                                                  Chapter Four
                         THE COSTS OF WORKING THE LINE 1910-33
Introduction

     It was quickly obvious that the line’s financial difficulties, which had become apparent many years before the opening date in December 1883, were to continue long after the trains started to run.
 Yet the takings of the line in later years were to show that those early difficulties were possibly in the process of being overcome. This chapter will consider three discrete years of operation, 1910, 1920 (the most successful year of the line’s 75 year existence in terms of passenger bookings) and 1933, and by estimating operating costs, try to construct an operating profit/loss account. Six estimates will be given. They will show the most optimistic view and the most pessimistic.  
      These estimates are made by adding together the wages of the footplate staff, the permanent way staff, station staff and setting these against the income of the line as given in the relevant traffic receipts.
 The most pessimistic view will be that where, for example, every train is operated by a different crew; while the most optimistic view will be that where, for example, a train crew operates a ‘there and back’ shift, thus halving the labour costs of locomotive operation. A further assessment of the profits or losses experienced by the line will be undertaken by considering optimistic and pessimistic viewpoints regarding station expenses.
 Other expenses such as locomotive costs, rolling stock repairs, maintenance of the permanent way and of headquarters staff will be briefly considered. On the revenue side, the income from passenger tickets issued at each station will be estimated. A rough-and-ready estimate of income attributable from passengers travelling from further afield is also made by subtracting the numbers of passenger tickets booked at local stations from those collected. It should be clearly understood that the final figures can only be rough estimates, as the evidence has many lacunae.
Operating costs

      Some indication of the complexity of the business of running a railway may be gained from a number of texts published in the 1920s which attempted to explain, sometimes in considerable detail, all the many elements of railway administration and working.
   Although this chapter will deal with only the most major costs, these texts demonstrate how wide-ranging operating costs were. For example, C. P. Mossop, in his book Railway Operating Statistics, notes eight major categories or locomotive operating costs: Superintendence, Repairs and Renewals, Enginemen’s wages, Engine Shed Labour, Coal, Oil, Water, and Other stores.
 Similarly A. E. Kirkus looked at, inter alia, the costs involved in repairing locomotives, passenger carriages, and freight wagons.
 The two-volume Modern Railway Administration by G. W. Ede and others was more concerned with the management operation than Mossop or Kirkus.
 Not only are there numerical lists of personnel employed on the railways in 1923, there is also a section dealing with the headquarters staff. Then there are the divisions involved in dealing with freight, and a section on the different types of tickets. These made for impressive numbers. For example on the weekend of 25th March, 1922, just a few months before the implementing of the Railway Act of 1921, the North Eastern Railway employed 59,270 staff. A year later, the newly formed LNER employed 202,232 members of staff.
 The numbers of headquarters staff in the upper reaches of railway hierarchy is equally impressive.
 These employees do not feature in the calculations in this chapter, but, nevertheless, they still had to be paid and the money (or most of it) would have come from revenue from freight and passenger services. Apart from the wages and salaries paid to the various classes of railway staff, there were four general requisites for the running of a passenger service. These were: a properly maintained permanent way; properly maintained equipment (such as rolling stock); up-to-date signalling and train telegraphing, or train control; and supervision.
 The price of coal, too, was an important factor in the assessment of costs. The approximate cost of coal at the mines fluctuated considerably, for example, in 1890 the approximate cost of a ton was 8/3, whereas by 1897 it had fallen to 5/11, while in 1900 the price had risen quite dramatically to 10/9¾ a ton.
 In 1908 it had fallen from this exceptionally high price to 8/11 a ton, while in 1910, while still comparatively high, it was now 8/2½ a ton.

