss of the railway
would mean a social cost to Applecross, but not for economic reasons,
rather for social ones. The mail would be delayed, the area more
vulnerable to cémplete isolation in winter. |

It seems then, that though there would be detrimental economic
and social implications for the places on the west coast of Ross-
shire, these differ from place to place according to distance from

Inverness, and the nature of the commmities.
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These cases show clearly how the availability and non—availgbility
of substitutes affects the elastvicity of demand for a good or service,
The roads from Ullapool have been shown to be adequate, and as such
they are substitutes for the rail service and so the elasticity of
éemand for each means of ttavel is greater than unity. Thus it is
seen that at present prices and the poor level of servicé, little use of
the railway 1s made from Ullapool: Ullapool did not make any objection
to the proposal to close:the féilway'to Kyle.

However, the roads to Gairloch and Applecross are only very
poor substitutes for the rail services, and, iﬁ the. case of the
fish landings, no substitute at all and thus the demand for réil
travel at these places is more inelastic. Thus it is seen that
even at present prices and the poor level of service the people of
these places make a greater use of the failway than the people of

Ullapool.
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SPECIFIC CASE OF HARDSHIP, SOCIAL AND ECONOMIC COST:

DUNCRATG SCHOOL AND BALMACARA SCHOOL IN WESTER ROSS

Duncfaig School is a.residenfial schooi for‘girls-of 15-17 and
there-arg éo girls in atténdénce there. DBalmacara House is a rest-
dential school for boys of over 13 and there are 32 boys there. (1).

Most of the pupils reach the school by rail - the stations are
Duncraig and Kyle of Lochalsh - the exceptions are those boys who
come by the ferry from Storrioway in Lewis or from Harris, or Uy
private transport from Fort William: all the girls make part of
their journey by the train. Four joumeys would be made by each
pupil in each direction in each full academic year.

If the railways were closed each of the school children (except
those boys who do not use the train at all, mentioned above) would
incur hardship in terms of additional travelling time that would be
required on the bus service and the difficulties of luggage, lack of
toilet facilities and uncertéinty in winter must be added to the
social cost they would incur.

Further costs would accrue to the County Council, however, if
thg railways were closed. Both these schoolé (and several others in
the county) are supplied with their fresh meat daily by a firm in
Muir of Ord, and it is taken by rail. If the line were closed the

council are sure that they.would heve to lose the contract and go %o

" (1). The figures were provided by the Educational Officer of Ross
" & Cromarty County Council and refer to the academic year

1964-65. The rest of the information was provided by the

’geads of the Schools through the Education Officer. s

The sehvole are Tocated g l‘"ar;-)\t.(ras{lof}) Py | 5(,;;5\("'53)

-F
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.a huﬁcher in Xyle who is knomm to be consideravly more expensive
ZEYGE vhen his lower transit costs due to shorter distances, are
?aligwed for,

? Certain necessary materials for the school are also taken on
the*rallnay ink, stationery, text booits, chalk, but big wulky
1teas of equipment are taken by road anyhow - (desks, blackboards) -
a@aaso it seens likely that this matter could be fairly easily
aﬁj@sted to the loss of a railwgy as there is no requirenent for regular
frsﬁuent delivery., All that could be said is that, at most, a slight
inq;nvenience will be caused. | |

; But at Duncraig it would be absolutely necessary for the school
to 4w a means of transport and a minitus would be the minimm re-
q@i%ement. The alternative bus services proposed do not sexrve
‘Duwfraig: the school would have to have its own tus to enable the
fstﬁéents to get from Kyle to the school at each beginning and end
;of #erm and for social reasons during the term, probably onee a week.
?Thi# cost would be considerable - £1,000 approximately - in cgpital
{out;ay, plus running costs and depreciation. (This figure was reached
iaf#%r discussion with garage proprietors in Dingwall and Invernmess.
?Tho?capital outlay would also need to include a set of chains for use

‘in winter). Balmacara school being beyond Kyle, already has a mini-bus.
4 '

v

g However, there would be some saving on rail fares at Duncraig.
For the girls travelling from the East there would be little net saving

‘gince they would have to take the alternative bus service to Kyle before
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' being brought up to the School by the mini-tus. And since the new

mini-bus may take five journe:js' to transport the 60 girls from Kyle
to Duncraig the net sa.;Ting on this part of the joumey would .not be .
large.

Howevér, considersble saving would occur on the 'social' visits to

Kyle, which occur about once a week during texm as the following pro-

jected journeys will show:-

BY Reil Return to Kyle:

Approx. 20 mil.es at 3d. per mile per girl (all over 14)
= 5/- x 60 girls = £15.

By Road, by School mini-buss

Allow five joummeys each way to get 60 girls to Kyle,
and five to bring them back, at 20 miles each joumey
= 200 miles. At 20 miles per gallon = 1.0 gallons.
10 gallons at say 5/6 per gallon = £2. 15. O.

But I understand that the girls pay for the social visits o Kyle
themselves and s0 this substantial saving would be of no benefit to the
school.

Masked costs would be incurred too: it would be expected that if
the line was closed and the two schools becuue more isolated than they /
are aglready, it would become more difficult to attract suitable teaching
or domestic staff. To attract such staff it would probably be necessary
to offer a higher salary or wage than prevailed in other places - a further

cost to the schools.
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In terms of theory these are two concerns likely to experience
a rise in all forms of costs: Fixed Costs and Variable Costs, of
which the wages of the teaching and other staffs will form part of
both, Total and Average and Marginal Costs per Unit of output will

- all rigse. Diagram 6 shows the position and the effects this will

have.




ECIFIC CASE OF HARDSEIP:

\‘ HIGHLAND POULTRY PRODUCTS LTD. AT INVERGORDON (1)
L ) . 1
oo

_ "‘ I.r*s firm is a co-operatively ommed egg and poultry packing
*z’clm '%nﬂ depends for its existence, ani to meet the high
c;:l._ﬂrt-an costs over the very extensive area it serves, upon
’\:1:1\3:‘,;* dressed poultry andgraded efss direct to customers: these
c.:;:'*o ‘ 5 are virtually a2ll hotels.

- e% irm is small - 6 employees - but sends despatches to
o 'rplé.c:._; "ﬂ far avay as Stormeway (via Kyle), Kyle itself, Lairs,
;-Li:tslpgr;f'):-;faiervie and Thurso, In 1962-63 the firm made 134 despatches
‘el 71X c.?.".ipes and this produced 10% of its gross profit.,
Cure %assential nature of this traffic - which is all carried

poCe Iz .ssen ;er trains, is seen when it is recorded that the net
(S .

{
_';.“:o_.‘"'i, 7 .the firm- ig £16. on a turnover of £32,000 per year.

.

J so0 low because of the great distances the firmk single
'.; e ,. Lns %{EO cover to collect the eggs and poultry from the 156
210 o g %Ln the co-operative.
ok zﬁ i would the net profit be lost but the co-operative
1

morlt L ito cease operations if it was not able to get the proijuce

- ,-"

Lo maw no...gs rapidly: thus if the service provided b, the passen;er

l.

' piie nts) %rit‘ndxavm the result would inevitably be unemployment for
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IIn economic terms there would then also be idle capacity
&e form of chickens laying eggs that cannot be sold and poultry

:v*;}able for dressing and sale but having no mnrket.

i
v
")

Al .
. Further, the tourist hotels woull perforce have to give their

f

?}c: tomers deep frozen poultry of less quality which in a .;arginal
:]'C?}Q might be insufficient cause to persuade a person to return to

. ti;# hotel, or even the Highlands for another holiday.

uqlié: The firm has had "unfortunate" results in the past when it has
fi Ffﬁﬁ produce by road. The freicht carrier fron Invemmess requires
ZESjpoult:y to leave Invergordon the previous night which means that
In éummer it is not in peak condition vhen it arrives at the hotel
:a.;so does not comuaand a full price. It would be quite unpractical
it éuggest the purchase of a further lorry because the loads are so

< ‘221, and so scattered that physical delivery to all would be im-

>|.‘| L) » - - .
»zzaible and to do it with several lorries becomes even more riciculous.,

SPECIFIC TIPLICATIGNS AT I LRGORDOV DISTILLERY (1)

' This is the biggest acistillexr; in Europe - its production capacity

 13'§Jready 10 million proof gallons per amuwa end sales will absorb the
;-::abire wewil, production.

At nresent the Distillery mases "as much use as possibvle” of the

'-rzf;yay and this is for two reasons - to help to make the railways pay

o

i tpe area north of Inverness, and because it is more convenient

LS
o

- (% ~ugh probably more expensive) to use the railwsy in prefeience %o

522 or road transport,

t

Y. Sy .
el

-(1}.‘ The dlucusslon in this section is the result of informgtion

P obtained from“the Managing Director and one of the other (and state-
. Directors. ments :ede)
\'::il by
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It is fﬁought that it would be cheaper to bring thé grain from
abroa& (U.S.A.,Midd1le Burope or S. Africa) by sea to Invergordon,

. than to continue as at present, to unload at Leith or.Glasgow, incur
ﬁigh storage costs and pay for the freight movement by railway.

The result of the closure of the railway would it seems, not
have caused ths company to cease to expand, nor even to check its
rate of expansion, but it must be admitted that it would have been
caused to wilt a little during a period of adjustment from present
rail usage to use of sea and road. For foreign grain to come to
Invergordon Harbour by sea, and the building of a silo at a cost of
£100,000 there, and investment too in a means of transport from there
' to the Distilleryimould, it is estimated, be a profitable undertaking:
that is, it would be expected to pay for itself in 3 years, because
there wouid no longer be costs incurred at Leith ani Glasgoﬁ; for
handling and storage, nor in railing the grain north froﬁ these ports.

But it does seem likely that higher costs would have been in-
curred by the Distillery on the marketing side, and the profits
of the Company suffer accordinély. Customers of the Distillery in
England, Scotland and Wales at least have been persuaded to use the
railwgy as the means of traé%hipment: and this would be at a special
Preferéntial Tariff gfanted by the Railwgy to the Distillexry and its
customers. This would be the cheapest way of getting the products to
the market, and the economy is added to because the Distillery has
built its own Despatch Centre with its own sidings, right in the
middle of its estates. In the event of the rdailway closing, the
cheapest way of transit would %hen have been by road - with no use

of the railway even after Invemness, because once the big road



" tankers are loaded it is not worth unlosding them and incurring the
expense of hamdling a second time, The cost of transport by road |
would have been more expensive theh it is by rail at the prefer-
ential rate and with the Distillexy's 0wﬂ loading economies.

The Distillery has said that it would not pass on to the
customers any increased costs due to the closing of the railway -~
this is probably necessary because they are competing with dis-
tilleries in the south-of Scotland who are much nearer to virtually
all the inland markets - and so would have borme the increased
costs themselves out of their profits. |

However, this implica.tic'm would  probably have been masked
because the profits of this concern are leaping upwards at such &
rate that the greater costs would only mean a reduction in profit
increase. In the yeé.r ending 31.3.64 profits were (net) £380, 000,
they are expected to be £3million during this year and to exceed
£1 million by 31.3.66. Also it is not the case that the whole of
the costs would have been borme bty the Distillery; because of the
rate of profits tax about half of the costs would have been rep-
resented by a loss of exchequer revenue. The shareholders would
hgve 'paid' some too; though this would only meen the dividend would
have a less steep increase. The Research at the Distillexywuld not
be affected.

The implications of railway closure for the perstnnel at the
" Distillery seem to be slight. Even if the railway had been closed

the despatch centre would still have been built, though in s
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different form to accomnodate road transport vehicles instead of
goods wagons, so it is reasonable to suppose the same number of men
would have been taken on to tmild it.

| Here was a case‘of a firm with a perfectly inelastic demand
for a means of transport for.their product, and as there was
availgble two almost identical means (to the Distillery that is,
in terms of costs) their demand for each ﬁeané was perfectly elastic
since each was a perfect substitute for theother. A better example
of a perfect market would be hard to find - the sellers knew what
prices the other was offering its service at, and the buyer was aware
of all the prices: the service was homocgenous and so it was left to
the buyer to choose freely.

Though once the decision was made to commit the Distillery to
rzil traffic the market is no longer perfect: a specific pattem and
rigidity has been built into the Distillexry outlook towards the rail
service: its demand now for the rail service ig inelastic.

Wor, as ocutput was not going to be affected (and remember all -
the output is sold) is there evidence to assume that any men would
be laid off or fewer extra men talken on each.year as a result of the
railway closure.. The Distillexry has brought 350 jobs to Invergordon
already and it seems very doubtfui that this would have been reduced
at all by reason of the rgilway closing: it may even have increased
because additional men would be required to drive the lorries to the
markets, and the expected increase of 50 extra jobs each yesr for the
next five years seems unlikely to have been proved wrong. The weekly

wage bill is about £5% thousand gross, t the extent of the influence
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of the Distillery is far in excess of this because a local contractor

in Tain who employs nearly 300 men is now fully employed in building
new warehouses and homes, and several shops in the town have had to
take on extra staff since the Distillery began production three years
ago. It seems unlikely that there is any reason for this influence
to have béen reduced by the closure of the railways.

Thus, for the digtillery itself, railway closure would not have

hampered its policy, or its production; its advance seems unlikely to

have been checked, though it must be admitted that considerable incon-
venience would have been incurred during the period of re-adjustment
to road and sea transport. And the loss of a relisble means of trans-
port in winter would be an inconvenience too.

But there is further implication which affects many people. If
the Distillexry were forced to use the roads to market its products-
in the south, it is fair to reckon that about 200 extra lorries a
week (heavy 10-ton lorries) would be required. Even given that the
road between Invergordon and Invemess is good by Highland standards,
it is overloaded by 207-10% alreadﬂﬂhnd is still narrow in spite of
having 2 lanes all the‘way; Even just the additional traffic from
the Distillery would cause severe overloading, increased delays,
danger, deterioration on the road, so that at any time of year there
would be a social cost involved to road users and in summer the
1 ,

prospect is terrifying: and to thispicture must be added all the

additional traffic thrown on to the roads from further north.

O
(1) Cameron-Kilbrandon Report (Bib. 4) and see too page }Gg;
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OVERALL ASSESSMENT OF THE IMPLICATTIONS

FOR MATNLAND ROSS-SHIRE

The implication is for a definite sagging in the number of
emplo&ed persons in the county - due to redundancy at the railwey
and the closing or reduction in size of the fishiﬁg stations. This
will aggravate a position that is not regarded as being satisfaétoxy
anyway. The impac% of this unemployment will not be expected to be
great upon the businesses of the county since the social security
benefits paid to the unemployed are likely to amount to almost as
mich as their wages; but if the unemployed people mové away from
the county the businesses will suffer becaguse of a drop in the pur-
chasing power of the county.

Current industry seems)overall, unlikely to be hard hit - but
two provisos to this have béen showm. The small sector of industry .
made up by the Salmon Fishers looks as if it would be very hard hit
and there can be no doubt that small firms will encounter noticeable
hardship when additional costs incurred in transporting raw materials
from the new railhead at Invemmess eat into their profits.

Advance in the economy hinging as-it does upon current industxy -
growing, and new industry being attracted, reveals an implied dicho-
tony. Current industry and particularly the Distillery at Invergordon,
seems able to cope with railway closure, thouéh advance may not be so-
fast or widespread as it would otherwise have been. However, there can
be no doubt that, in the event of the railway services being withdrawn

from Ross-shire, it would have found it even more difficult to en-
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courage new firms to the county. Advance from this source would

certainly have been bridled, it may even have been stifled.
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IMPLICATIONS FOR THE ISLAND OF LEWIS
(1) '

The population of Lewis is 22,000, equivalent to that of a
medium sized town. That population is scattered fairly evenly over
the island, but theré is one centre of population, Stormoway, of
5,000. Stornoway is the major point of entry and exit to and i‘rc;m
the island, it is from here that the MacBraynes ferry to Kyle and
Mal',l":ig sails daily, and there are daily flights to and from Glasgow
and 4 times weekly flights to and from Invermess from Stornowsy
Airport.

The railway line from Inverness to Kyle can be seen to be a
vital life line for Stornoway and the island when the figures below
are considered. The figures show how much of particular types of
traffic come into Stornoway frod Xyle famdr Mgllaig, I was not able
to obtain figures concerning the traffics brought by air, but it
is negligibte in' comparison with the traffic brought on the ferry.
Skewis' (Bib. 2) research confirms this.

Passenger and Fast Freight Service

To Stornoway

From Kyle ryom Mallaig
Milk 70,000 galls. per week -
Mail 600 bags " " -
Yeast . o 10 ewts. M -
Sundries (coal, perishable. | .
foods, fruit, bread.) " 6-7 tons " " 10 éwts. per week

(1) The information contained in this section was gleaned at an in-
terview with the Area Clerk of the County Council.



1. This is the McBreyne service between Stornoway, Kyle and Mallaig
and should not be confused with the Strome Ferry. semce mentloned
on page 100- which is not a.ble to opera.te in darlcness. '

a——J 70.50. 4y
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Slow Freight Service

From Kyle From Mallaig
Sundries - this includes up | |
to 10 new cars each week - 120 tons per week T7-10 tons per week

The passengpr trafiic betwéen Stornoway and Inverness is heavier
than between Stormoway and Mallaig and Glasgow. The reason for this
is that business connections are in Invemness, the county town for
Lewis is Dingwell, more students'go to Aberdeen University than the
two in Glasgow, and Invemess is the nearest place affording special-
ist services.

The Kyle railway line can be seen therefore to be the essential
link for Lewis. If it had been closed the only alternativé means
of getting the freight traffic to Stornoway would have been by raad
to Kyle and by ferry from there - this would héve been an unrelisble
and slower means éf transport (there is only 1 boat.a day from Kyle
to Stomoway so if the lorry missed it the delay would be of 24 hours)
and could only cause a deteriorgtion in conditions of life and in
the economy on the island of Lewis.

As to passenger usage - if the railway had veen closed the
facilities for intending passengers to the east are reduced to the
four times weekly plane to Invemmess or the night ferry to Kyle and
the bus journey from there to Invemess. The second of these Wsuld
be a long wearisome and somefimes dangerous journey, probably re-
quiring a considerable délaj at Kyle (the ferry arrives aSEZtBO.a.m.) (1 opp.)
before the bus depsrted and is reckoned would take between 1? and 15
hourss (by ferry and train it takes 9% hours in winter and 72 hours

in summer). The plane is not a daily serviceg however, it is more
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reliable than most inland services since Stornoway Airport benefits
.from the gulf stream, and rarely is bothered by snow, ice or fog.
But Inverness,is not so fbrtungté so the point is weakened in this
respect., The service as a supplementary to the rail-ferry service
is most useful: if it were to become one of the two alternatives, as
implied by the proposal to close the Kyle line, it most certainly is
not adequate. Its lack of reliabilitj and the fact that it is not
a daily service make it insdequate.

Clearly, from all the above it is seen that the social and
economic life of the Island would be set back (not just not en-
couraged) if the proposal to close the line to Kyle were to be im-
Plemented. Depopulation which might be slowing a little recently,
as the fisures show,. would be accelerated: local feeling is that
it would happen at 'an alarming rate'. It may not be an alaming
rate to the cutsidef, but it does seém aé if it wouid be steady. It
is seen that the existence of Lewis virtuzslly hinges on thz continued
existence of the Kyle line.

Population of Lewis

1921 .. 28378
1931 ees 25205
1951 ees 25731
1961 eee 21934
Mofe specific implications can be assessed for the activities

carried on, on the Island. Agriculture and fishing were consumption
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industries only,until recently. To-day sbmé éét%le br;e&ing is
carried on, on a small scale. These are sent to Dingwall, via Kyle
where the pier is eéuipped with a special ramp for getting animals
into and out of the hold of a vessel, for fattening and slaughter.
The animals would afrive in better condition if they go by rail.
Second handling must be incurred at Kyle anyhow. If the railway
was withdrawn the price received for the cattle in Dingwall would
be less and the breeders on Lewis would be hit: some might find it
no longer worth their while to continue this exploit and return to
their crofting with no productionn for an outside market. However,
there is g possitle positive implication for agriculture on Lewis.
If the less reliable,'slower road transport has to be used to get
milk, vegetables aﬁd fruit and bread to Lewis, theré becomes a
definite incentive to local men on the iéland to produce these
things for the local maﬁket - if this did happen theigland might in
the future become more of an economic unit than at present when so
much is imported.

The Government has' encouraged the ring net fishing industry on
Lewis with grants and loans and there is a slow tregd being established
for young men to go into the industry. The most profitable parts of |
the island are the northem coé%s; - The prawms and white fish are
sent to mgrkets in the south via Kyle and Mallaig, and to markets in
the east via Kyle. The markets in the east could be lost - the
slower road transport appears likely to be the crucial point since
there is the time already taken to get to Kyle on the ferry. The

possibility of using the plane is not a real choice: the transport
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charges would be crippling and the plane only'goes every other day,

Some of the Southern markets too - e.gz. Perth, are not easily
accessible from Mgllaig (the fish for Perth go from Kyle now v;a
Inverness). Thus railway closure could effectively blight the
bright prospects held for development of the fishing industry on
Lewis.

As to Industry: there are two small fish processing factories
in Stornoway. These would not'probably be adversely affected since
delagy in transit ﬁould only cause inconveniences, not the lowéring
of price or loss of sale. Indeed, if the effect on the export
of raw fish as outlines above came about, it is probable that more
fish would be processed on the island éven if fewer fish were caught
and sold overall,

But Harris Tweed is the main industry on Lewis to-da¥. There
are two tweed Mills in Stornoway gmploying 1,000 people, but the
industry is a cottage industry where the tweed is farmed out to
weavers in their own homes - about 1,500 weavers are to be found.
The injustry is not dependent upon the railway. The bulk of the im-
ported wool comes by boat from Glasgow and the finished tweed goes
back the same way. At present the railwsy is only used if a very
urgent order is required in the North or east of Scotland, and the
air link wouldprobably, though not certainly, be able to fulfil such
an order if the railway were closed. |

'Probably 'because it is fairly reliable, but not'certainly'because

the flights are not 'made daily, and weather hazards can cause can-
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cellation. It seems that the industry would not falter if the
railway were closed - the proposal to close it merely implies the
loss of a service which is found to be useful on rare occasions,
and for which a suitable alternative is probably .available (i).

Recent attempts have been made to foster the begimnings of a
tourist industry on Lewiss but this is only in an embryo étage as
yet,as it was impossible before because of accommodation problems
and the vehicle ferry from Skye to Harris did not begin to operate
until 1964, All that caﬁ be said at this stage is that the loss
of the railway would certainly not help the development of the in-
dustrys (it might deter some tourists from going to Stomoway but
it seems likely that the industry will benefit much more from motor
tourists and improved highland roads than from the rsilway line:
but it is all conjecture at this stage).

Economic Advance on Lewis seems to b-e very slow anyhow. There
is evidence of advance, but it is at a very slow rate, and there is
not any great expectation that couid reasonably be made for any
speeding up of advance in the near future. But if the proposal to
clogse the railwey hsd been implemented it is clear that at least the
very slow rate of advance would have been further restricted, and
probable that it would have ceased and the econorﬁy saggeds local
opinion is that 'economic disaster would be caused'. This view is
an exagg\erated one, for Tweed is the main industry, and nof dependent
on the railway: also the time e..cceevevceccessesccssscesaeses OVER _

(1) This reasonable view is also held by the Provost of Stormoway
who owns one of the mills.




when the Lewis economy will become ’tﬁ\;{vant enough to support
' the
itself is pushed further back. Even with the mturegofAKvle

railway not in jeopardy this time seems e long way off.
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2. IN_SKYE (gkye is part of Invemess-shire)

Some settlements and commnities in Skye might be no worse
off from an economic or social viewpoint if the railway to Kyle
was closed because such closure would have little or no effect on
those places which can mzke easy contact with the recently new
MacBraynes ferry from Mallaig to Armadale on the south coast of
Skye: their accessibility to and from the maiﬁland would ﬁot be
hampered nor would they lose the railway service from Malleig to
the South.

But there would be severe inconvenience:for any traffic
desirous of going east - to their county capital at Inverness
for examﬁle. A bus ride of 80 miles is rarely a cheering prospect:
it will only serve to deter potential travellers who will have had
a long bus ride already (up to 50 miles from the north of Skye)
to Kyleakin, It will have to be a very vital matter for passengers
from Skye to Invemess and the North and to Aberdeen and the North
East promentory to undertake such a journey. This can only be in-
terpreted as significant hardship: and serves to show further the
social value of the railway service and its provision of a safe and
comfortable means of transport.

With regéard to industry on Skye: the two main industries are
catile and sheep rearing and Woollen manufacturing. In the case
of the former, the railway provides a useful means of carriage when
livestock are sold to a market in the south or east: but it must be

adnitted that thig is only a rare occasion, and, though it would tale
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longer to transport tﬂem by road, the loss of the railway in this
respect would only be the loss of a convenient means of transport.
At Portree the Wool Mills use lorry haulage on the mainland anyhow;
theixr producté not being perishable can wait until a full load is
available for transvort to market in the east (1).

However, in smgll industry the loss of the railway would be to
raise a critical state of economic affairs. For the small firm it
is less easy to obtain credit when this is required, and if only
bulk loads of products %gtecdnomical (with no railway service
available) then the outlook may become very bleek. Another example
of gmall concerns which would be put in difficulties if the railway
closed is the men who deal in the white figh market where loads
vary considerably because the daily and weeklf catches vary, but even
if there are severe fluctuations in the catch, what hés been caught
must be sent to market immediately oF it becomes worthless.

It seems that on Skye the big firms have little real need of
the railway - because of tha naturg of the product, theother main
"export" uses the railway largely as a convenience: but the smgll
concerns and one man businesses, becauze of the ngture of their
product, may be severely hit by the closure of the rsilway.

It seems doubtful if the tourist trade of Skye would suffer,
to any appreciable degree, if the railway to Kyle was closed. A
very small percentage of the tourists who go to Skye for a holiday
g0 by railway. But it must be admitted that in the summer the
Observation Car runs from Inverness to Kyle and is always fully
booked - these day visitors might not go to Skye if they had to

(1) T am reliably informed on this point by the Manager of the Mills.
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travel by bus or in g private car on the busy and narrow roads
t when seen in perspective the loss to Skye would be small,
Though here again it is likely it would largely be borme at
Kyleakin, which is only 4 minutes from Kyle on the ferry, so this

place would suffer a loss of income greater than others, it seems.



3. SOCIAL AND ECONOMIC IMPLICATIONS FOR SUTHERLAND (1) .

Sutherland has the lowest demsity of population of any Scottish
County: it has 2028 square miles and a population of 13507, and so
the density is 6.7 per square mile. However, this population is
mich more dense in the south east of the county than anywhere else:
this shows the very sparse nature of the population density away
from the south east comer. There is little industry in the county:
it is mainlyinagriculture and in provision of serv-ices that the people
make g living (shops, hotels, tourists, transport) but there are
firms of some size, at Domoeh",a\k;.&meat firm employs 30 men, and
at Brora the Wool Mill employs 100, although there is nothing in
- Sutherland to compare with the Invergordon Distillery or the Atomic
Station at Dounreay. (

Implications: Against such a background it is clear that the
future of the econonmy of the county was not going to surge ahead in
any dramatic way, but that it would grow, other things being equal, as
the general level of prosperity of the country as a whole grew, and
particularly if the rural depopulation could be checked (Sutherland
already has the smallest annual loss of the crofting counties) and
if the existing firms in the county expanded enough to take up
additional labour from the pool of unemployed.

Thus the county was hopeful about its futuresince plans were

afoot to effect these two aims. But most of this advance implies
(1) . The factual information in this section was provided by

the County Developmént Officer in en interview.
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that there was ﬁo worééning of the economic climate, and it seems
that in Sutherland the removal of the railway wculd be to negative
the efforts that were in4hand1

Consider now the extent of the implications of the proposal to
remove the railway.
1) Trensport The immediate implication for the county in the event
of the withdrawal of the railway service is its entire dependence
upon the road web (it is not a network) in the county. The sea
plays only a tiny rolé and one which is irregular at that, and there
are no airstrips within the county. XNow, fhe present road from
Inverness to Sutherland is inadequate for modern needs: the Cameron
Kllbrandon report (Bib. 4) notes that its 'alignment is only fair'...
it is 20% - 10% overloaded in the south ... is very exposed and liable
to blizzaﬁ, and the short cut in Easter Ross bver Strmie Hill is
sometimes blocked by snow'. To close the railway before rocad im-
provements of substantial nature had been compieted, at least, on
the main roads, would only bring about two unfortunate results.
Firstly, there would be a decrease in the efficiency of the firms
using the road: firms who used the railwsy before would findthe
Toad to be slower, firms who used the road before wouli find the
road slower now because of the additional trafiic using it. The
second effect would be to make the road more dangerous and accident
prone.

The extent of these two implications is seen when it is noted
that over 170,000 tons of freight are carried annually by the railway

and half a million parcels and half g million mailbags, and in August
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all the seats on the trains (926) are fully taken each day. (From

the Cameron-Kilbrandon Report -Bib. 4). Also it will be remembered

that in winter the severest snow and weather causes delays only up
on the railway

to half a dayAﬁCameron Kilbrandon Report, Bib. 4.). The only con-

clusion to be drawn is that the immediate implications of railway

closure in respect of altemative transport will be to give rise to

conditions on the road which may approach a very unsatigactory state.

2) Population  The county, like all the crofting counties (except
Caithness, which is explained by the enormous influx of men to
Dounreay) suffers a net depopulation each year. However, the rate
of 1.29 from 1951-1961 is the least drop of all the crofting counties (1).
The deﬁopulation is an overall figure and in fact in the south east
comner the population has risen by about 3%. It is thought that this
increase is natural and accounts only litfle for the decrease from
the remoter parts. The loss of the railway will certainly not' help
the attempts to halt the depopulation altogether and might conceivably
aggravate it: the county would at best be no more at%ractive to those
who leave it from the remote parts, whilst it would be 1eséattractive
to those in the south east comer. Also it is here where the re-
dundancies will be caused when tiz railway closed, some at least would
move away, and the area become less economically attractive to all those
who lived in it. |

The termination of the railway service would be certain to have

an adverse effect on the potential iimigrant to the county: the effect

(1) From a statement by the Sutherland County Development Cfficer in
connection with the Proposzed Railwsy Closure.
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might be sufficient to dissuade him from leaving his present
circumstances. _ |

3+ The iﬁplications of the Proposal upon Potential Industry in
Sutherland'may be considered under three headingse.

Amongst several potentially exploitable minerals, there are
shalesyin the north west of the county containing Potash between
8.5% snd 11% pure. (compare with British average of 3.7%, and the
world's best deposits are 12 - 158 pure) (1) The firms which are
hoping to quarry the Potash are certain that their cheapest method
of transport would be by rail ~ with Lairg as their railhead. The
Beeching Proposal presents no immediate threat to this plan, but the
reader is reminded of the Note on page102_ showing that the freight
service is imperilled to some extent by the Beeching Proposal.

Negotiations are at present in progress to establish a shellfisl
processing factory, somewhere on the east coast, which would employ
gé.men (2) The threat to the railway seems'ﬁnlikelﬁ to deter the
firm since it has no requirement for a speedy transit of its product:
to a market. The processed goods can be taken to market in

bulk loads in lorries.

(1) From the Interim Development proposals for the County of
Sutherland made by the County Development Officer in December 1963.
(2) From the Statement made by the County Development Officer in

connection with the Proposed Railway Closure.
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The County mekes strenuous efforts to attract manufacturing
industry to the county from the souths As yet no firms have been
induced into Sutherland, and it is valid to argue that the lack of
a railway service would hamper the county as it competes with other
parts where the railway service is not threatened. Thus, at least,
the withdrawal of the railway would cause a leﬁgthening of the time
before firms do come to the county, and at worst would prevent any
from coming at all.

L. The expansion of existing industry

The two biggest firms in the county - the Brora Woolen Mills
which employ 100 men, and a building firm employing 500 men in
Sutherland and Caithness - both stated to the County that their
business would be "harmed" by the loss of the railwsy. Upon
examination it seems that the reason for this verdict is that the
railway provides a useful "fall-back" service for obtaining
materials from the south for the Mills at short notice, and for
ensuring prompt delivery of pre-constructed items from the building
firm. There might then be times when these firms would be
inconvenienced by the loss of the railway, but it seems unlikely
that they would be "harmed" to the extent of holding back from any
future expansion.

The tourist industry is increasing rapidly in Sutherland and
the County Tourist Association believe that at least 10% of the
tourist industry is dependent upon the railway passenger service.
Continued expansion would be checked somewhat by the loss of that

service, although perhaps not all of the 10% traffic would be lost
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if the Proposal was upheld. Some of this traffic would cone
by bus, or hire a car, and still come to the county.

Fishing is developing, and so is the export of shellfish and
meat from the county (1) but these all depend upon the fast,
passenger service to markets in the south. For example there is
a meat exporting firm in Dornoch, employing 30 men and it |
estimates that 90% of its business would be lost if the passengef
service was withdrawn. Another firm sends £1,500 worih of
shellfish to southern markets by the passenger service. Railway
closure wuld adversely affect the livelihood of 120 full or
part time fishermen.

5« Certain Social Implications follow from the Proposal to close
the raiiways.

If the freight service imperilled by the Proposal to withdraw
all passenger services in the County, was in fact terminated then
any of the 124 persons employed by the railway in the county who

chose not to accept a post offerred in the South would be

unemployed. Alternative jobs would not be easy to find immediatel
though some jobs would result from the extra buses which would

be rune.

(1) From the Statement made by the County Development Officer in

connection with the Proposed Railway Closure.
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Further unemployment would accrue to the fishermen, and
those in the meat and shéllfish trade as seen above. _

Apart from the additional burden placed upon the Exchequer
by this upsurge in the numbers of men drawing unemployment benefit,
these matters constitute a severe blow to the employment situation
in the county. The level of unemployment is already high® in
February 1964 (i.e. the month before closure was to have taken
place under the original Proposal) 498 people were unemployed in
the county and this represented 9.7% of the insured population.
Seen in this context the implications of the Proposal upon
unemployment in Sutherland are seen to be. of a serious nature.

Finally, a measure of hardship'will.occurJto,most people in
the county in the following way. Given that the withdrawal of
the railway séffice will,.at least, hinder the advancement of
economic prosperity in Sutherland, then people who could,other
things remaining equal, have expected tobe living a more
comfortable life in, say 2 years time, will now have to wait
longer than 2 years to reach that state. Thus, in conditions of
life that are hard anyway, an additional period of hardship is

caus ed.
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Conclusion on the Implications for Sutherland

From the descriptions of the implications it seems fairly certain
that the removal of the railway service from Sufherland would cause
the economy a setb back,instead of the modest advance it waé hoped.~
would take place.

This ig because the closure would negative the effori to reduce
the number of unemployed in the county and will, at best, nét help
the policy of putting a brake on the rural depopulation, and, at
worst, will definitely aggravate the position. It is not going to
cause the economy to be set back because industrialists intending

" to come to the county would go elsevhere, because there were none of
these anyhow, though it is agreed that what is, presumably, a rather
unatiractive area to indusfrialists will become, in their sight, even
more barren if the railway was withdrawm.

It is particularly noticeable that the éffect of closure upon
*existing firms in the county is likely to be detrimental. This is
significant because it is apparent that the sconony is at the stage
where advance and growth must still come from within the concemns vhich
make up the econony.

It is’perhaps justifiably, easy to allow sentiment to enter
into the case of the implications for the county of Sutherland. It
seems particularly unfortunate that a county which by malking strenuous
efforts of its-om and with no effective outside assistance, was able
to look towards some modest advance, should have these hopes blighted

by the decision of an outside agency.



- 194

TEE IMPLICATIONS FOR CAITHNESS (1)

Caithneés has a pOpula;tion of 27,345 and an area of almost
T00 square miles: thié makes the population per square mile almost
exactly 39. This population is largely centred in Wick and Thurso
and it is a rising population because of the immigration at Dounreay.

The basic industries of the county are ggriculture and fishing
but recently there has been evidence of a small industrial sdvance
which the couﬁty had hoped would continue on a growing scale,
IMPLICATIONS
1.' Meang of Trensports Without the railway link there would be just
the two other means of transport available for pé.ssengers and freight,
the roads or ly air. There is no seabomme service from or to the
County conngcting with the South.,

The roads in the cocunty are poor with the exception of the A.9.
(see Map 4, page 103). However conditions, even on the A. 9, and
especially on the feeder roads are such that the roads are not
religble: the County Surveyor of Caithness reported to me that in
'most years the A.9 is completely blocked for some periods of at
least 1 day during the winter months! ' In 1955 there were 15 full
days of complete blockage, in 1956, 3, in 1957 none, 1958 - 4, 1959 -
6, 1960 - 9, 1961 -63, none, The range shows the lack of reliability

of the road, and this is the trunk rosd. (2)

(1) Factual information in this section was kindly provided by
the County Clerk at an interview.

(2) These figures were given as evidence at the Public Enquiry by
the Assistant County Surveyor.
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Another hazard on the road to be taken into account when

tfavelling from this far north ig that of traffic: whilat ad-

mitting that traffic is not normally overloading this foad, it

is rapidly increasing, and 6ver the last seven years has in-

creased 1507% (1), and if the requirements for and products from

Dounreay Atémic Energy Station and the glass factory at Wick are thrown

on to the roads in the absence of a railway link, the position

would be tat least most serious, at worst chaotic'.when all

factors of distance and conditions are considered. It has been

estimated that, for the roads to be improved t0 a level that

could cope properly with the traffic, an expenditure of over

£4,million is required. (2)

The other alternative -~ to travel by air - can only apply to
those persons and goods that have to go to Inverness or further
south from near Wick - because this is the 6nly airport in the
county. Thus even if the service was considerably extended beyond
the pre§ent one of one plane a day in each direction, it would
only be a possible alternative to some travellers (or goods) and
then the fare, or size of a family, for example, might preclude
its use from some of these. |
(1) This figure is taken from s memorandum prepared by the Councils

of the 3 counties in Dec., 1963 in connection with the Proposed

Railway Closure..

(2) The evidence of the Sutherland County Surveyor at the Public En-
quiry was that he estimated the cost of reconstructing trunk and
classified roads which would be carrying the additional traffic
diverted from the railways, at more than £4.million. The only

scheme approved was the stretch from Lairg to The Mound which
was estimated to cost £600,000 and was due for completion by 1970.
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Also, the Air Service is not reliable eithér, services are
cancelled if the weather is bad, or through other difficulties.
From January 1st 1963, until November 30th 1963, 35 services out
of Wick were cancelled, a‘proportion of 1 in 10. ().

The implication of the proposal to close the railway line to
Caitlmess is therefore seen to be to put all traffic onto either
the roads or the air services. These are not properly equipped, mr
able to meet the requirements in an adequate manner, either on their
own or together. |
2. Employment

74 men aré at present employed on the railway in Caithness
county. For those who choose to reject the a.lteina.tive posts
offered to them in the south t—ﬁere seems little chance that
another job would easily Se found in the county. Some ¢ould no
doubt be taken on by Highland Omibuses to drive the extra buses
(assuming that the man can drive a bus), but it seems that the
result would be to further aggravate the unemployment rate in tI;e
County which is already twice the Scottish-average.

The loss of the earnings of the railwaymen would pres;etlt a
blow of no small proportion to the economies of Thurso and Wicks-
the economies could only sag, even when allowance is made for the
propping effect of unemployment benefits. The effect on the
economies of the towns would not compare with the effect expected

in Kyle - however, the climate would be bleaker.

(1). From a letter from the Council to the Minister of Transport

written in Jannary 1964 in connection with the proposed rail
: closure.



2. This is developed and proved in terms of known theoxy and a.ctua.l
occurrence on page =2)9%
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Unemployment might be indirectly brought upon certain fishermen,

this is included in a later section.

3. Development and Advance (1).

| The future for the county seemed to be bright before the proposal
was made. There was eviience in Caithness which was not to be found
in Ross or Sutherland, of firms which had been induced to the count&.
These were only two in number and only small concerns. In 1961 a
Plastics Factory was set up in Halkirk and in 1959 a Knifwear Factory
was established in Wick. These now employ over 40 and 32 people res-
nectively. Both are growiﬁg slowly ana providing a useful source of
employment for the County. The Glass Factory at Wick was a private .
venture, aﬁd fhere is another successful example of this in Halkirk
where a woman now employs over 150 knitters in their own homes in
.Caithness and the Islands. It seemed that the economy was beginning
to 1ift itself: evidence was slim, but it all pointed this way.

I
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the Railway had been closed it seems fair o say that
further advance may have been damaged in that further néw_firms would

C AF . c s .
be more loth %o com%, and also that the future for the existing fimms

may, but again may not, have been made more difficult.

In the second instance, it seems that railwey closure would NOT
have restricted further expansion at Dounreay, whilethe small plastics
and knitwear firms would probably onlj have suffered inconvenience to
their marketing arrangements by the busier roads. The nature of the
products suggests either that they use road transport or mail their
orders out.

(l). This is an appfaisal of points raised in an interview with the

County Clerk. No development programme has been published by
Caithness County Council.
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But as to atftracting new firms: it seems ceffain that the chances
of ‘doing this would be biighted and the evidence was that whilst the
future of the railway line was in doxbt there was a complete loss of
interest shown by the two firms which were then considering setting
ub in Caithness. (1).

This case may be developed and proved in terms of thedny.
Caithness is the most remote county and may therefore be expected
to be the most sensitive to any change in conditions which may
attract or repel possible new firms: also as there is evidence of
the county already attracting sOme-fiims, there must be some
attraction in it. For these two reasons this analysis is best
considered here.

Three cases may be postulafd: Caithness with a rail link to

the South, a competing locality (say Aberdeen) and Caitlness without

a rail link, 1l . 2 3
Caithness . Aberdeen Caithness
with rgil link without rall link
Fixed costs ' may be considered as being the same
Variable costs N. - N.+1 N, +3
Average Costs N + Fixed costs (N.*l) +F (N.+3)+F
Q , Q Q

Marginal costs N4 F : (N.72) + F (Ne+3)TF_

' Ql - Q Ql - Q Ql - Q

Demand may be corisidered as being the same

Liarginal ReVenue " n 1] " 11 11 1

(1) The Provost of Wick reports that the firms abandoned negotiations.
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It is knom fhat‘where MR - MC is the best profit point 7ZkQ\
" and it is apparent from the graph of Diagram 7 that the biggest
profit would be made in case 1. Other‘things being equal a firm
would go to Caithness. But if there vas no case 1 the firm would
go t0. case 2 where profit-is higher than in case 3.

There is also further projected advance in the county: itis

hoped that a new light industry, and an electronics firm may be
attracted and also a firm to develop the use of pegt. These would

almost surely, at least delay their coming and at worst fefuse.to

[

come if there was no railway link with the south.

It is hoped to develop fishing in the County: in spite of a
decline in herring, there has been a tuming to white-fishing from
Wick, Scfabster and lybster in particular: if the fast link to
southem markets was éxed, any develoﬁment here becomes impossible
- this far north reliability counts greatly with the perishable
nature of the produce - indeed it is probable that the men con-
cemed would be unable to gain a living and so what may become an
advance would, in the event of the railway closing, become a set-
back, to the economy.

And it is also hoped that fish farming, in the lochs, for Trout
andi Salmon may hold a further key for advaice in the county: but
again these fish must be got to the southern marketé within 24 hours
if the best price is to Be gaineé so if theré is to be any advance
in this form of industry the railway link must be available. The
proposal to close the failways implied that the possibility must be
rejected until the roads weré such that delivery at the market,within

the time limit, was possible.
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Caithness is a cattle rearing county: cattle are bred here
and then sent south for fattening énd slaughter. The fact is =™’
certain that the cattle arrive in better conditioﬁ if they are taken
by rail thm by road, even though double handling is incurred at
the railhead., The loss of the railway would therefore cause the
marginal breeders at least to perhaps lose their narket and perhaps
their 1i€aihodd, and the best breeders would suffer lower profits
because they would only get a lower price for thelr beasts.

The tourist industry is a growing one in Caithness. It is
estimated by the Sco%tish Tourist Board that agbout 10% of the visitors
go there by rail., It seems fair to suggest that if tﬁe ralway
service vgs withdrawn most of these peéplé would not go, as
against some in Sutherland and Ross; because of the dirtance north
of Inverness they would have to travel by bus. Calthness would
suffer more than Ross or ﬁutherland in this matter because of the
distance factor. The loss the county would incur woull be a
noticeable one. Purther - the implication ié that there would

never be any holiday specials and extraSto the Far North. It is
hoped that thié will be implemented soon - without the railway it
is obviously impossible.

The problem of Rursl Depopulqtion has been masked in Caithnéss
by tﬁe population growth caused by the influx of people to Dounreay.
But it is doubtless that it continues here as rmuch as in the other
counties. So here again it is valid to argue that, in those cases

wnere the absence of the railway would meke life bleaker then there



is more likelihood of the people leaving. Rgilway closure at least
will not help the policy of sttempting to halt this emigration and
it is very likely that it will only aggravate the matter.

4. Hardship: Road Users.

It is clear that hardship would accrue to all those people
who are forced by the closure of the railway to use the roads as
their megns of transport. It is submitted that, this far north,
the lack of reliability of the bus servicg and the condition of
the road would cause 'hardship' because of the doubt put into peoples'’
minds as to the wisdom and possibility of the journey. TFurther
those who choose to txravel 'in a private vehicle are being forced,
in the absence of the railway, to travel on a poor road which
autonatically becomnes more dangerous when extra traffic uses it.
This can only be construed as additional hardship. Again, for
those who have no access to a private vehicle the conditions which
they must endure.in a bus will represent considersble hardship.
Unless considerable expenditure was outlayed upon bus passengers
anenities in the form of proper shelter for walting passen:ers,
baggage facilities, buses with toilet facilities, the hardship
would be esnorrmous. As it iz, even if these factors were provided
to make the alternative service somewhat more adequéte than it is
now, muich Inconvenience and discomfort will be suffered.

The bus takes from 7 to 8 hours from Wick to Inverness, more
from Thurso, or north of Wick, and there isno ﬁrovision for refresh-
ments likely to be made. It seems certain that passengers will suffer
hardship, and also that maﬁy who would like to travel but who could

not face the long exhausting bus ride will be prevented from



travelling. This will mean a worsening of their conditions of
life and therefore represents hardship._.

Mention has not yet been made, under the implications for Ross
or Sutherland of the effect that railwey closure would have upon
hospital patients who have to travel to Invemess to the hospital
there. The point holds good for the cases in the other two
counties but holds most firmly in Caithness because this is the
furthest county from Inverness. The evidence of a qualified nurse and
Midwife was sought and she reporté 'the train is by far the best
method for conveying patients, particularly pregnant women and those
who are seriously ill". The train is steadier and warmer than a
road ambulance and the facilities aré better (simple e.g. a case re-
quiring exercise can get up and walk the corridor when he wants to)
and travel sickness is a problem in the road ambulance but very
rarely on the train., Road Ambulances have been straﬁded or overturned
in bad conditions, or had to turn back. It is obvious that the loss
of the railway seivice would cause vexry much hardship to those
patients who must travel to Inverness, even if they could gll be taken
in the Road Ambulsnce. The uncertainty of the bus is another factor
for those who must make their owmn way.

Again, there is the potential danger of essential drugs, equip-
ment or blood being needed in Caithness, and the planes being grounded
and roads not being ablé to provide the means of getting them there
from Inverness in time to prevent much suffering and perhaps death. (1).

(1) Evidence of this was given by the Chesirman of the Northern Region
Hospital Board at the Public Enquiry.
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This potential danger must be taken to represent hardship, too.

Small Businesses

This is another point which has not been developed before, bhe-
cause the distance factor causes it to apply more in the county of
Cajithness. In Wick and Thﬁrso there is only one shop that is a
chain_store - Woolworths;la small one, in each town. The rest of
the businesses are small, private ones, an they nearl* all rely on
the railway serxrvice for incoming goods and the railway service is
of supreme importance to the efficiant running of these businesses.
Two cases will illustrate the implications of the proposal to close
the railwsy service.

An engineering'firm in viick, at present expanding fast
(employs 20 men now) undertakes emergency repairs for fishing
vessels, coastal steamers and road vehicles. This service 1s fre-
quently dependent upon spare parts being obtainable from places
perhaps as far away as the Midlands of Ensland. It is obvious that
if the means of obtaining the parts quickly.is lost, the business is"
in jgopardy.

A draper in Wick brings in 96 of the goods he sells by rail and
5.5 come on the passenger sefvice.: Without this sexrvice he would be
dependent upon the road haulage systemlwhich at present lacks co-
ordination so that delivery dates are uncertain and ludicrously long
(21 days from North of England or S. Scotland). The draper admits that
firms, or groups, may deliver goods themselves in the event of the
railway closing but of course they may not be so willing to deliver

to Wick as to Inverness; anyhow even if they did it would still only be
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a second best to the rail service which provides the goods promptly
and in good order. It seems that the business would lose in 4 ways
if the railway were closed. Firstly, the business depends on giving a
first class personal service and the loss of the railway would hamper
the giving of this service, and trade may be lost as a result.
Secondly, as goods would be later in arriving the tummover in stock
is slowed. Thirdly, a higher stock would have to be kept, and so
more of his capital is tied up in stock. Fourthly, the business
would suffer a loss of custom, at least from those of the railway
employees who are no longer in a job, and probably too from the town
in genergl, through.the drop in purchasing power.

The draper estimates that he would lose from one-eighth to one-
tenth of his profits in this way. This coull not be offset altogether
nor even probably very much at all, by an increase in pricé. With a
loss of income the demand curve of the town in general would shift to
the left and less would bé 'demanded' at the same price, and still
less at a2 higher price.

It seems then that the implication for the many smgll businesses
in the area of the proposal to close the railway, is a cooler economic
climate:in the longer run the effect might be one of causing com-
binations of dealers and businesses to'emerge to lessen the com-
petition, though in most of the private concerns to aim for and
obtain g monopoly power would not be of much value because the nature
of the products does not lend itself to this policy; it could .-}
}oqqpriaﬁ$ woxk profitably awongst the bekers and butchers for exarple,

but not amongst the businesses providing the more 'luxurious' goods -
like smart shoes or watches. The customers would still buy - but would



205
%4

probably buy inferior goods at the same old price; in this respect
the monopoly might be profitable but it would be more likely to

succeed amongst the former example,

IMPLICATIONS FOR CAITHNESS GLASS FACTORY AT WICK

(1).

The factory was spoﬁéored and financed privately and has beeg'
operating for nearly 5 years. In coﬁparison to ﬁodern firms it is
a small concern but i% has a valuable role to-play in the 10051
economy at Wick and in the Eighland econony at large. It employs
75 persons now; this is double the figure of 18 months ago and the
number on the pay roll has-iﬁcreaéed‘each fear.since the %irm started.
.Most of the émployees are local people, bﬁt some of the exéc&tive
staff, craitsmen and salesmen outside Wick are imported peréonnel.

At present the firm brings in ebout a helf of its raw.materials
by the railway: this is mainly the chemicals from the Cheshife and
Runcorn areas, but it ig i;pracficable to bring its sand by rail,
it comes from Locﬁaline on Mull and is'brought by road.

The firm congiders that ii the railway were élosed they would
incuf more expense if the chemicals had to come by road anyway, but
also and more especially it seems likely that greater expense to this
firm would come about because of the inconvenience. This is two-fold.
Firstly, for an economic quantity to be brought by road a full 14-ton
ior:y lod&d would be needed. This would cgeate storage difficulties
and extra groundiuwould have to be purchased for this., Also it vwould
mean that more of the firms capital was tied up in raw materials and
would not be gvailable for other use, especially inveétment in new

(1) The informetion on which the discussion in this section is taken
was gleaned in an interview with the Manager.



(1)

It is necessary here to indicate that the Beeching Proposal
hereunder discussion, only aimed to remove passegger serv1ces.

But the reader's attention is referred back to the Note on paggki
) N ?W'Ll):
When a passenger service is closed there 1s always the, ibi-lit

that the freight service will follow. The freight service is

. :,.».“,

1mper111ed to some extent by the Beeching proposal. ' ¥
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capital which would be more efficient (the firm has reached its
maximum size in that its area prevents any more plant being brought
in unless other is scrapped). Secondly, inconvenience brought sbout
by the delay in materials would be a source of greater expense to
the firm. (1)

The factory sends all its products to the destinations by rail -
unleéé there is a crucial deadline to meet at the Glasgow Docks, when
e lorry is hired but this is very exceptional. Railway closure
therefore implies much inconvenience in the form of re-organising
their distribution methods. Also it implies a ﬁeavy loss to the firm.
A;-present the firm's bill to the railways for dis;ribution of
finished products is £3,000 per year. With no railway service the
firm would require at least 2 new lorries (it takes 2% - 3 days to get
to Glasgow and back) but the capital outlaid there would not be likely
to bg offset for a long while bj profits, since while these have been
growing . oo
/Quickly,a levelling off is expected to some degree (i.e. some amount
of flattening) since expansion to the firm is now ceased. Again to
employ just 2 men to drive the lorries would be likely to cost the
firm about £1,000 per year per man (this high becsuse of overtimek)
and with running expenses and maintenance the original figure of
£3,000 incurred to the railways would be well exceeded. The firm
delivers free on orders of over £25. (this is aboqt 90% of orders ),
and so either a change in policy would be needed here (which would be
an impetus to inflation in the.whole country) or higher costs will be
borne by the firme A further obvious implication to the firm is that

any future
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economy by the negotiation of a preferential tariff with the railwsy
becomes impossible.

The loss of the reilway would be likely to make it more
diffiéult for thg firm to attract future staff from outside for
executive and craft posts. However, whilst this is true (and it is
also true that the loss of the railway might cause existing sta.ff‘
from outside to leave the firm) it could also be an impetus to the
firm to begin management training schemes for local labour. If this
v;ere done and it provéd successful then the local economy would become
more bouyapt and self reliant than at present.

The implication;iﬂ of the railway closure upon the expansion of the
firm is difficult to assess. If executive staff and craftsmen did leave
then expansion could be held back since expansion is not sought now in
" terms of increased plant and floorspa.lce. Secondly, if profits were
retarded considerably bty the switch to all-road transport, there are
two possible effects - a price increase which would be inflétiomxy,
a.nd/or/ greater efforts towards efficiency in terms of use of by-
products, reductions of waste, higher quality goods. Again, if
railway closure came about it is clear that some measure of un-
employment would be brought to W::i.ckz if this was sufficient there
would be a definite incentive created for the employees at Caithness
Glass to work hard and well to ensure that they kept their jobs and were
not removed to make way for some one else. Thus here, there is a pos-

sible implication of a trend towards a greater efficiency per worker.
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Implications for the U.K. Atomic Bnergy

(1) ' Mathority Establishment at Dounreay

The Establishment is a research establishment and as such its
produéts are the ideas and developments of techniques. Thus the
implications of the proposal to close the line to Thurso are of a
different complexion here to anywhere else in thearea.

The loss of the railway would certainly have caused initial
difficulties in the sipply of materials to the Establishment.

About 2,000 consignmenté of material for Dounreay are made annually
and at present a.bou1z one third of these come by rail, but in
overall weight these. represent about § of the total. The materials
come from the South of Scotland or thé industrial areas of northem
England. However, it is not certain that the consignments previously
transported by rail would have to go by roa;d - it would be possible
to 'b?.'ing ceﬁain of them by sea to Scrabster. At first sight this
nay appear to be more expensive, since it would require an extra

2 operations of handling, at the Southern port and at Scrabster, but
with loads b;aing of such magnitude it is surely likely that a liner
éervice of loéds would be developed which might not cosy more than
the present rail tariff. Aiso, stockholdings of some items would
have to be increased in order to ensure their availability. This
would necessitate capital expenditure.

The adjustment to the new conditions would,then cause the es-
tablishment some expense ~ even 'scores of théusands of pounds',

tut this must be seen against the investment programme of the in-
dustxry as a whole and which runs into undreds of millions of

(1) The facts used in this discussion have been supplied by the

Head of the Adminigtration Division at Dounreay, and the loca i’wn
12 chovin g Map it (page 1)
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pounds.,

However, the effect on Dounreay would extend bgycmd this
sdjustment. About 1200:joumeys are made smually on the official
business of the Authoritys about 2 of these are made by air any-
how. It cannot be argned then that the loss of the railwsy would
slow tﬁe business of the Authority since all joummeys where speed
is vital are made by air, but it can be submitted that on the
times when such journeys are impossible becaunse the planes at
Wick are grounded by weather conditions that the loss .of a
reliable second best method of transport would be noticeable.

But overall, the matter is not judged to be a serious matter:

and B.E.A. might have improved the;‘.r service if the railway had
cloged and this would have lessened the pro'ﬁlems of getting a
seat on the plane for ofﬁcials on-urgent business when the planes
are full in summer.

The most serious threat to Dounreay from the proposals
seems in fact to be that the lack of a ra.ilway would make the area
less attractive to personnel. Whilst nobody would probably have
left the establishment solely for the reason that the railway had
closed there was clear evidence during the period when thefuture
of the railway was Wnder discussion that the number of people
answering advertisements for posts and the number of speculative
approaches for posts both dropped. There may then, have been an
unknown loss of potential staff who chose not to come north., Against
this it would have been possible for the A¥omic Energy Authority

to have introduced compulsoxy tours of sexrvice for its officers

to include a period at Dounresy, and the Dpunreay allowances could



%;i
have been increased, and again the effect may be ea.sily over-
estimated since it is an investmet for a msn to have worked for a
period of years on this Reactor - it is a definitg qualifidation
which he can offer to a prospective future employer. Thus the
effect on the quality of labour available to this establishment
can be exg?gerat’ed: it would probably be less than at first msy be
thought.

There is‘ oﬁg further point to be made: a commercial pro-
totype of the reactor at Dounreay is to be esfabli'shed somewhere
in Britein. The loss of the railwsy could have been sufficient
reason, even if only because it would add to the cost, for the
decision bein_g made against having it at Dounreay. But all that
can be said with any certainty on this point, since it is not known
where the reactor will be sited, is that the loss of the railway

would not have improved the chances of it being sited at Dounresy.
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Conclusiong._ on the Implications for Cgithness

Ceithness county seems likely to be the best equipped county

to withstand the detrimental effects of rsilway closure. This
statement is partly based on reasoned argument but aiso partly
on impression.

It mst be of s&me significance that Caithness has suc-
ceedeé. in attracting new firms whereas neither Ross-;hire nor
Sutherland has managed to do this in spite of being further south
end less remote than Caitlmess. In this respect it is felt that
the value of the siting of the experimental reactor in the county
was enormous in that it drew attention to Caithness and also the
role of the Wick Airport is significant in attracting industrialists.
Then again, the economy of Caithness is bolstered to a most useful
- degree by the Dounreay personnel, against railway closure.

Having argued this itmust however, be admitted that the
closure of the railway would be a blow tq the economy: whether
the extent would be ,sgch as to put the economy back is a moot
point, but it seems that it would not harm Caithness as mu.ph as
Ross and Sutherland.

However, whilst the economy may not have suffered so much as
a result of the closure as those further soﬁth, this argumeﬁt does
not hold good for socisl ha.rdship. There can be no doubt that this
will be stronger in Caithness, a.mangét those who wish to travel, than
in the southern counties, and that where the travellers are not

normally healthy people, the differential will be even greater.
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Social ha.rdsﬁ%}\dalso be experienced by small businessmen in
Caithness as I have shomn. To all these cases the availability
of the air service from Wick will only mitigate the position to
a varying small degree, because of the cost of air travel, its
lack of dependability snd indeed, its inappropriateness o some.
Thus there is an apparent anomaly in the implications for
Caithness - its econonqy looks likely to be less hard hit than
those of Ross and Sutherland, and yet for some sections of the
public who make up that economy the implications seem to be those

of hardship in greater measure.
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THE IMPLICATIONS OF THE PROPOSALS FOR THE CROFTING POPULATION

The number of registered'-crofters' holdings in .the counties
north of Inverness is 5455, made up as ‘followss~ Q) .
13,14 in East Ross (not Easter Ross)
1153 in West Ross
1253 in Cromarty
948 in Sutherland
687 in Caitlmess

2425

To this figure mast be added 500-600 to account for crofters
in North West Ross who are not included in the register, and there
are probably about as many again in the islands of Skye and Harris
(which are in Invemess-shire) and Lewis. So theré a.re‘thought to
be about six and a half thousand crofters and their families in the
aree which is served by the railway lines under consideration.

This crofting population is not evenly spread over the area -
it is more dense in the east than in the west because the terrain
is more sympathetic, and the ground more fertile.

The problem is whether the railway is significant to the crofter
and so whether they would be sensitive to its loss if closure had
been brought about.

It seems that the answer to both these questions is negative.
The evidence is that the individual crofters only use the railway

ire:sr infrequently for travel themselves, and neither do they use i’c/

except in isolated cases, to transport their sheep to the Lairg Sheep

Sales each August, preferring to send their livestock by road -
O—”\J FAC}'M\ W "uaw ocv\"'okuu{ v this <echion w o Ppo\,lcu
by He Gl m\xfw-« Taveones



(1). There is no suggestion that these families represent a
statistical sample and no statistical significance is attached
to their views, but this was the informgtion elicited at inter-
views and is reported as such. .
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this is quite understandable since single loadmé only is ‘then
required, and sidings facilities are not now availsble at every
station, Thus :i.f seems that to the crofters, closufe would mean
little. OF the 6 crofting families I spoke to only 1 used the
railway -1 .a:;gp;:k)xat was in order to reach the Crofters Commission
Meeting because he was an area Assessor.

Now whilst it is true that no case of hardship could be es-
tablished for the crofters, loss.of a means of transport for
himself or for his livestock, it is not true that the railway con-
tributes nothing toshim, In fact it appears to provide something
of some value even if it is intangible.

Strong efforts are being made to halt the depopulation of the
Highlands caused by a southward drift of the population. The ex-
tent of this dxift is considerable: between 1951 and 1961 5% of
the population of the Crofting Counties, and 10% of the population
of the Islands left Scotland - this does not suégest that all these
were croftérs, but undeubtedly a significant proportion were crofting
families.

The cantribution the railway makes to the crofter is difficult °
to assess - but its absence would be noticeable.

It is a link with the south for him, its reliability counts for
mach in this respect, and makes the remoteness of his life less of a~
factor for concerm. The kernel seems to be that though he has no wish
" %o use it, it counts for something in his mind that if he did wish to

use it he could., His lot would be made harder if this position were

withdrawn.

-
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None of the crofters I spoke to said they would leave if
the railway service was withdrawn. But it seems clear that, at
best, withdrawal would not help the efforts being made to halt the
Highland depopulation and is likely to aggravate the problem.
Perhaps this might not be felt for a generation or more, but the

point is valid.

NOTE The Crofters' Commission was represented at the Public En-
quiry but there is no report of any evidence being given or ob-

jection being lodged by them.



THE COMMERCTAL SAIMON FISHING INDUSTRY (1).

This is & small industry and could really anly be described
as being of minor importance to the economy, but in the Highlands
its significa.nce is realised, because so far, economic dévelopment
in that area has only been in smail matters except at Douxx:reay and
Invergordon. .

Thigindustry depends upon the Railway for its life: closure
would soon cause it to become extinct.

The annual value of salmon caught -in stake nets in the sea at
the 35 fishing stations between Inverness and Bettyhill is con-
servatively estimated at £250,000, Almost all of this is sent by
passenger train to Billingsgate: the railway earns £7;000 by this °
carriage in a year, and it is paid by the consignees ir;.i,ondcn and
deducted from the consignors receipts.

In Easter Ross for example, there are 1l stations and 82 tons
of salmon were sold in 1962 - this was called a poor year. The fish
are collected from the nets twice a day (sometimes 3 times) and loaded
at Fearn in the morning, and at mid-.day (if 3 collections are made from
the nets then also in the erening). In order to command the full price
in Billingsgate the salmon must be there and sold within a meximum of
24 hours in summer,

Now if the railwey was closed the nearest railhead would be at
Invemess. The managers of the fishing sta.tioﬁ would have to hire a
lorzry to get the day's catch to Inverness (40-50 miles south fiom these

stations). However, unless there was a full load for the lorzy this
would not be an economic proposition, and it is doubtful if a full

(1) The factual material in this section was obtained from a broadsheet
from the Ross & Cromarty County Council.
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load could be found at the start and end of the season. This implies
that the procedure of the fishing would have to be modified - until
the run of fish was assured only a sample net would ‘lbe used, taking
only a single boat to work it. At present the season lasts from
February to Augusts the effect would be to shorten it to mid March/
early April to July. The effect of this would be to cause some men to
be unemployed.

For most of the fishermen their livelihood is precarious enocugh
for them to have t0::0btain Iother work in winter enyhow. It seems
likely that, besides causing unemployment in the little séttlements,
a shortening of the season would cause some of the fishermemn to
abandon their fishing and leave the district. If the balance between
income and expenditure in their lives is sufficiently narrow thgn to
shorten the season will mgke it impossible for them to earn sufficient
cash and they will be forced by economic circumstances to leave.

Also, it is fair to arguenthat the ecomomies of the small
settlements are not' sufficiently bouyant to withstand a fall in the
purchasing power: the incomes of other members of the commmities
will fall too, and it is likely that in the- absence of other factors,
the whole commnity would eventually have to abanddn its activities
and move away. '

When the matter is reldted to terms of economic theoxry it is
seen that this is a case of an upward and rising demand curve for a
means of transport to take the salmon to Billingsgate; a curve

showing not an inverse relation between pﬁce and quantity, but a

direct relationship.
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It may be shown in 2 ways. Where price also reflects the
quality (i.e. the speed) of the service then the fishermen demand
a higher quantity at a higher price and quality than they do when
the price and quality is low.

Where the quantity é.emanded reflects the quality of the service
then the fishermen are prepared to pay a higher price for that
'amount' of service than. they are where the 'amount', that is, the
quality, of the service is low. "

It must, however, be noted, that the top of the éurve becomes
not upward sloping, but perfectly inelagstic., Clearly. a point will
be reached where the service is fast enough and any improvement in
it will not matter to the fishermen and they will not be prepared
to pay a higher price for the faster service. The marg:.nal in-
crease in the relative quality of the service to the fishermen
being nil, the marginal price they will be prepared to pay will
be nil.

I was able to obtain details of one salmon fishing station:

these details are now given and concern the Salmon Fishing Station

at Bonar Bridge: This station sends approximately 12 tons of
fresh salmon to Billingsgate betv:ree'n mid-Ap;ril and mid-August.

The station employs 13 men and the fish are despatched aai]y by
rail at a cost of 18/8 per hundredweight from both Bonar Bridge or
Inverness or about £240 per year. The local haulage contra.-ctor's
rate to take the fish to Inverness daily is £8. a day regardless

of whether a hundredweight or a ton is sent. Under that method
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of transport the station would have to face an additional trans-
port bill of £800 - £820 per year which would be virtually certain
to mean the closure of the fishing station and the removal of this

source of employment for the 13 men concerned.



CHAPTER 13.

The Economic and Social Implications.
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ECONOMIC IMPLICATICNS
1, In the considera.tions of the Specific Implications of the
propoéal to close the railway for each éf the counties and areas,
I have shown that there is a danger that there will be a dampening
effect upon existing industry. I pmposé now to develop this more
fully, with the =aid of a survey made by the Scottish Development
Department to which access was permitted. This survey obtained
Teplies from 31 moderate sized firms ('betweén 20-100 employees)
in Caitlness, Bast Sutherland and Easter Ross.

The withdrawals of the parcels service provided on the pas-
senger trz;.ins was reckoned by 15 firmms to mean a severe loss to
their efficiency: and 'almost all' the firms claimed to depend
upon this service for obtaining ui‘gent orders from the south, or
for getting perishables to markets in the south. The firms spoke
highly of the speed and reliabﬂity of the service, and coz;ctf.rred
that road or air transport was not able to provide the xiecessa.zy
combination of speed and reliability which was required. In this
respect then the replies in the survey bear out the implication.
Businesses themselves would suffer by the loss of the parcels
service: and those which provide a service to the public would
be forced to give a service of lower quality.

Twenty-five out of the thirty-one firms made some use of the
freight train service: over half used the service 'appreciably' -

that is for between 156 and 60f of their traffic in and out, and



9?.52
nine used the service primarily (over 60#) or entirely. These in-
cluded the Distillery at Invergordor(x}) the Glass Factory at Wick,
and the Atomic Research Establishment at Dounfe%? all of which 1
 have previously discussed. Again, the users of the service made
note of the speed and reliability of the service, gnd pointed
out in addition that the goods arrived at the destination in
better condition, some firms had hed unfortunate expemiences at
the hands of the road hauliers - damaged goods, or goods lost
in transit were mentioned. Thus the loss of this service/would
be a cause of difficulty to the firmss the extent of the difficulty
of course will depend partly on the amount of use made of the
service by the firm, and partly on how it can adjust to using
~ the roads, and/or the sea, and partly on how well it can afford
the expenditure required in this adjustment.

Twenty fi:nﬁs used the passenger service, and eight 'relied’
upon it. | R -

Another eight used the passenger service equally with other
mesns of transport - presumably private cars orxr .air services and
not the buses. And these firms plus another seven used the rail-
way service extensively in winter when road conditions are poor
and the Wick-Inverness air service is likely to be postponed,
Clearly here the reliability of the railway service plasys a very

valuable pé.rt in the busines that is conducted by these firmss

(1) These two firms have more than 20 - 100 employees. The
figure is probably well in excess of 1,000 in each case.

(2) See Vit on paﬁé 102
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the loss of this facility would cause inconvenience, and delay to
the -carrying out of the business and the contention by the Railways
that the altemative facilities offered are adequate is seen to be
baseless.

The joux:;eys involved are almost without exception to Inver-
ness or further south: thus the inconvenience and delay will be a
function of the distance o0f the firm from Inverness - the new
ra.ilhea.d_lto which all these travgllers wouid have to go.

As to the Tourist industry, six hotels were questioned. They
reported that they relied only a little. on the railway service for
their business - my independent questions in the Spa of Strathpeffer (;aygu KZ-/@
agree with this oo - “though one hotel reckoned that a thind of its
tourists came by rail. This bears out that probably closure would
not encourage the’ ind.ustzy in the Highlands, but that as the roads
are slowly 5ettered and the present trend increases all that this
will mean is that the growth is not quite so fast as it might
otherwise have been. However, it is wrong to leave the quéstion
of tourists here - .beca.use the hotels do not take gll the tourists
by any means. Culrain is the best example here. This is the station
used by Youth Héstellers for Carbisdale Hostel. In the season a

b3te Sutherland Tourist Association.
figure of 20 visitors'is reckomed)to be a fair average leaving the
Saturday evening tram from Inverness at Culrain (60 miles north of
. Inverness) fovr thethostel. These 3‘1’52@%@;2& ‘gg gorg%rargéj\%%ewgnﬁ %%gn
last five miles, or to hitch a life from Invérness, but it is fair to

8ay that some certainly would not and will prefer to spend their
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" holidsy elsewhere; even if that only means in the hostels in Inver-
ness-shire, which has a rail-service, no inconvenience, and is
probably nearer to the visitors' homes anyway. Thus there may be a
larger loss to the growing tourist industry than is at first envisaged.

The firms all considered that their costs would rise, if the
ra.ilwéy services were withdrawn; this is for the reasons just
mentioned. This answer in turn means that the cost of production
in the area is pushed up,the average cost and marginal cost curves
are pulled higher up the graph, and from this it is likely that some
firms will have to increase prices to stay in business, whicﬁ would
be a tendency towanis inflation, and the price increase may cause total
revenue to drop (depending on the degree of elasticity of demand
for the product) and some ®irms mgy be put out of business in this
way - as well as those which folded up with the general incresse in
production costs without attempting or being able to increase income.

As to the major ma.tte::j in pointhere: the ‘survey bears out as fact
the suggestion that it is likely that a dampening effect would accrue
to existing firms if the ré,ilway was cloéed.

Under the new situation existing aftexr closure it is possible
to theorise two possible situations. The first concerns the firm
which is glready maximising its profit by operating at maximum
efficiency. This firm will experience the oriset of Diminighing
Retums at an earlier point in production than fomerly/ when a
transport variation of the nature here under consideration is

imposed upon it.
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All other things ,being equal the optimum point of production is
at a lower output. A case of this would operate in the Highland
Poultry Products firm which is operating at great efficiency al-
ready. Diagram 8a illustrates. |

A more refi-néd effect will occur to the firmm which can still
mgke economies. If an édditional cost is imposed upon it the fimm
may be able to see its way clead to making economies to offset this
extra cost, .

Diagram 8b(1l) shows the immediate effect: over a period the
firm will effect economies and thus pull the cost curves back to
(or af least towards) the original position and Diagram 8b (11)
shows this. | ‘

These curves can be represented another way: Wyt the graphical

use of total curves. Diagram 9 shows.

In the second place it seems fair to suggest that the closure
of the railways north of Invémess would cause a fall in the value
of property in that area. The reason for this is that, just as the
economic climate becomes bleaker so the social climate does too.
The area to business-man and retired person is not so attractive
and potential buyers will only be pfepared to buy at a lower price.
All properties seem likely t§ be involved - industrial, agricul-
tural, commercial and private properties within the area. Almost
 inevitably this would be followed by a fall in. rateable values and

then there would be a corresponding fall in loval revenue.
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It must be conceded that this is implied in the proposal to
close the railways north of Inverness. But there -seems to be no
evidence that it happened when the branch lines were closed:
however, this is not altogether surprising because these lines
were branches. A fall in property values would not be expected in
the circumstances that then existed, say at Fortrose where the
closing of the line meant little more than the loss of a circuit-
ous route which competed with other means of transport readily
available. So a fall in property values would not be expected
from the closures of the branches. It must be admitted that it
is an implication that could come about if the main lines were

closed.

Thirdly, the closure of the railways seems likely to bring
about a rise in the cost of living in the area north pf Inver-
ness, because it is reckoned that, even given that hauliers'
charges donot increase, it is going to cost the retailers more
.to provide their services, and this may have to be at least partly
passed on in the form of higher prices. A second reason may be
advanced. A monopoly of freight 'transport is created if the
railways were closed: the monopoly could increase its charges for
delivery of essential goods, and it.might be obliéed to, to some

places.

These two points are borme out by past examples, e.g. when:
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the Dornoch branch was smt the cost of coal rose by .30/4,' per ton
at Domoch., (Bi‘fjm Erticle 10).

" Nor can the weather, and geography of N. Scotland be egcluded
from this economic argument: for while the railways are relatively
invulnerable the rcad services as I have shown are very vulnerable
and either a prolonged bad spell of weather in winter or a heavy
seasonal increase in road'tra.fi‘ic in summer, might easily prevent
or hinder the regular supply of essential goods to villages if
that supply were restricted to the roads.

| It does seem that implied in the proposal to close the railwsys
is a tendency for the cost of living in the ares to increase:s and
the arguments are dound and the evidence supports.

Lastly, there is also a threittowards _infla,tion: if the price of
eseéntial goods was pushed up, there would at least be wage demands
and some of these would be met. Whilst being a tum in the inflat-
| ionary spiral this would also threaten the existence of many small

businesses.

Fourthly, a short word on Profits. Generally the implication
seems to be that the margin will narrow with higher costs. If
inflgtion came the situation could be masked and firms might
perhaps even notch ‘higher profits. But the forced position would
crumble when the spiral was slowed, then stopped. Most of the

concerns (all that is except the Invergordon Distillery) which I

spoke to6 reckoned their profits would be shortened for certain, and
at the Distillery it was admitted that their advance would be held
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back to some degree.

Fifthly, the implication of the proposal to close the railway
is that, in the last event, when all efforts have been made to
"economige, and to attract traffic to the lines, then a capital
asset is to be abandoned. It becomes valueless out of its context,
This shows how the implication is very drastic in this respect.
225 miles of track and much other equipment - gtation houses,
signalling boxes and equipment, terminal facilities all becoming
meaningless if the railway is closed. The financial extent of these
assets which would by implication be swept awey is not kmown but it

mist represent a substantial sum.

I shall now discuss in genersl terms, the sixth implication
of the proposel, that is the effects upon the future development of
the area. The proposal implies that either future development in
in the area will NOT be hampered OR that it will be hampered but
that this does not have any significance. Neither of these im-
Plications are true - I have shown that development in the counties
and regions will suffer a set back (to varying degrees depending on
mary metters) and propose now to show that the developments so far,
and that which is anticifated, are significant.

It would be idle to claim a large and generel prosperity in the
northern counties: but that only makes the developments more valuable.
In some ways however, the counties are better off than they were in the

. (Biv 3)
late 1950's, and there is, or was until the Beeching Reporb[quenched it,
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a modest hope for further improvement J.n the future: there is
evidence of growth, with the exception of Bounreay, locally in-
spired, and this growth held a promise for the future.

However, if closure came, growth would have been quenched, and
a fair prospect for the future d;i.mmed, by the smears of accelerated
depopulation, disinterest hy potential firms, closing down of
existing firms; in general s harsher economic and social environ-
ment. The growth that is significant to the area itself and to
the couhtry as a whole ir;la slowly increasing wsy, would probably
become not just non-existént, but turn into a reverse trend. What
should have been enlarged and improved by the Government (after all
it has been local initiative 1§.zge1y that has bolstered the area so

far) will have been destroyed.

I have submitted that it is very unlikely that the figures
given by the Railway as to their receipts and expenditure are
true figures. I have also agreed that it is virtually certa.ﬁn,
in spite of this, that the lines make a substantial loss. The
last economic implication of the proposal to close the lines is
that the loss would not be continued, and British Railways
estimated that the saving would be £162,880 per year:(1).
Elsewhere I have shown that this msy not be wise in a long teim
but it is an immediate implication - the Railwéys would no
longer be burdened by a substantial loss made on Highland

lines - the relieving of this burden might mean an impmoving of

(1) British Railways Heads of Information,
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SOCIAL IMPLICATIONS

As stated in the parallel section in the Whitby part of this
thesis, every effort has been made to be detached and objective in
the analysis of socisl implications, but the reader is reminded of
the words of Marshall, already quoted, "The main concern of
Economics is with human beings, who are impelled, for good and evil,
to change snd to progress." (Preface to 8th Edition of Principles
of Economics 1920 ).

It was demonstrated earlier in this thesis that the role of
the Railways within the existing Transport Network was a unique
and valuable one. The Proposals implied the abandonment of the
services thét provide this role, and had they been upheld
inconvenience and some hardship would have resulted. People living
in communities not served by any other form of public transport,
and who aré uneble to afford a car would suffer inconvenience
through their ability to travel being restricted. The loss of the
relisble transport service provided by the Railway would also mean
~ that people in the area as a whole are less well off than before.
The conditions which subscribe to the welfare of the people would
worsen, and this would cause hardship.

Secondly, accessibility would be much impaired within the area
.to a considerable degreé. Two instances will suffice to demonstrate
the extent of this® Culrain would be deprived entirely of public
transport, while Helmsdale, at present Z%Fhours from Inverness by

train would become 5% to 5% hours away by bus.
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Thirdly, there is a threat to the health of certain sectors
of the popuiation of the area. The Chairman of the Northern
Regional Hospital Board illustrated this point in his evidence to
the Public Enquiry held at Inverness on March 9/10 1964. He showed
that the train was the only conceivable method of transport for some
cases, e.gs Abdominal cases, Womeh in later stages of pregnancy,
and there is a boy at Plockton with a 'hole in the heart' who can
only be moved short distances by road, and yet who has to attend
Inverness Hospital for exémination. The Chairman envisaged
appalling results if such cases were forced to use an ambulance on
the Kyle-Inverness road because of its poor surface.

Fourthly a deteriopation in the conditions of life for all the
population of the area is threatened by the Proposal because the
G« Po Oe and newspaper companies at present use the fast passenger
services to get the mails and newspapers to the villages on the line
and those away from it Yia the rail heads. The value of a newspaper
is determined by the ability of the transport system to deliver it
to the reader while its contents remaiﬁ current news.> The Mail is
a commodity Whose.value deteriorates less rapidly. Certain parts
of Caithness would probebly suffer little by way of delay to mails
and newspapers for they could be carried on the daily plane from
Inverness to Wick =- when that service was not grounded by adverse
weather (see page |9¢ for details). But on Lewis, an arrangement
could only be made to get them to the Island via Mallaig and thé
ferry, but not before the evening of the day of issue of the

newspapers

-
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The fifth Social Implication concerns the Employment in the
area of the Railwaymen. It has usually beén pqssible in the past
to spread the redundandes causéd by closures of stations, or even
the branch lines, over a wide area dnd so natural wastage has
largely taken care of the reduction in jobs. But such a policy
would be impossible with the large scale closﬁres projected by the
Proposals, though the redundancies could be spread over a time, if
not over the grea, for if the freight service were removed too
(see Note on page /02 ) there would be the track to be taken up,

- equipment to be dismantled, bridges to be removed and administrative
work too. Perhaps this would give up to 2 years work to some of
the men; snd this itself would represent a new security for these
men whose jobs have been uncertain ever since the Beeching Report
was first published in 1963. -

The sixth Social Implication of the Proposals is that it is
"to the best advantage of the mnation" (Re-shaping of British
Railways pe 1) (Bib 3) to discontinue the subsidy to these lines
and to pay the Unemployment and National Assistance Benefits to
those in the region who, directly or indirectly, become unemployed
as a result of the closure. Probably this implication is true.

But is need not

be always true. A much more exciting economic policy could be

envisaged (54—'3 M}phgi)
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be always true.: A much more exc‘iting economic policy could"bé envisaged
than this purely :destmetive one. If the subsidy were continued to the
railway and stremucus efforts gade to encourage fims to the area it is
possible that at 1eé.st, this would make the railwsy loss less than the
amount to be paid out in social benefits becaunse of unemployment in
the area, and at best the time could come when the railways were meking

a net return., I am spesking now in purely financial terms.

The last implication in the proposal is that when the then Govern-
ment's regional plan for the Highlands was brought out it would not en-
visage any role for the railways to pley in this. . Secondly that the
Highland Transport Board's study of transport needs in the area would
have no paxrt for the railways to play. This thesis has shown that this
is wrong - the railways would have a substantial role to play in the
development of the Tegion. It would be better to seeck how to provide
a more useful positive service on the railways. A more frequent service
between Inverness and Dingwall could be attempted with some trains
running on to Invergordon, Also a train service between Wick and
Thurso could be introduced.

The implementing of such services should however not be under-
taken until some form of test for Costs and Benefits implied in such e
decision had been made. This undertaking itself would also require a
"feagibility enquiry" to determine whether such a test was possible.
Even if this was positive and a test was made it would then be necessary
for the State to decide if the degree of Benefit is sufficient for tﬁe
services to be implemented in the light of other priority projects to

be tackled with limited resources.
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CHAPTER L.

An Appraisal of the Present Posgition and a Call for Caution.
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AN _APPRATSAL OF THE PRESENT POSITION AND A
' CALL FOR CAUTION

Much has been spoken concerning the competition that exists
in the two areas under discussion between the reilwsys and the
-other means of transpért. It will be valuable now to attempt
o relate to known terms of theory the state of this competition,

Some of the conditions obseﬁable are those which are present
in the state of perfect competition because each of the transport
services is aware of the price and the nature of the conditions
undér which the other services operate. But in gpite of this,
other ground for holding that the competition is peffect is lacking.
The 'Products' of the different operators differ in obvious ways
and each'product is not available over all the market: the .ra.il,
air, and sea routes being severely confined to certal.in parts.
Aga.in,' presumably none of the operators can sell as much of their
gervice as they would wish to sell - this is a necessary condition
of Perfect Competition: but a qualification is necessary to the
s.ta.t,ement‘ because there is a short peak season in the su:ﬁ.-’ner months
when all the seats on the planes, and trains, and all the berths on
i'hé-slrﬁ.p's are fully takem up, and so it seems likely fha.t the
. ope'rat?rs are selling as much of their products as they wish to

's,}e_ll,,whilst to sell more would imply the use of further capital

. 'aéée_.t.s and the incurring of additional varying costs which might
n_of bﬁng in sufficient offsetting revenue. Another significant

difference between the state of competition in the areas in question
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and the state of perfect éompetition may be siressed, and it concerns
the method whereby the price of the 'product' is determined. Under
Perfect Competition it would be determined by market forces - that

. is to say the point where the Demand for the Product at a certain |
price equalled the amount the seller was prepared to allow on to

the market at a certain price would be the point where the price was
fixed. Above that price no-one would buy, whilst below it, the
suppliers would not bring any goods on to the market. In the
prevailing circumstances the transport operators themselves £is propose
boththe price and the amount of the supply and demand is left to
equate itself to the given situation.(1) _

By emphasising these points it is clear that the state of
Competition is not a perfect state in the terms which the economist
wnderstands that phrase to zﬁea.n. Consider now, then in what sense
the competition is imperfect.

Clearly the competition differs from the traditional state
of imperfect cormpetition where when a firm puts more goods onto
the market the price falls, because when the railway, the us
operators, the air service and the sea service, put on an extra
supply of transport in the summer the prices do not fall. Yet here
is implied in what sense the compgtition does equate to known theoxy
concerning imperfect competition.-

Bach of the transport services may be regarded as s monopolist,
Each will be able to determine its costs per unit of service supplied,
and each will be able to assess its marginal revemue at various pi‘ices.
It will determine its output at the point (or at one of the points)

(1) any elteration in the fafe structure has to be submitted for spproval

to the Area Traffic Conﬁnissioners.
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where the marginal cost of supplying a unit of service equals the
marginal revenue derived from that service since it is kﬁown that
this point is the point v'vhere profits are highest. However, lthere

is en additional factor to be considered here. Each of the operators
will be able to sell a certain amount of its service at the fixed
price, but beyond that amount c.erta.in selling device will have to
be employed to sell more of the service: thus although the actual
reverme from each successive unit of sale does not fall, the marginal
net wevemie will fall, and & marginal selling outlay is made. This

. most interesting factor must be accounted for, either h10wiﬁg1y or
not, by the operators when fixing their level of service, and
Diagram 10 shows this factor in graphic form.

Now whilat all the above paragraph refers to each independent
operator and shows them to be monopolists it does not show the
state of competition that exists between the operators.

This state of competition is best described as varying from an
"oligopdly case" over short distances to virtusl monopoly over long
distances.

Take the short distance case first. There a.fe, as theory demands
for an Oligopoly, few sellers producing almost identical produéts. In
fact the case is of a near perfect oligopoly since the air service does
not operate over short distances in Scotland, and is non-existent in
the North Riding, and the sea services which only exist in Scotland
anyway do not compete with the railway: thus the case, in practice, is

of competition between the road operators and the railway. .The pzoduet
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The product over a short distance is almost identical. Matters of
comfort and facilities are of little importance for a quarter-hour
journey though the factors of reliability and safety do cause a
differential,

Over long distance; the services are much more differentiated,
and the air serv&ces from Inverness add a further,different, product.
It cammot be conceimed that the products are similar when it takes a
dey to go from Invemess to the far North by bus, 43 hours by train
and 35 minutes by plane. Each of the three competes with the other
two only to a very limited degree: each has a virtual monopoly of
the provisioq of a type of trangport service.

The implication of the approach so far is that of the possibility
of analysis in terms of types of demand curves. Over short distances,
their product being almost identical, the rosd and rail operators
compete as subsfitutes for each otheis traffic and so the demand for
each service will be elastic. Over l&ng distances where the means
of trangport are only able té compete.with each other in a very
restricted manner the demgnd-fbr each service is more inelastic.

However, when thése théof.es are related to the two areas in
question certain refinements will be called for.

Over vast tracts of the Scottish area, and to the north west of
Whithy there is only one means of transport available - namely the
bus. This, in itself will not canse the demand for an available
transport service to be any more inelasfic but it doea cause the

demand of those who wish to make use of a public transport service



238

to become a more inelastic.demand, gven over short distances. The
lack of competition aggravates the market situation, and the demand
for the bus service in those areas where it is the only transport
service is more inelastic, even over short distances, than in the
areas where the railway is situated to compete, |

Each area is notorious for the poor state of its roads, and
thus a modification must be made to the postulatidn of the distances
over which competitioﬁ between rail and road is effective. The poor
roads mean that the distance over which there is little or no dif-
ference between the respective services of the road and rail
operators mist be diminished. Thus the cases of demand being elastic
for each means, where the two means compete, will be smaller, and
the cases where the demand for the railway, the bus and the plane
is inelastic will be greater in these areas than i generally the
case. '

One further matter must now be taken into account, #hilst
considering the demand curves for the transport services. In
Scotland, though not in Whitlty to any significant degree, there are
many bus services which act as feeders to the railway at a railhead.
In these cases the demand for both services is complementary and re-
gardless of the distance involved being short or léng the demand
éurves for both the rail service and the feeder bus service of the

travellers and would-be travellers will be found to be inelastic.
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Cogsider now the alleged financial position of the railway lines
in the two areas under discussion. The graph of Disgram 11 shows
how the profit of the lines varies with the degreé of use made of
the services. It shows how the degreé of usage for most of the year
causes a small but regular loss to be made; secondly, how on an aversge
day there may be expected to be a breaking even, and thirdly how on a
good day a considerable surplus will be earned, but that these days
are so few in number that these surpluses are unlikely to offeet the
smeller but far more frequent losses incurred during most of the year.

The diagram accounts for the deficit which the lines in question
are held to makes but it cannot show how this position has come about.
This must now be considered and there is a first clear reason for the
railways being unremuneragtive., This is the reason of competition
from the Private Motor Car. It has been shown earlier, in this thesis,
that it seems likely that once a person is lost from rail travel to the
private car he doés not come back to the railway except under special
circumstances - as for example when the Toads are known to be dangerous
in winter. This is only a 'fall back' usage and in no way a regular
usage. It takes advantage of, or exploits, the railway. This drift
from rail to car has been facilitat.ed by the ease with which a car can
be purchased in times of economic boom by hire purchase f:.nance or by a
loan or overdraft at a bank, and the drift has been encoursged by the
car manufacturers growing provision of comfort, speed and dependability
in their models and the advent of m;'i_nica.rs at prices which ordinary

family men can afford, and minivans which are not subject to purchase
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tax, It is for an economic rea.éon that once a person has bought a
car he does not use the railway any mores it is an analogy of a fimm
which has idle capacity which it could use, profitably. And it is
the case that the more the car is used the chesper it becomes per
mile to run and maintain - that is the average costs continue to taper.
Thus it is that this flow of persons from rail to car travel has come
about and continued, and these are reasons for there being an almost
complete absence of any counter flow.

The second reason for the financial situation alleged to exist
is the competition which the railway encounters from the roasd services
available in the areat this has been stern in the Whitby area and over
shorter distances in Scotland. The comforts and facilities of coach
travel have grown considerably in the past ten years. Add to this the’
factors of sparse population end the population distribution which
have combined to put the railway services of the areas into the
category of stopping trains which may be no quicker on the oversll
joumey than a through coach. It is felt that some of the traffic
lost to buses and coaches could be wooed back to the railway with a
suitable fares policy and the provision of amended'sezvices. Some prog-
ress in this respect has been noted in the past two summers where cut
fares for holiday makers travelling at week-ends and not just at mid-
week time, have been offered in the North East Region. In fact the
policy seems more applicable to the Whitby area than in the Highlands
for three reasons: the a;rea. over which buses compete in Scotland is
more restricted than in Yorkshire, the available stations and halts

are further apart in Scotland, and the coach trips made in Scotland



Y

268

in summer are very largely f_rom further south than Inverness and the
people they contain would not have come at all by rail, whilst strong
competition could be offered by the ra,:.lway for the day trippers and
hol:.day makers going to Whitby.

But since the railway has been.unable or unwilling to make use
of its a.civa.ntages of speed and reliability and its facilities, it has
nqt been able to counter the inroads made on its mumber-of tra.vellérs
by the improved fa.cilit.ies and timings offered by the coach companies.

A further factor to explain why Tural railways are unable to cover
their costs is found in the known theo_ry concerning diminishing retumrns.
It seems that the point where diminishing retums sets in is at least
- at an earlier stage than is traditionally the case, and perhaps at the
application of the first factor after the first. If this latter case
is operative then there is not even existing a time when increasing
returns are operating: and the notion of indivisibility of factors
enters into the argument at this point. If the first train put on
t0 g line as a service will attract N. passengers, but the second train
only (2N - 40) it is clear that the liklihood of the service paying for
itself is slim,

When it is remembered that thesé are sparsely populated anyway
and that much of that population will rarely need, or particularly
wish, to travel, it is seen that these three points just discussed will
have a greater impact on the viability of the lines to Whithty and north
of Inverness than on most others. The reasons for this may now pe
edvanced. Lines serving such areas as those under congideration would

not be expected to make large profits anyway, and then, secondly, the
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points are operating upon a limited number of pedple, e‘ach: of whom
is more valuable or is potentially more valuable to the railways
uﬁder discussion than is each person to the ra.ilweys.qf a more
populated part; the loss of one customer is more crucial to the
former cases than to the latter.

These factors, together, have combined to make conditions

for the railways in the areas in question, unfavourable.

The body of this thesis has shown that an unfavourable
.Ifinancia.l position ig likely to exist to some degree even if the
position is not so dramatic as is alleged. And, rightly, the
deciﬁion was made to investigate the position so that "the assets
vested in the British Railways Board be developed or modified and
employed to the best advantage of the nation". (Reshaping of
British Railways, page 1)(Bib.3).

Now it is perfectiy conceivable that the phrase "best advan-
tage of the nation" could be taken to mean that, should a railway
line be making %positive contritution to the well beingiof the

nation and meking a social profit that exceeded any financial loss,
it would be kept open and that its services would be developed or



modified to the point where the gap between social profit and
financisl loss was greatest.

But the Report soon made it clear that this was not in fact
intended to be the meaning of the phrase: on page 2 of the Report -
it is stated that "it is the responsibility of the British Rail-
ways Board so to shape and operate the railways as ‘Eo make them
pay" Bib. 3). The first phrase was ambiguous, this one was terse
and .abrupt, and set a clear objecti;re.

With such an objective in mind it is in no way surprising that
the proposal was made to clése the lines north of Invemmess for
these lines will not be msde to pay easily, though it is rather
more sinister that the proposal regarding the Whitby branches was
made since this appears to be a borderline case, and no concerted
effort has been made to make these lines pay. Bu;t since the remit
was gelf imposed, the enquiry and the Chairman of its Board, Dr.
Richard Beeching must be prepared, and able, t0 defend themselves
against the charges that its findings and actions conceming lines
away from major trunk routes were unreliagble - in the methods of
collecting and using dat-e.— and vexry short sighted - in that the
finances of the Railway Boa;,m itself were all that was considered,
or were considered to be paramount in importance over the well-bein

of the region in question, or the country as a whole.

&
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But the method of testing the value of a railway line solely
on its feceipts and expenditure‘is to discount any other value
which it may have. In part this is understandable, because whilst
the financial value éan be measured with some accuraq} if done
‘carefully, it is verydifficult to-asséss, let alone ﬁeashre,‘éither'
the social value or the potential value of the.line,

' Yet these two values may be very high, both independently
and together and if this is so then they ought to be included in
the 'balance sheet' in some way:s at least some means must be found
of testing the social and potential value of railway lines that it
is proposed to close because they make a financial loss, so that
if their social and potential value is significant then this point
is fully considered before a final decision is made regarding the
future of the line.

It may however be that all this is in fact done; but it is
done behind closed doors if it is done, and it would be an improve-
ment if it were considered openly and under copditions vheres the rep-
~ resentatives of the bodies of people who weie objecting to the
closure, could take up and develop crucial points, Thus, if in
fact full consideration is given to ail matters, not only to
financial matters, and this is not known, then not only should
justice be done, but it should be seen to be done.

In fact, this thesis has shown that all the lines within its

sphere of reference do have considerablé social values, and that
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their potential value, to the regions and to the countxyy is of
some gignificance., Without the lines north of Inverness the
efforts towards the development of the Highlends would, if not
crumble, certainly falter, and in the Whit'mri case, the lines
seem likely to be chamnels by which the local economy can bene-
fip from the growth and -a,dva.nce of Tees-sgide and the West Riding
eve-n if the benefit is likely to be at a lower level.

This implies that a vital matter mist be fully teken up;
research must immediately be encouraged into means of developing
an gnalysis of Costs and Benefits concerning transport methods.

Iwo reasons for this are clear, firstly, it would be a
severe indictment if the future condemns the presént policy of
closing railway lines that are financially unprofitable for that
reason only; especially as that policy is based on figures that
at best are unreliagble and at worst definitely misleading,

Secondly it is certain that, beganselof present day restric-
tions on lend and planning, the railway assets will never be re-
built once a line is closed and the track taken up; thms the
greatest care must be taken before such action is allowed; when
all the significant factors conceming the financial-aspects and
the social and potential values of the line in question have been
weighed in & Cost and Benefit study) a fair decision can be made.

This Study would also have to .have a measure of "weighting"
applied to certain of its ingredients; for example, a matter which

should be heavily weighted is the case of regional develophent



hinging, perhaps only partly, perhaps largely, ubon the liﬁes a
matter carrying muich less weight muld be the potential value of
a2 line in the event of war. When all matters have been weighted
and included it can then be decided whether all the values balance
the true financial loss of the line. If they do not outweigh the
loss then a decision to close a line is fully suppoi-ted and the

policy can then be justified.

It is vital that a policy like this should be adopted. It
xﬂust become impossible for a decision to be made which will allow
any area which depends upon a railwsy - against using it as a mere
convenience - béing deprived of it. Where a railway link can be
regarded as a necessity in a stﬁct sense because other transport
means are ingppropriate and unreliaeble, then that rail link must be
regarded as a n.lajo'r route even if it is only o branch line. An ex-
cellent c.:ase of this is the Haltwhistle to Alston line. The roads
are inappropriate in that they do not join the two places and un--
religble in that they are blocked by snow in the winter. In spite
of the fact that there are only 6 daily trains run on this line it
mist be regarxded as a major route because its significaence to the
people of the villgge it serves is so great.

When crucial routes like this one and those in the two areas
surveyed in this thesis are threatened with closure it means that

the areas become dependent upon secondary routes and their Ffeeders
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- routes which may be entirely unable to cope with the needs of
the area.

This is not a call for hindrances to be built up which will
delay the coming of an efficient transport system in orxder to
satisfy the whims of railway enthusiastss it is urging that
efforts be fully made to ensure that there is no withdrawal of
what is a major service to an area until an adequate a.lte:'matiVG
is available. Thus when the roeds of the Northem Highlands cen
really cope with the traffic needs it would be justified, other
things being equal, to close down the rail service if it is
making a loss (as assessed by a competent Cost Benefit Study) or
is making a greater loss than the road service.

Thig is an urging ﬁgg careful consideration on the whole
matter of railway closures, so that rail routes are not done awsy
with, which have or could have a role in the transport system of
the next decade. That system should be an efficient system, in
that duplication of road/reilwsy services is only found where
demand truly warrants it or where the calibre of the roads is not
sufficieptly high for them to be dependa.ble‘ in respect of safety
and regularity at all times of the year. The system should also
be balanced in its aim. Its aim should be to be a profitable
‘service (in its widest sense) & service to the best advantage of
the nation in fact, yet admitting that it may be necessary to in-
clude in that gystem lines which do not make a financial profit
and yetmst be maintained, either because of the pdor state of

the roads in the area, or because the roads, though perhaps of a
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high standard, are unable to cope with the traffic‘ that uses, or
would use them. A case to illustra,te. the former point would be
. the inclusion in that system of the 3 lines that run to Whithy,
whilst the unprofitable suburban lines in London would fall in
the second category.

This then is a call for caution - if it is heeded it will

improve the complexion of the public transport network of the 1970's.
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APPENDIX 1
AN HISTORICAL INTRODUCTION TO THE WHITBY LINES

Soon after the successful opening of the Stockton-Darlington
Railway on September 25th 1825, the bolder spirits in Whitby were
suggesting the construction of a railway from Whitby to towns in
the interior (1) But it was not until September 1832 that a company
was formed following a favourable report by George Stephenson
towards a projectéd railway to Pickering. The work went ahead and
the line was opened throughout on May 26th 1836.

One extra-ordinary feature of thié railway was that the Act
had a clause in it which forbad the uée of steam locomotives on the
line.(2) and this was effective during the whole of the independent
history of the Whitby Pickering Railway - until 18L45.

At the half;yearly meeting held in Whitby in October 184l it
was urged that a conjoining with the York—Scarborcugh.line would
prove profitable. A branch of that line of the York and North
Midlend Railway, at Rillington, to Pickering was authorised when the
Whitby-Pickering Railway was sold to the York and North Midland

Company and trains ran up the bragch to Pickering by October of 1845.

(1) Whitby Repository. Vol. 2. p.280
(2) Section 134.
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It was this company which prepared the track for locomotives
and on 4th June 1847 the first steam train made its way into Whitby.
Following a survey made in 1863 the Scarborough and Whitby
Railway Company obtained an Act on 29th June 1871 for making a line
élong the céét. Progress was very slow and the topography of the
area required considerable engineering progects, thus the line was

not opened till 16th July 1885. The line had cost £649,800 or
£27,000 per mile. Largely as a result of this the Company sold
out in 1898 to the North Eastern Railway, whé had worked the line
from the first.

The building of a line between Whitby and Middlesbrough was
spasmodic. The portion between Whitby and Grosmont had been opened
on May‘26th 1836. The next development was on 1l7th June 1852 when
. an Act was passed for a lie between Middlesbrough and Guisborough.
The line opened for mineral traffic on 1llth November 1853 and for
passengers on 25th February 1854.

The line between Grosmont and Battersby was the next section
to be completed. Royal Assent was given on 10th July 1854 to a
North Yorkshire and Cleveland Railway Bill for a line from Picton
" (on the Leeds Northern Line) across the Moors to Grosmont.
Problems, centred on Lealholm, held up construction so that the
line was not completed till 20th October 1865. Through
communication with Middlesbrough was néw possible because a link
line between Battersby and Nunthorpe (on the Guisbofough line)
had been opened on 1lst June 1864. This line too was built by the
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North Yorkshire and Cleveland Company.

Closures on the Whitby Lines are no new phenomenon. The earliest
closures occurred when Low Marishes and Black Bull, stations between
Rillington and Pickering, were closed in the late summer of 1858 (1)
Another early case of closure is the Beck Hole summit line which was
closed to passengers upon the opening of the Deviation Line on

1st July 1865. Then on 1lst October 1866 the Surve at Rillington was
closed "the points were pulled up and the signalman removed"(2)

The only closures in the region under Grouping ﬁere on the
lines between York and Malton, and Malton and Seamer.

After Nationalisation the first two closures centred on
Pickering. The line to Seamer was closed to all services on 5th
June 1950 and closure seems to have been long overdue. The line to
Gilling was closed on 2nd February 1953. This line had been built
by the North Eastern partly with the intention of forestallingits
rival, the Leeds, North Yorkshire and County Durham Railwéy (3),
which was hoping to build a line into Rydale, and the line only paid

its way in its earliest years.

(1) Reported by G.W.J. Potter.

(2) Reilway Record. October 6th 1866.

(3) This Railway was proposed in 1863 to run from Leeds, via
Wetherby, through Thirsk, towards the Cleveland area via Helmsley.
However it was never incorporated. Parliament rejected the Bill on
the grounds that the estimated cost of £1}% million was impossibly
‘low. (See C.Jd. Allen, The North Eastern Railway page 134 ).
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Scalby station, about 2 miles north of Scarborough was closed
to passengers on 2nd March 1953, but remained oéen for freight until
May Lth 196L.

On June 1L 1954 the line from Bicton to Battersby was closed.
Difficulty had been encountered when the line was built over the
location of villages it was to serve. Some were close to the hills,
others lay several miles to the East and the line that was
eventually decided upon was roughly midway between. Thus all the
villages lay ai least a mile from the station designed to serve them

The last closure to be mentioned concerns Whitby West Cliff.
Thiéﬁ#gs closed on 12 June 1961 when the coast line to Middlesbrough
was closed.

Conclusion

The closure of the lines and stations here discussed were
only closures on a small and local scale, and when lines have been
pruned there has been a road giving an alternative and more direct
service.

The proposals to cease passenger services on all the three
lines which radiate from Whitby are different from former closures
in that their scope is regional, not just local, and that, in the
case of the Esk Valley Line, there is no alternative road. There
never has been & road up the Esk Valley of any more than secondary,
usually tertiary value.

Books Consulted in this Appendix
GeWeJ. Potter. The Whitby and Pickering Railway.

WeW. Tomlinson. The North Eastern Reilway (1914 by Andrew Reid & Co.
C. Allen. The North Eastern Railway (1964 by Ian Allen). (Newcastle




1955

1956

1957

1958
1959
1960

January 3rd - 20th
February 7th - March 19th

December 17th - 22nd 66 days
Janusry 8th - 10th

January 22nd - February 24th 37 days
January 13th - 15th

February 23rd - 25th 6 days
January lst - March 22nd 8l days
January 5th - 15th 11 days

January 10th - 31st

February 11lth - 22nd 34 days

(In Appendix 'F' submitted to the Public Enquiry, United
Automobile Services stated that the Goathland service 91
was never delayed, curtailed or suspended. They actually

reported to the press at the time that there was delsy on

. January 14th, 17th, 20th, 21st and 30th and February 1lth,

1961

1962

12th, 14th and 17th (with drifts 3 ft. deep) end the ser-
vice was suspended on January 13th and 15th, 18th, 19th,
20th and 21st February).
January 3rd and 4th
January 22nd - 25th
December 26th - 31st 12 days
(In Appendix 'F' the Bus Company stated service 91 was
never delayed or suspended and was curtailed only three
times. The reports to the press in 1961 were delay on 3rd,
4th, 22nd,23rd and 25th January and cancellation on 29th,

30th and 31st December).

January 1lst - 15th

February 12th - March 2lst

December 3rd - 5th

December 13th - 25th - 69 days

N
-+



1963

NOTE

2¢¢
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(In Appendix 'F' the 'Bus Company stated service 91 suffered no
delay or suspension and only three curtailments. In fact, they

reported to the press in 1962 that the service was curtailed;
usually 1 'hus about 10 a.m. or 4 p.m. daily on Jamuary Tth,

14th and 15%h, February 13th and March 4th, Sth 6th and Tth,
November 18th, 19th, 20th and 2lst and December 3xd, 4th, 5th,
13th and 26th - 31lst; and cancellation of the service to Goathland
on January lst, 2nd, 3rd and 11th and February 13th, 14th, 16th,
24th, 25th, 26th, 2Tth and 28th, and March lst, 2nd, 3rd, 8th and
9th).

Jamuaxy lst - Februaxy 2lst
December 13th - 24th | 64 days

(In Appendix 'P' the 'Bus Company admitted one day's delay

and 26 dsys suspension. They reported to the press in 1963

20 days delay and 44 days suspension of services to Goathlend).
(!) Thismwéh;:w w:ﬁ':lveaned from back issues of the WhitbyGazette,

by the Secretary of the Chamber of Commerce, and formed part of

the written evidence submitted to the Public Enguiry.

Out of 22 winters, 7, or 1 in 3, could be called 'mild‘:
that is with less than three weeks of bad weather. Of the other
15 winters, some were as bad as, or worse than the winter of
1962-63, That winter only typified conditions on the North York

Moors.
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a good season "as many as 50,000 visitors msy patronise the towm". But
if an average éeason produces 42,000 visitors to Whitby a good season
would be likely 4o bring more than 50,000, though:not as many as this
method indicates.

The method seems to indicate that as a crude test for the more
a.ccurate. measure, that measure msy be used as representing a true

picture, in the absence of further information.



APPENDIX 4

VISITORS SURVEY
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297

Between the hours of 2.30 and 4.30 p.m. on Whit-Monday 1965 a

small survey of holiday visitors to Whithy was made.

25 groups of vigitors were questioned as to their homes, mode of

travel and the length of their visit.

The answers to these questions

are set out below together with the location, in Whitby, where they

were questioned.

Home

Keighley
Leeds
Middlesbrough
Sheffield

"Redcar

- Lanchester
Darlington
Swinton
Stockton
Bradford

Shipley

Trimdon
Middle sbrough
Normanton
Middlesbrough

Stockton

Number of

2

DX H N L= TV BN B L 2V LS B < ) W o A SN |

-3

Mode of
Travel

Coach
Car
Car
Car

Service
. Bus

Coach
Car
Car
Train
Car

Car

Coach -
Car
Car
Car

Car

Length of Location when
Stay questioned

Day visitor
11} 1]
w o n
1 n

Residential
2 nights

Day Visitor
L] "
l.l 1"

Residential
5 nights

Day Visitor

Brunswick St.

West Cliff

East Cliff

L1 n
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298
Home Number of Mode of Length of [Location when
Visitors Travel Stay questioned
Manchester 4 Coach Residential East Cliff
T nights
South Bank 4 Train Residential " "
4 nights
Keighley 2 Car Day Visitor " " (Abbey)
Stockton ‘6 Car: n n . n " "
Middle sbrough 5 Cax i 1 o " "
1
‘Elland 3 Coach n u n " (Steps)
Huddersfield 1 Coach f~' n " n n
Bradford 2 Coach n n n " 1
West Hartlepool 4 Train n " " " n

Conclusions from this survey may only be.ma.de with considerable
reservation but 2 issues are pertinent.

The fact that only 1 group of visitors questioned came from a part
away from the West Riding or Teeside and County Durham is significant.
The low number of visitors questioned who came to Whitby by train - 3 .-
out of 25 (but 3 out of 13 from places where access to Whitby by train
is still possible) is interesting, tut any deductions from this would
be dangerous. All that can be said with any assurance is that this
percentage may not have come to Whitby at ald if the line to Middles-
brough had been closed with the other two lines; and that more visitors
may have come from the places on these two lines if the ra.il‘a,ccess had
still been available, and finally, that some of T.,hose who did come frém
those places by coach may have come by rail if that had still been

possible.

NOIE No suggestion is made that the sample of visitors interviewed in
;ﬁis enquiry could provide a basis for statistical analysis.

e this %qb(:““:‘--(.{& n-!/x"'PAjQ)
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Rather this enquiry is along similar lines to that of
G.L.S. Shackle where a small roomful of business men answered
a question paper to provide some measure of direct testimony
on matters which interest economic theorists.

My-enquiry, like that of Shackle is plainly far removed
from the ordinary proceedure of sending a short list of tersely
expressed gquestions by post to a relatively large number of
people. However, the value of my enquiry is justified on the
same grounds that Shéckle uses to convey the value of his own
works -

" Doctors sometimes express a preference for 'clinical evidence'
over 'statistical evidence', presumably on the grounds that it

is better to have détailed pictures of a few cases than formal
cut and dried particulars of many cases. Perhaps a somewhat
similar idea may do some-thing to make my experiment seem worth
whiles What I am attempting to explore, on this exceedingly
modest scale is a technigue of "systematic impressionism" rather
than statistics for there can clearly be no question of applying
formal statistical techniques, or indeed of doing anything except
the very simplest grouping, tabulation and inspection".

(The Nature of Economic Thought. G.L.S. Shackle
Selected Papers 1955-64. pages 153~ )
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APPENDIX 5

A PROPERYY SURVEY

The hypothesié was made in the thesis that the proposal te with-
dravf the railway services into Whitby would .have an effect upon the
demand for property in Whitby of people considering retirement to
the town.

The testing of this hypothesis rests upon the assu:nﬁtion that
the %Lrancy of property prices when plotted against'rateable values
indicates thg "atitractiveness" of a locality to intending pur-
chasers. Thus figures were obtained from estate agents in Whithy,
Scarborough and Harrogate of the prices and rateable values of
properties sold by them in the last three months of 1963; that is,
the last full quarter before thé proposal in'question was made, and
for the last 3 months of 1964, The Whithy agent also furnished
figures for the next quarter - the first quarter of 1965.

. Scarborough and Harrogate were chdsen as the cases against which
any Whitby change could be compared since these are also places to
which people retire, and particularly people from the industrial
parts of Yorkshire's West Riding.

No suggestion is made that a direct comparison was attempted -
it was the change, if any, in property values as measured by plotting
Price against rateable value and establishing hy statistical method

oF ﬂvLun}Ponn (LwlzmgfL)
for eachnperiodsa trend or regression line, whichwere compared. The

lines are plotted in Diagram 12.

The results show that the rise in property values in Whitby over

&l



the 12 months was not so great as the rise in values in. Scarborough,
and also that even this smaller rise was reduced during the next |
quarter. When a comparison is made between Whitby and Harrogate
however, it is seen that Whitby has fared betteg,for the values of
property in Harrogate hasvéctually dropped in the price range up to
£7,500, At least ﬁntil the end of the first quafter of 1965 Whithy
yalues have not droepped.
| The very speculative nature of this enquiry is fully recognised
and it is admitted that the caiise of the smaller rise in values in
Whitby as compared with Scarborough is a matter for conjecture. The
proposal to close the railways to Whithy may or may not, have contrib-
uted to this. All that can be said is that, if gll other things were
equal this smaller rise in“ﬁitﬁy may be attributed to the proposal to
close the railways to Whitby causing the area to become less attractive.
But even so, one most be guarded for it is possible that Whithy
property valﬁes are never rising at the same rate as those in Scar-
borough, so that a similar enquiry would show similar results, even
if both periods used were before, or after the railway propossl was
made knom.

Perhaps the most significant feature of this enquiry is that
the position in Whitby deteriorated between the last quarter of 1964
and the first quarter of 1965. With all the above provisos in mind
it mgy be that the inference is that the effect of the closure
proposals was delayed until the final outcome was made known and the

decision to close two of the lines was made public.
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The following is the statisticai date from which these
results have been derived:
l, Whit
1963 1964
Oct-Dec. Oct-Dec.

Price Rateable Value Price Rateable Value
£1, 200 £46 £3,750 £68
£2,300 - £98 £5, 250 £106
£2,850 : £70 £3,450° £66
£1,100 : £48 £3,500 £74
£2,600 £64 £3', 100 £70
£3,500 £102 £2,900 £98
£3,100 £58 £450 £25
£2,500 £58 £9, 000 £178
£1,800 £48 £1,175 £36
£1,700 | £78 _ £1,250 £78
£2,300 £52 ' £2,725 £52
£2,500 £82 £2,900 £54
£2,800 £60 £950 , £40
£3,600 £86 £450 £30

£950 | £48 £1,800 £38
£3,250 £64
£3,350 £58



Whitby (continued)

Price

£875
£2, 400
£1, 000
£1, 600
£1,600
£1,500
£1,850
£2,750

£750
£2, 650

£2, 600

1965
Jan.- March

Rateable Value

£23
£54
£98
£40
£62

£36

£126
£42
£52

£52

Price
£1,§oo
£3,750
"E£750
£250
£2,800
£2,850
£950
£2,700
£2,700

£3,150

Ratea_.ble Value
£54
£70
£25

£30

264



Whitby (continued)

1963
Oct.-Dec.
sum x = 44100.000
mean X = 2450.0000
sum of x squares = 1.194, +08
sumy = 1176.0000
mean y = 65.333333

sum of y squares = 81864.000

standard deviation of x = 793.55039
standard deviation of y = 16.719915
correlation coefficient < 50329530
t = 2.3297658 for df = 16

lines of regression

yonx y = <01060432x + 39.352742
xony x = 23.887122y +889,.37466

1964
oct .-DBC.

sum x = 42650.000
"mean X = 2843.333%4

sum of x squares = :1.881, +08
sumy - 1013.0000
meen y =  67.533333

sum of y squares = 89449.000
standard deviation of x = 2111.1700
standard deviation of y = 37.450174
correlation coefficient - .919%8824 -
t = 8.4273298 for df = 13

lines of regression

yonmx ¥ .10163090& + 21.161171
xony X 51.82846ly + -656.81539

1965

Jan.-March

sum x = 41075.000
mean x = 1955.9524
sum of x squares = 98840625

sumy = 1174.0000

mean y = 55.904761

sum of y squares = T77974.000
standard deviation of x = 938.58762
standard deviation of y =  24.242632

correlation coefficient = ,49617365
t = 2.4910505 for df = 19
lines of regression

yonx y = .01281559x + 30.838077
xony x-= 19.210060y + 882.01853
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2. Scarborough

_1963 . 1964
Oct.-Dec. Oct.-Dec.
Price " Rateable Value | Price Rateable Value
£1,700 £78 £2, 600 £118
£2,500 £78 £850 £27
£1, 600 £44 £900 £42
£1,880 - £106 £3,100 £82
£3,600 £106 ' £1,985 £48
£1,950 £56 £1,825 £44
£3,500 £104 £3,250 -£90
£4,900 £130 £4,250 £178
£3,895 £102 £1,550 £66
£1,700 £70 £1,675 £42
£495 £29 £2,695 | £82
£700 £32 £5, 400 £154
£2,000 £74 £2,225 £66
£2,050 £94 £1,250 | £54

£2,685 £82 £4,000 £106
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carborougg (continued)

1963
Oct.~Dec,

sunt x = 3%5155,000

mean x = 2343,6667

sum of x squares - 1. 025m+08
sum y = 1185.0000

mean y = 79.000000

sum of y squares = 105633.00

standard deviation of x = 1156.8080
standard deviation of y = 28.305476
correlation coefficient = .86682539

= 6.2681696 for df = 13
lines of regression
yonx y= ,L,02121001x -+ 29.290816
xony x= 35.426028y + -454.98952

1964

Oct.-Decm.

sum x = 37555.000

mean x = 2503,6667

sum of x squares = 1. 179 +08

sumy = 1199.0000

mean y = 19.933333

sum of y squares = 122233,00
standard deviation of x = 1262,7331

standard deviation of y = 41.946739
correlation coefficient = .89114187
t = 7.0815050 for df = 13

lines of regression
yonx y= .02960284x + 5. 8176866
xony x= 26.,826259y 4+ 359.35435
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304
3, Harrogate
1963 ' . 1964
Oct.-Dec. | Oct.-Dec.

Price Rateable Value Price. Ra'be.able Value
£6,500 ‘ £154 £3,000 £110
£3,550 £110 £5,900 £118
. £6,500 £186 £12,300 £347
£6,300 . £160 £1,925 £66
£4,700 £194 £2,850 £106
£5,800 £178 : £3,650 £86
£1,425 , £66 £3, 200  £94
£5,500 £146 £3,225 £86
£1,400 £34 ' £2,850 £94
£1,850 £70 | £1,850 £58

£3,525 £82

£2,850 £70
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Harrogate (conti nued)

1963

Oct.-Dec.
sum x = 43525.000
mean x = 4352.5000
sum of x squares = 2.302,,+08
sum y = 1298,.0000
mean y = 129.80000
sum of y squares = 197060.00
standard deviation of x = 2018.4911
standard deviation of y = 53.459891

correlation coefficient
t = 6.0422032 for d4f =
lines of regression

.90568091
8

yonmx ¥y = L,02398703x + 25.396457
Xony X = 34.195895y + -86.127212
1964
Qct.-Dec.
"sum x = 47125.000

mean x = 3927.0833

sum of x squares = 2.730,108

sum y 1317.0000

mean y 109.75000

sum of y squares = 209477.00 .
standard deviation of x = 2706.7904
standard deviation of ¥y = 73.561907
correlation coefficient = .96563206

t = 11.748538 for df = 10
lines of regression

yonx y= .02624279x + 6.6923716
xony x= 35.5314833y 3+ 27.503105
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NOTE TO APPENDIX 6

There is now provided a detailed history to the lines north of
Inverness. I believe this to be necessary because the area is so
little known and also to ensure that the reader is provided with a"
balanced description of the area, and the transport services that
have been grafted into it.

"Economic Evolution is gradual. Its progress is sometimes
arrested or reversed by political catastrophies, but its forward
movements are never sudden".

"The mecca of the economist lies in economic biology rather than
in economic dynamics". |

A. Marshall Preface to 8th Edition of
Principles of Economics 1920

"My aim is to emphasise the notion that economic problems are
not mechanical but concerned with organic life and growth".

from the 9th (Variorum) edition of Principles of Economics

by Alfred Marshall. |

Edited with annotations by C.W. Guillebaud, Volume 2 (Notes)

1961, and quoted by Guillebaud on psge 63 from an article by

Marshell in the Economic Journal, Volume 8, 1898,

"Distribution and Exchange”.
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APPENDIX 6

_ HISTORICAL INTRODUCTION TO THE SCOTTISH LINES

It the Minister of Trensport had ggreed, in April 1964, to the
proposals to close the réilway lines north of Invérness, such closure
would have brought to an end railway services éome of which nave been
in existence for bétween 90 and 100 years. Indeed, tne earliest
sectvion 6f the lines in question was openéd o#er 103 years‘ago in
June 1862,

Simple and straightforward as the railways from Inverness to the
Far North and West may appear in outliﬁe on a map of Scotland these
two lines were actually built, and opened in secvions, by no fewer
than six different railway companies and by one private indiviaual.
1. To_the Far North .Taking the route to the North first: tne pre-
'1imina:y section from Inveraess to Invergordon (31 miles in length)

was built by the invernegs and Ross-shire Railway Company, incorporated

for this purpose by the Inverness and Ross-shire Railway Act of 3 July
1860. it waéfhoped to open the line as far as Dingwall on 1st April
1862 but unforesesn delays must have occurred because it was not

opened untvil tne llth June. <vhe line had been inspected on the

previocus day by %233;Q Yolland from the Board of irade, who had
expressed himself éntirely satistied with all the works. tThe Directors
decided, to openr the line on the fbliowing day and a special train was run
on the evening of june 10, carrying all the officials who were dropped
offt at their respeciive stacions in readiness ror the opening the

next day. <vhere were 3 consideravle engineering works in this sectiong



thie Ness Viaduct, the swing-bridge over tvhe Caledonian Tanal at
Clachnaharry and the viaduct over tane River- vonon,

It had been hoped to open the line as far as Invergordon on the
earlier date mentioned above of lst April 1862: in fact the vingwalil-
Invergordon section was not opened until 23 March 18o03. ‘this delay
was largely due to tne opposition of Mr McKenzie of Findon - he
claimed that his tenants would be endangered if they had to use a
proposed level crossing at Ferry Road and it was after much dis-
cussion that a bridge was btiilt by the Company. By this date the
Inverness and Rossshire Company had been absorbed hy the Inverness

and Aberdeen Junction Railway Company and it was this company which

obtained péwers on 11 May 1863 to extend the line beyond Invergordon
to Bonar Bridge, (a distance of 26% milgs). The extension was opened
as far as Meikle Ferry (e temporary terminus about 3 miles west of
Tain) on lst June 1864 and to Bonar Bridge four months later.

The next section north of Bonar Bridge was.built by the Sutheriand

Reilway Company - incorparsted by the Sutherland Railway Act of 29 June

1865 for the construction of a railwey from Bonar Bridge to Brora.

- However, in spite of a contribution of £15,000 by the Highland Railway,
the promoters were unable to carry out the whole of their scheme: works
were heavy and expensive - notably a long bridge over the Kyle at Bonar
Bridge which had 5 masonry archés and a span of 230 feet, and rock
cuttings in the hills near Lairg. So it was that the line was only
opened as far as Golspie (26 miles from Bonar Bridge) on 13 April 1868.
Now coaches were run, in connection with the trains from Golspie to

Wick and Thurso - but this was not under the auspices of the Railway
Company ,
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The next advance was made possible by the generosity of the Duke

of Sutherland: indeed as soon as the line had reached Golspie the third

. Duke projected a privately owned line along the coast for 17 miles as
far as Helmsdale and construction was begun before powers were ob-
tained on 20 June 1870: this act also authorised the transfer to the
new undertaking of the six miles of the Sutherland Company's line from
Golspie to Brora. Engineering difficulties again occurred - so that
the section between Dunrobin (about 2 miles north of Golspie) and a
point -E-mile short of Helmsdasle was finished by the authmm of 1876:
and the Duke decided the railway should be opened forthwith. An
engine a:rld some cogches were purchased, but since there was as'yet
no working eon.;lection with the Sutherland Railway at Golspie the stock
had to be placed on wagons and hauled along the road. Princess
Christian opemned the line for the Duke on lst November 1870 and for
the next 6% months a service of two trains a day in each direction
was provided, By the summer of 1871 the works were completed _and on
19 June the railway opened throughout and the Highland Railway took
over the working.

The completion of the line from Helmsdale o Wick and Thurso
(67 miles in all) was carried out by the fourth separate Railway
Company concerned in the construction of the line to the North; the

Sutherland and Caithness Railway Company which was incorpéra.ted by

an Act of Parliament on 13 July 1871. There had been earlier proposals
for a railway between Thurso and Wick and a line had been authorised in
1866 - btut it was only a local undertaking and of course isolated from

the railway system of the rest of the country. Funds in fact were not
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forthecoming in spite of efforts by the local landlords and the whole
scheme was in abeyance for many years. The new concern took over the
local one (called the Caithness Kailway Company) and adopted the same
routes as that Company had had authorised. The railway however, was
obliged to take a long detour because of the -highland round the Ord
of Caithness: this prevents a railway from keeping to the shore and
forces it inland, principally because of a precipitous drop into the
village of Berriedale and a corresponding rise on the other side. So
it is 60 miles by railm from Helmsdale to Wick - the coast route is
35 miles: but the railway was opened on 28 July 1874, the Highland
Railway had subscrived £50,000 and the Duke of Sutherland, £60,000,
towards it.

A point to be borne in mind when considering the construction
of the line to the Far North is the fervour of the men involved and
the efficient way in which construction was undertaken: this is
mirrored in the speed of construction - 12 years to bring a line
from Inverness up the east coast to the extreme north - and is em-
Phasised when it is remembered that these areas have such very hard
winters, the ground being under smow for very long periods and con-
struction being temporarily halted.

All these lines - although separately btuilt and owned were worked
by the Highland Railway Company from their inception and were amal-
gamated into that Company on 28 July 1884 - exactly 10 years after

the opening of the last stage in the route to the Far North. 17T
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2. To Skye The westward line from Dingwall to Kyle of Lochalsh

was promoted Ly the Dingwall snd Skye Railway Company incorporated

by an Act of 5 July 1865 to construct a railwsy between these points
- 63 miles apart. |

But two difficulties arose. The landowmers in the Strathpeffer
district put up most determined opposition; they were led by Sir
William MacKenzie. The proposed railway péssed through his lands for
four miles and came to within a quarter of a mile of his house. At
the meeting of the Company in October 1866 it was reported with
regret 'that the difficulties in arranging with certain landowners
on the line still exist‘(‘é?At the meeting one year previously the
Directors *thought it right to state to the Sha.reholdérs that no
steps will be taken (towzrds the construction of the line) until the
difficulties are removed'.(g)lt was not until 29 May 1868 that the im-
passe was solved: an act of this date saﬁctioned various deviations
to the north of Strathpeffer but this gave the railway a four mile
climb at gradients mostly of 1 in 50. It is interesting to note that
Sir William died shortly before the line was finished.

The second difficulty was at the western end of the railway.
Because of the enormous costs of construction anticipated between
Strome Ferry and Kyle of Lochalsh, as deep rock cuttings would be
required it was decided to abandon that section: there can be no doubt
that this step was justified on financial grou.nds-at that time. The
railway was opened in 1870 - for goods on 5th August, for passengers
on 19 August. The new railway opened up a quicker route from the
islands of Skye and Lewis to the south, but Strome Ferry is not an
ideal place for a pier owmi to strong currents in Loch Carron.

() Dirguall omd S Leony Compansy Plimuti Book. p.30
'6) Dirgwall and 91((:7.1 &,ong Companyg ot Book p. 2¢.




276

Probably partly because it feared that the West Highland line might

soon-have been extended to the west coast from Fort William to the

Sound of Sleat, the Highland Railway sought powers to _extend its
Western branch to Kyle of Lochalsh and to provide a pier there/f#fThese
powers were granted on 29 June 1893.

The engineering works were very heavy - for example, the station
at Kyle had to be blasted out of the solid rock. The extension was
opened in 1897 on November 2: the decision to exten@ was again un-
doubtedly correct because the a.nticipa.ted extension by the North
British Railway came about -~ to Mallaig - and aéonsiderable share of
Hebridean traffic must have passed into their hands, But the High-
land retained the valuable mail contrg.ct and of course monopolised
traffic from the islands to Inverness and North east Scotland.

The Kyle extension was snother illustration of the zeal of the.
Highland Railway -~ and again here the work was hampered by the vagaries
of the weathers "for nearly 5 months (during the winter 1893-4) it was
so wet and stormy that very little progress was made'z d,as was the
case in virtually every railway construction/ by the vagaries of the.
labourers' dispositions. "Many left to work on the Mallaig line, and
quite one half of the remminder left three weeks ago for harvesting
the crops at their Crofts". (-é)

The Dingwall and Skye Company was absorbed by the Highland Railway
Company as from 2nd August 1880 and so it was under the auspices of the

latter that the Kyle extension was built.

() HigHland Rt Liong Avl Book 8. g iveoms Bapeckat rhosking 25-4t8m0

(2) #hs Mond Foilosg vt Book 9 Fegimeons Rrpoctat et hins 22:10.1897,
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So the lines that appear so very simple on the map have had a
patchwork type of historys yet these lines do not represent the
entire extent of the railway system that once existed north of
Inverness. Several branch lines must be considered.
3. Branches.

To facilitate traffic between the head of the Caledonian Canal
and the town of Inverness a branch was conspructed, about 3 mile
long to Muirtown from Canal Junction about 1 mile from Inverness.

braffc Por possenger tmﬁ
It was opened onJ°9 Apnl 1877 but official sanct:.on was not obtained

)
until 4 July 1890\4 () It was extensively used by goods trains but the
proposed passenger service was never provided.

As Strathpeffer grew in popularity the need for a better facility
" than the existing station 1% miles from the town became spparent. A
| centrgl terminus was projected, powers were obtained on 28 July 1884
and the line opened on 3 June 1885: it left the Skye line at Fodderty
Junction and the old station was renamed Achterneed.

The Black Isle branch was built to tap the sources of revenu't.e
provided in that rich farming region and the fishing centre of Fortrose:
8 line was proposed from Muir o'f Ord on the North main line to Rosemarkie,
powers were obtained on 4 July 1890 and the line opened as far aé Fort-
rose on lst February 1894 but the extension to Rosemarkie was never
begun. It was an indirect joummey from Fortrose to Inverness but it
was the best route possible, short of a costly bridge over Beauly Firth.

Coach Services connected Dornoch with the Far North route at The
Mound: but towards the end of the century desire for -a. railway link
grew in the district. The Hig_hla.hd Railway suppor'be‘d the scheme and

obtained powers on 13 August 1898 for a standa;:'d gauge 1igf1t railway,
(l) H. ﬂYo.llM._-,e .Tlu I—).ﬁLlp.«W,.;l..mj ,P"'O“ 37
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its route folloﬁng the coach road closely. ' The Highland Railway worked
the line tut the local Company remained nominally independent until
grouping. The line was opened on 2nd June 1902,

The lé.ét passenger branch to be opened was the Wick-Lybster branch:
with no means of high speed road transport the need was acute for a '
means of disposing of the fish (the means of livelihood of the in-
habitants) and so £72,000 of capital was subscribed, partly by local
subscription, partly bty a Government grant of £25,000, and partly from
the Highland Raillway itself?i%mds were raised to complete the branch.
Powers had been granted on 27 November 1899 and the railway was opened
on lst July 1903, as alight ra.ilwéy and the Highland Railway undertook
to work it at cost price. In spite of the circuitous route to the
south the line was of great service to the district - especially the
fishing industry at Lybster., This line also remained nominally indep-
endent until the grouping.

It must be noted that all this railway system north of Inverness
was only part qf the Highland Railway System. In fact the Lybster
branch was the penultimate extension made to the gystem. _The last was

the Inverness Harbour brancl_‘x,-. , The. total

N

mileage of the system was 5054 miles of which 2694 miles were in the
area to the north of Invefness, thus just over half of the system is in
the terms of this enquiry. The mileage is made up as follows:-

Branch Miles Branch Miles
Inverness-Wick 161 Muir of Ord-Fortrose 13
Dingwall-Kyle 63% Georgemas-Thurso
Fodderty Junc.-Strathpeffer % Muirtown Branch
Wick & Lybster Light Rlway 1 Dornoch Light Rlway

o

269

i
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The Highland Railway Company became part of the London Midland
& Scottish Railway Company as from lst Jamuary 1923 under the 1921
Railway Act and on lst January 1948 paséed into British Railways
under the Nationalisation arrangements of the 1947 Transport Act.

Of the lines in question, north of Inverness, except for a short
section of double tra.ck; between Inverness and Beauly, the system was

single track throughdut.



Ea.rix Closures

Closure and the threat of closure is not & new experience to the
railway system ;lorth of Inverness. Though no lines were closed down
before grouping, there wére_ closures of stations and the reducing
and curtailing of the steamship services run by the Highland Railway.
1. Stations '

When the railway was extended north of Invergordon to Bonar Bridge
" & station known as West Fearn was provided to serve Feam Lodge: it was
between Edderton and Bonar Bridge. It remained open for a little more
than 6 months after which it was withdrawn from the public time tables, -
but was apparently still used as a conditional stopping place for the
lodge and for wives and families of local railweymen., Its closure is
mentioned in a minute from the Board Meetiné of the Inverness and
Aberdeen Junction Railway on 28 March 1865: '"the Manager submitted a.
Statement of Traffic for three months a.mountlng to £17. 4. 0. whereupon
it was resolved to discontinue the station from 31lst inst".

The temporary terminus at Meikle Ferry provides the éecond case

of a closed station. When the railway was completed past Meikle Ferry
to Bonar Bridge, coach connections were still maintained to Sutherlend
via the ferry but soon they begen to operate from Bonar Bridge: thus
traffic at the Meikle Ferry station dwindled a.lmost.to nothing and it
was closed on 31st December 1868. (é)

' In 1878 a platform was opened to serve Borrobol shooting lodge:

this was about 2 miles north of Kildonan. For some years the platform

0) Highlomd Ruilusass inits Booki]. p. 157



was closed during winter (when presumably there were no visitors to
From aveidablo fumeboble, Ehe platform wan PvrolmHJ closed L alim 187479 18 73-99
the lodge) ;/\(,9)' Later it was kept open throughout the year. ad1880-§/
The Duke of S':J.therland's railway provides two more illustrations
of closed stations! when thé Duke decided that the railway should begin
operations in spite of the ené:i.neering difficulties that prevented it

from any physical connectiog with the line at Golspie he btuilt a

tfemporary terminus a‘l; Gartymore known as West Helmsdale , and after

19 June 1871 as the works were completed as far as Helmsdale, the
temporary terminus was no longer used. At the Golspie end the tem-
porary station beceme a private station serving the castle: its name

is Dunrobin.

* Another illustration of closure refers to the pier at Strome Ferry
- when the Kyle extension was opened on 2 November 1897 the old pier at
Strome Ferry was closed and the ships (n;t ‘owiiedl or worked by the
Railway Co) transferred to Kyle: however, the station itself was not
closed, it remains open to the present day. The last closure of a
station effected by the Highland Railway was in 1913, It was Clachna-
harry station and it was situated close to the sving bridge over the
Caledonian Canal. It remained in continuous use from the date of its
opening in 1869 until it was closed. The reason for closure is unknown -
it was resolved to close it at a meeting of the Tra.ffic and Way and
Works Committee of the Highland Railway on 25 February 1913, to take
effect on the 1st April, but no mention is made of a reason for the
closure. (3‘3) |

These seven cases show clearly that closures, at any rate of

stations, are no new experience to the region, and, that even before

grouping, the Highland Railway had closed stations. A4 further snippet
(1) Wag kol RMLWM/ ot Book 2/, p. 21,
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of information on Highland. Railway Closures is given in the mimuite of
the Board meeting on Februa.zy 1st 1870 when it was "resolved to close
the Refreshment Rooms at Invergordon Station from Wflitsunday next“.(-l‘-})
The reason for this is not stated, but it seems unlikely that it was
fingncial since it was let to "Catherine Fraser .at £25. per year, the
tenant 1;_0 pay ker owmn gas". (:—&)

2. Steamships Services M

A daily passenger service had been maintained from Strome Ferry
to Portree in Skye and a weekly service to Stornoway from the date of
the opening of the western branch on 19 August 1870. But traffic
retums were unsatisfactory and in the winter of 1870 the Portree
service was reducéd to 3 a week and the Stormowsy sailings were sus-
pended, though a private boat went from Portree to Stornoway on
certain days. So it was reported to the next annual general
meeting of shareholders on October 27 1871 that 'receipts from the
Steamers have not equalled their expenses and a sensible reduction
has been effected by ceasing to go to distant places where the traffic
was inddequate to meet the outlgy'. Services were continued to Portree
until 1880 when the railway company withdrew in favour of MacBrayne. (ﬁ:b)
He took over from lst May 1880.

But the Steamer service to Skye was ﬁo‘b the only maritime venture
of the Highland Railway. On 24 April 1877 it was empowered to own and
work its own ships between Thurso and Kirkwall and Stromess in Orkmey,
and a service was opened on' 27 July 1877 and continued regularly until
the summer of 1882, But the service was not withdrawn until the Company

(1) Highland Roibioasy Mot Book |, 5557,

(2) Mighlamd Roiloa Avwde Book 1. p 124 _
(3) Mgk ‘?NL*JAA] Dirtelom Qa-per”. Q’Pn—;}RZ Keo,
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was sure that an independent company would maintain a service: this
service was provided by The North of Scotland and Orkney and Shetland
Steam Navigation Company. £+&F:

So, in fact, it is in the steamship routes of the serwvices between
points on the Highland Railway that:the earliest closures is founds
though, as shown above, the services were in fact maintained by other
‘enterprises. Both closures were for financial reasons: but it seems
from the evidence that the Comﬁény made efforts to see fhat services
would be maintained to prevent hardship to those who used them: there
is however, no evidence that if no other company had undertaken the
service the Highland would not have terminated this service.

Closures under Grouping

The lines and stations north of Inverness were not pruned at all
during the period 1.1. 1923 until the second World War. Then on

April 1st, 1944 the Wick and Lzbéter Light Railway was closed com-

pletely and subsequently dismantled.

The road between Helmsdale and Lybster had been much improved -
the gradients had been greatly reduced over the Ord of Caithmess - and
this obviously put the Lybster line at a serious disadvantage. It is
only 20 miles from Helmsdale to Lybster on the road; by rail via Wick

it is 74. (General discussion on the branch Xne closures follows

later). Then on 2nd March 1946 passengerservices were withdrawn from
the Strathpeffer branch,

Since Nationalisation The changes brought about since Nationalisation
have been..irregular - but it would be wrong to suggesf 'that they have
all been megative. In fact there is one example of an additional

station to be found in the region north of Inverness:s it is at



puncraig on the Kyle line. Its name first appeared in the Bradshaw
for June 1949 - it had no advertised service before this., Also on
the Kyle line there is a case of a re-siting of a station because
the iine was reconstructed: the case is Lochluichart and the ;I.ine
was raised to enable the level of the loch to be raised in con-
nection with an H,E.P. project. Tﬁe new line and station came into
use on 3 May 1954.

But there heve been considerable closu;:'es brought about under
the new regime: the branch lines have all been pruned now. The
Lybster line as indicated above was already closed and had been
dismantled prior to nationalisstion, and passengerservices with-
drawm :f.‘rom_ the Strathpeffer line.

In 1951 that line was closed completely and immediately dis-
mantled. DPassenger services were withdrawn from the Black Isle
branch on 1st October 1951, though it remained open for goods until
13 June 1960. But on the Tuesday beforel3 June 1960 the. line agein
had a passenger train 'up it - about 100 members of 2 le;ading railway..
enthusiasts organisations 'h’é.d a special train to take them from Inver-
ness to Fortrose and back(.*ﬁl‘his latter date also saw the complete

closure of the Domoch Light'Ra.ilway « Also on this date passenger:

services were withdrawn from 20 stations between Inverness and Wick

i.e. the number of stations halved, though it was found that this was
Just a little too drastic because in April 1961 Rogart Station was
re-opened, though only as a halt. ‘ |

Such are the bare facts of the closures - and the facts show that

closure has been spasmedic and represented only about 1/10 of the

_ ([7 ﬂ,gg-slm Dowenad Frw]tuj 17 June 9L 0.
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route mileage: also that there have been activities in the other
direction though there are only 3 very small illustrations of such
activity as I hay'e shown.

Consider now what the reasons for these closures were. It
was seen that developments and improvements on the roads put the
Lybster line at a serious disadvantage, and it was similar reasons,
allied to the peculiar topography of the coast.north of Inverness
which meant that -lines provided only a circuitous route to the south
‘that caused the Black Isle and Domoch branches to lose their traffic.

Even before the 2nd World War the railways in North Scotland were
facing growing competition. After 1918 many private men - men with some
driverand business acumen - set up as Private Hsuliers. They were en-
couraget‘ to do so because there were many Army trucks being sold off
cheaply as they were no longer required., The road haﬁlier also had
the advantage of being able to deliver to and take.up goods from the
cuétomers' doorsteps. And he was able to scrutinise the railway rates
because both Standard and Exceptional rates were open to the public,
Thus it was easy for him to fix a cut price to encourgge traffic awsy
from the railway. ‘

Also after the 1914-18 War the Highland bus companies developed -~
slowly at first and acting partly as rail feeders but later into com-
petitors over longer distances, and, especially where the railway took
a circuitous route - as from Lybster, Dommoch and Fortrose.

So it is not sﬁrprising that brané_h lines in the Highland system
succumbeds actually south of Inverness the first closures were earlier

than in the highlands, e.g. Orblidén to Fochabers closed 14 September 1931.
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It is of interest and significance here to attempt to guage and
measure the extent of public opinion aroused by the closures of the
branches to passengers. In a word this may be summed up as being
Mglight",

. Thé Ross-shire Journal does not even mention the closure of the
Stratflpeffe;' branch, snd the issue following the Black Isle closure
only has a single small paragraph on page 6, where the closure is
referred to, and this stated that "The County Council were not ob-
jecting to the withdrawal of the sérvice in view of the small
number who travelled on the railway". Two notes on this closure were
made in a September issue, before tl;le closure was implemented, where
it was stated that "the Fortrose Town Council and the local branch
of the National Farmers' Union were making a vigorous protest".

| Although time prevented detailed study of the extent of opinion
over the Dornoch and Lybster closures I am relia.‘t;ly informed that
protests were made and that the localities were genuinely sorry to
lose the railway amenity. '

This extent of opinion is a mirror of the amount of discomfort
which the localities would suffer. The closure of these branches did
not cause hardship though a period 6f adjustment had to be made.

It is very significant to compare this small extent of opinion
with the high quality articles and the letters which beseiged the Ross-
shire Journal from the time the proposal was made to close the lines
north of Invermess until after the rejection of the proposal. Only
1l .issue in that period was without mention of the matter in the whole

3% month period.
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It seems that the outcry towards the branch line closures was
significant to this extent - one would expect this amount at the
removal of a minor part of a body. It iﬁ no way resembled the out-
cry that met the propoaél to remove én entire limb.

Figures for the revenues of the branch lines are not available.
If they were it is likely that they would show that from the end of
the 1st World War there was a decline in revenues:_this would
pfobably have been gradual at first but accelerating into a steep
and steady decline as competition from hauliers and bus companies
built up. Then the fall would flatten somewhat as the revenue
drained off,

It seems unlikely that before £he 2ﬁd-Wbr1d Wa;'the decline in
rail revenues anid traffic could be attriﬁuted to road improvements
in themselves: though this would play an important rq;e after the War,
when extensive construction and improvement has taken place. |

In some cases there appear to have been local reasons for
the uneconomic nature of the branch lines:

At Lybster - early improvement of the road to Helmsdale

as menfioned before, and the circuitous rail
route.
At Fortrose - the circuitous rail route again: tut a
through road would take the same route. It
remgined worthwhile keeping the line open for
goods until 13 June 1960.

Dornoch Light Railway - light railways do not usually have

to be fenced, or gated at level crossings.

But the Board of Trade had imposed regulations



that the line be fenced and gated.throughout
(there were numerous level crossings). Thus a
mich heavier expenditure was required than might
have been necessary.
All branch lines are required to be maintained at the same high
level of maintenance as a mainline and this is a very heavy drag on
their finances. |

The question next to be posed is "Why were these lines not closed

before they actually were" .

Given that there were certain local difficulties and overall
disadvantages as I have shown, one might have expected to see these
lines closed somewhen beﬁbre the 2nd World War broke out.

Broadly two answers present themselves: and the first is that by

the time the lines were closed, the closures were long overdue,
Revenues had tapered right off almost to nothing and on this fact

it would be fair to say elosure could have been brought about 15 or
20 years before and deficits not carried for so long and built up as
they were.

But the real answer probably is that the closures were delgyed

because of the extremely severe winters which may make roads impassable
for weeks at a time. The railway is more easily kept open when there
is heavy snow.

To these answers it could also be added that, in fact some other

lines, south of Inverness, were closed earlier: the QOrbliston - Fochabers

branch I have mentioned, another was the Alves-Hopeman line, also closed
on 14 September 1931. M T}be. Ke;',l-‘i‘,—tpe-(—"e.fflf, L"B\—ﬂcl\ Weo C_IDSVLJL w AVLSM
1915, bbb was to be we-Opemed v 1921, I'LquL this wao bhew desided
L" V"V\FMM-LID-».
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By the time the branches were closed there seems to have been
no warrant for a ra@lwa;-r anyhow: other means of ftransport were
Teadily aveilable for those who required them (private car or buses
- both by them very reliable) and nor was there any 'commmting'
tm.ffic,_ as perhaps might have been expected from Sti‘at_hpeffer or
the Fortrose line to Dingwall or Invernmess, requiring fast, reliable-
all-through-the-year éranéport to the comty towns.

But all the closures so far mentioned can easily e regarded as
minor in comparison with the closures that were projected by Dr.
Beeching. The route mileage closures amounted to 373 miles after
all the branches were closed - the Beeching proposal threatened the
remaining 231% miles. @’3}.

So, whilst the threat of closure of railway services is no new
thing to tl® Scottish Highlands, this much is new: a threat to

abolish ALL railway passenger services in the area.,

(1) 375 +231% = 24Tmiles. On tae following page  figure fR70milesis
ﬁMtLJr. _n'\f- "le— EIMWFWG«:S o) MM‘.Q uFD]DZ l\a'F-erLL brwvml\.% e __Er\uh-nyy),

Fhe ;ZT\,WmeL amd B Coledomip.. Covpl Bromel. Nprecoed evsk
OF b CIIJSMmedabA ofthBmoLb: S0 fLMw}' Wc[u,c[&z(_ CL&M_ ;ﬂr\r

s F‘j“‘* f 315 milis of bramel iy elosune

Bwk Consuulled ﬂfﬂPPbM,"Y b: HVO\”M& “Ta Hrj“a«[

Roilions " 1963, b Dawid aoel Chonrles
)Y i:F il sﬁmkl
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'THE RELEVANCE OF BENEFIT - COST ANALYSIS
TO- THE PROBLEM OF RAIL CLOSURES-

During the preparatory work for this :hagt';il-it became clear to
the writer that the m it—self was going to open more issues than
it was going to settle.

Since its gim is t;: show the relevance ;af the analysis, knowmn
as Benefit Cosi Analysis, to the problem of rail closures and to
show the extent to which present analytical techniques fall short of
the refinements required of them if they are tp meet the needs of

'transport economists and planners, certain issues must be discussed,

even if no answer to a point can be given,

The Aim of the sis

'The aim of Benefit-Cost enalysis is to provide criteria for
evaluating the benefit and cost of individual projects (probably
but not necessarily projects which involve the Public Sector), and
to provide a guide for applying the criteria. Thus the ultimate
objective of 'Ehe anglysis is to enable determination of the relative
merits and demerits of alternative courses of actions %be they a
choice between doing something or refraining from it, or between
two or more possible positive courses.

Now this clearly is a formidable task, and as yet provision of
meaningful eriteria has not been attained.

It is valuable to note here, as J.V. Krutilla (Bib. Article 4)

points out that the nature of this aim is not different from the
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economic analysis employed in reaching decisions with respect to
production, or other polieies of the firm. But there is a factor
in the nature of the aim of the enalysis which causes it to be dif-
ferent from any cost and gains calculus of a private firm. Any
divergence between private and social costs and gains is heglected
in »prn‘rvate firmg' policies, but benefit cost adalysis ‘seeks to take
ecceunt, in full, of such divergencies. "Speaking loosely, while the
decision rules of the theoxry of the firm aim at profit maximization,
the decision rules of benefit cost aflalysis seek to maximise public
benefits or general welfare within the orbit of responsibility".
(Kmtiua - Bib. Arbicle. 4). | .

It mist be made clear that this enalysis is no magical formula,
which, if brought to fruition, will miraculously mean that all fu.ture
aﬁvance and policy will include no mistakes, or encounter no delsay.

Yet, if the aim of the anglysis was satisfied, then, in a classical
or perfect situation it could be used. "In an efficiency—orienta.ted
mold, where there ere no barriers to the flows of funds or resources,
where benefits.and costs are correctly determinable, it is evident
that appropriate policy is to tild every project for which benefits

 exceed costs and to deveiop every project to the point where Marginal

Benefits equal marginal costs" (P. Steiner, Bib. Article 7).

However, away from this perfect situation, there are found to

be some potent reasons which could;: and certainly would, restrict the

number of accasions when the application of the meaningful criteria

could be made. These reasons are those which restrain the volume
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of Public Expenditure. Besides the pure efficiency criteria, other
significant determinants of the volume of Public Expenditure are
Cyclical Stability, Economic Growth and Income Distritution: these
bands of criteria are, and should be,domina.nt in determining the
volume of Public Expenditure.

Whilst admitting that there are limitations imposed upon the
Practical gpplication of the meaningful criteria which the technique
aims to provide, two matters are seen clearly. First, in spite of
having limited application the analysis may still be applied, evemn
if in a crude way. Two extreme cases may be taken to show that,
even with the present deficiencies in the techniqu,és, the method
is indeed already being applied. It is, for example, apparent that
the costs incurred bty the country in the removal and absence of the
main line from London to Edinburgh would ocutweigh the benefits the
country might gain in redeploying the resources at present employed
on that line. Or again, it is clear that the benefit to be gained
by the nation as a whole by the construction of a line between two
remote villages in Cornwall will not amount to the cost to the nation
of building that line. Thus, the concept is seen to be applied in a
crude form alreadys In issues which are border-line cases, the
excess of benefits over éosts or costs over benefits however, will
depend on value judgements, but in matters as extreme as the two
illustrations, even the application of value judgements does not lead

to doubt as to the correct policy.



Secondly, in spite of limitations, there can be no doubt that
it is worth pursuing (after) methods of techniques that will enable
all benefits and costs to be weighed correctly since the availability
of such g technique would be an aid in ascertaining eptimum policy,
and enable an assessment to be made of the velidity of previous
policies. It is unfair and unrealistic to argue that since other
more potent forces determine the level of Public Expenditure there
is no role for Benefit Cost Msis to play. The fact thé.t the
current economic climate may prevent the sponsoring of asn issue
shown by analysis to have benefits ﬁhich exceed costs, is in no
way an a.rgment- for neglecting the anslysis. This has been seen
for a long while now in fact. In America (where most of the work
in this field has .been done) the Flood Control Act 61" 1936 adopts
welfare principles for Public Services by stating that the Govern~
ment should sponsor those j:ro,j ects where "the benefits to whomsoe.ver
they accrue, are in excess of the estimatéd costa".

(As a note here it is worth showing that Cost-Benefit Anslysis
may be regarded as a natural corollary of a growth in decision
making &n the Public Sector).

There are also two points of practical significance which add
further to the difficulties to be encountered and overcome before
Benefit=Cost Analysis may be regarded as having a role to play in
policffommlétion over the issue of rail closures. Whilst it may
be possible to agsess the issues cqncemed when deciding whether to
begin a project or not, or which of two or ‘more pmjgcts will be

sponsored (much work has in fact been done in adalysis of projected

0}
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water resource developments), it is cerfain that it will include more

detailed work and perhaps further refinements of technique, to assess

the issues pertaining to the removal of a presently existing facility.
The second point may be simply stated. At the present time, it

seems likely that a fundamental.factor to be included in the

enalysis is unknown, for the railweys themselves under their present

accounting system, do not appear to be aware of the true financial

losses of their lines.

‘It may be gathered from the material above that the issue of
Benefit Cost Analysis is relevant to the problem of rail closures.
But, it has been suggested that at present the techniques still
fall far short of the level required of them for the analysis to
play a role in any but the most obvious cases. Its potential
value is high, tut its present value seems not to be significant

to the problem.
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For the rest of this m the writer is assuming that a
comnon factor has been found whereby all the costs and benefits
may be made meaningful to each other.

It was previcusly argued that the analysis would be helpful
in deciding on the validity of a policy to close railway lines -
therefore, presuming that a technique is available to make use of
the information which would be gleaned, tﬁere now follows a

possible "Programme for a Study of the Benefits and Costs incurred

on a Railway Line".

The first mgtter to be determined would be the Benefits and
Costs of the existing lings, and Costs may be considered first.

The costs are 3 in number. The actual financial loss in-
curred by the Railway is the easiest to assess, even though this
will involve a re-organisation of the Railways accounting system.
The second cost .is an intangible costa. it is made up of the in-
convenience and delay @sed on the za_oads of the area in question
by the non-availability of this amount of cash for spending on road
improvements. A third cost is the cost of 'Unserved Communities'.
These are those communities which the bus operators would be able
to sexve (or serve better) if they were operating in the area without
any competition from the Railwgy. This cost is in fact a benefit
withheld: it would be equal to the amount the commnities would be
prepared to pay to get ri_d of the railway and this itself would be

equel to the amount they would have to pay to use the newly acquired
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bus. It may be likened to an overhead incurred in setting up a
new business. There are examples of such communities in the
" South West District of Ross-shire. They have a weekly bus service
at present - if the railway had been closed Eighland Omnibuses
were going to provide three buses a day to these villages. The
places in question include Renaig, Kirkton, Auchertyme, Nostie
and Fernfield, $hmon on Pr/’nps(f‘j‘%

When assessing the Bemefits of the line it is important to
note that it is the benefit the line has over the next best
available overall situation which must be ﬁccounted.

It is not proper to argue that the railway provides N. units.
of benefit to the area, btut it is proper to argue that while the
present situation, which includes the Railway provides N. units
of benefit, and the next best situation would provide onl& K.
units of benefit and therefore the benefit of the railway i N - K
wnits. This will necessitate a highly complex study of every
sector of the commnity and the economy. Benefits would accrue
in three fays: to those who make physical use of the railwgy either
for personal transpoft or for goods, social benefits would be derived
by eny person who receives a commodiéy vig the railway - for example
newspapers brought by rail to parts of Sutherland arrive at lunchtime
while by road they would arrive at about 4 p.m. - and thirdly, benefit
is received by any person whose hardship is eased by having the rail
service available - an example here would be old folk who might be

needing to go to hospital or to receive medical attention in their

homes and who could not depend for this at all times if the railwsy
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was not .there.

Consider these cases of benefits in one particular sector of
the community, the school children who travel by train to school
in Whitty and in Ross-shire.

Under the first class of benefits each of the 255 Whithy school
children receive a benefit from trave]..'ling to school by rail, since
if this was not the safest, and most convenient mode of tré.vel they
would clearly use another method. The benefit to each child, over
the next best situation, would differ, end in some cases might be
nil, TFor example, it is doubtful if the 89 children who travel
from Sleights and Ruswarp (3 miles and 1} miles from Whitby res-
pectively) wou_lrd suffer any méé.surable loss if they had to travel
by bus or car over this short disténce.

_ There seems little likelihood of benefits accruing to the
children in Whitly in the second way spoken of above: but social
benefits to the children at 2 schools in Wester Ross seem likely
to be lost in that increased remoteness may cause a deterioration
in the quality of teachers at the schools and a consequent drop in
teaching standards.

Benefits to the children under the third category would be
assessed in two matters: the possibility that a bus journey, in
s0me cases a léng bus joumey, may be inconducive towards aptitude
for homeworl; would be explored thoroughly. It is clear that this
will be true of cases of children travelling from Commondale (7),

Castleton (34) and Danby (20), even if not for the children joining
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and leaving the train nearer to Whithy: the benefit of the faster
less fatiguing train journey over the slower and more tiring bus
would then be accounted for. Also the benefits to ea.cﬁ child, of
being able to stay for after-school activities while the railway
service enables them to catch a later train home, over the situation
where they must leave immedigtely in oxrder to catch the contract
buses must be assessed here. The benefit may be nil, as in the
case of children who live in Whithy, or who can catch a service
bus to Ruswarp or Sleights. I can only presume that the assess-
ment of these benefits would necessitjte extensive ps;w,'chologica.l
testing of each ghild in order for the a.sseésment to be accurate.

In each of the two cases considered in 'this thesis there is a
further benefit received from the lines in question. It is a benefit
to 1_:he country as & whole from the strategic position of the lines in
the event of an emergency such as another war. The Highland lines -
would have a value in aiding evacuation from the south, and the
line from Whitby to Pickering would have a role in the defence
systems so long as F:V_lingdales is in operation, even if that role
was only the certainty that personnel could be got in and out of the
Barly Warning Station at all times of the year.

This fourth benefit would not count strongly in the weighing up
of total benefits, but it would be taken into account.

But even when all the costs and all the benefits have been
measured, and are made relevant to each other by a common factor

there yet remains further work to do before the matters can be weighed.
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Onto the situation just described must be superimposed the
advance projected for the area in question. This will be highly
complex, and more so if the advance involveg’ a Govemment Subsidy

- too.

The significant date in this respect would be the difference
between the advance with:othe railway there to aid in it, and the
advance possible without ij:. The method would be to measure each
advanc;a programme up to the date when the subsidy would be no longer
requireds though this may produce another difficulty because the v
subsidy may be expected to end at a different time if the programme
with the railway is adopted from the time if the other programme is
_sponsored.

One point is clear from this projected Programme. It is that
anelysis of benefits and costs would be, at least, of somé help in
the controversy that surrounds the issues of railway closures; but
until such a state is rea.ched) marginal cases, like those which form
the subject of this thesis)will have to be settled in a more

arbitrary way.
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