Revenue

    Concerning revenue from passenger services, the many varieties of passenger tickets could be classed into five groups, viz. Ordinary, Tourist, Excursion, and Season (contract) tickets as well as Cheap tickets by ordinary trains, which included weekend tickets and the one thousand mile coupons.
 Not all of these types would have been available throughout the period. Statistics for the seven stations on the Whitby-Loftus line for the years 1910-34 include the number of passengers booked at each station, the number of tickets collected from passengers booked from places local to the station, and the number of tickets collected from those travelling from far beyond the station.
 There are also figures for passenger receipts, station expenses (salaries and wages) and total receipts at the station, which include freight statistics. The statistics from the seven stations on the Whitby-Loftus (excluding Loftus)
 line are central to this chapter, so before considering the income from each station for the selected years, it is useful to understand the details of ticketing in the 1920s and the way in which these applied to the compilation of statistics. A very useful text, therefore, is A. E. Kirkus, Railway Statistics: Their Compilation and Use (published in 1927).
 Firstly, Ordinary tickets were divided into three classes – first, second, and third, although in actual practice there were few second class passengers. Each return ticket was counted as two journeys, and when recording the number of passenger journeys no discrimination was made between children and adults. Season tickets could be obtained for periods varying from one week to 12 months, and it was the practice for statistical purposes to equate the figures to twelve-monthly tickets, for example a ticket issued for three months was counted as one quarter. When estimating the number of journeys taken by season ticket holders it was assumed that each annual ticket was equivalent to 600 journeys. In 1925 across the whole of Britain’s railways approximately 53% of the aggregate number of journeys were taken by passengers holding ordinary tickets, 29% by season ticket holders, and the remaining 18% by workmen. The corresponding figures for receipts were: ordinary passengers 80%, season ticket holders 15%, and workmen 5%.
 Workmen’s tickets were issued at reduced fares; on the outward journey they were available only by certain specified trains in the early morning and the return journey could not be made before a specified time later in the day. Excursion and weekend bookings were advertised at reduced fares and they included cheap day bookings by ordinary trains.
 With the increase in bus competition, and as a means of combating it, the LNER introduced cheap day returns on some lines in 1926, and generally in the North Eastern area by 1929. This had the result of increasing passenger journeys by 18.3% in 1928 but only managed to stem the decline in receipts by 0.7 per cent.
 Most traffic at rural stations was, by the 1930’s at cheap-day return fares and first-class travel by branch line trains had virtually disappeared.
 All the above elements must be taken into consideration when considering the profitability – or lack of it – of the Whitby-Loftus line.

Operating profit and loss on the Whitby-Loftus line
      The primary sources for the following analysis are all to be found at the National Archives, Kew.
 There are a few caveats which should be taken into consideration. Firstly, the figures for Loftus station are not considered. This is because there were some wild fluctuations in certain figures, especially those dealing with Goods received and forwarded. Loftus was close to Liverton Mines, which would have been a major source of these heavy goods;
 also, although at one end of the line under consideration, Loftus was a through station and had never been a part of the WR&MUR, as it initially joined the North Eastern Railway head on. Secondly, it is not clear from the Station Traffic Book whether or not the station expenses (that is, wages and salaries) have been taken into account when the final figure of total receipts was made. I have therefore completed two sets of figures. The more pessimistic assume expenses had not been deducted from the total receipts. The more optimistic assumes that they had. Thirdly, the figure for station expenses (wages and salaries) ends in 1929. In order to attempt to reach a figure for net station receipts in 1933 I have used the 1929 station expenses figure. It is clear from the figures that, by and large, station expenses had fallen throughout the 1920s (although there were some fluctuations) and that the 1929 figure is, in four out of the six stations under consideration, the lowest of the decade. Given the Great Depression and its effect on railway wages, it is reasonable to assume that costs in 1933 would have been no higher than in 1929. Thus the figures for total receipts in 1910 and 1933 for the six stations on the line are as follows:

	
	1910
	1920
	1933

	Grinkle
	£430
	£730
	£-259

	Staithes
	£1746
	£3523
	£1223

	Hinderwell
	£1271
	£3503
	£1484

	Kettleness
	£140
	£-69
	£-85

	Sandsend
	£1284
	£2523
	£-73

	Whitby (West Cliff)
	£2882
	£5881
	£1217

	TOTAL
	£7793
	£15391
	£3507

	
	
	
	


Table 16. Total station receipts (assuming station expenses had not been deducted).

	
	1910
	1920
	1933

	Grinkle
	£616
	£1605
	£246

	Staithes
	£2005
	£4663
	£1254

	Hinderwell
	£1548
	£4476
	£2218

	Kettleness
	£299
	£677
	£275

	Sandsend
	£1476
	£3316
	£330

	Whitby (West Cliff)
	£3379
	£7930
	£2218

	TOTAL
	£9333
	£22666
	£6541

	
	
	
	


Table 17. Total station receipts (assuming station expenses had been deducted).

      1920 marks the high point of the fortunes of the line, as may be seen (especially in the passenger figures) in the Station Traffic Book.
 However, looking at the station expenses for the three years it is immediately apparent that costs were at their highest in 1920.
	
	1910 
	1920
	1929 (the nearest figure available)

	Grinkle
	£186
	£875
	£505

	Staithes
	£259
	£1140
	£463

	Hinderwell
	£227
	£972
	£732

	Kettleness
	£159
	£708
	£360

	Sandsend
	£192
	£793
	£403

	Whitby (West Cliff)
	£497
	£2049
	£1001


Table 18. Station expenses for 1910, 1920, and 1929 (RAIL 398/293).
It is immediately apparent that a very large increase in station costs, to be considered later in this chapter, occurred in the ten years 1910-20; also considered will be how attempts to lower those costs achieved some success.  It will be instructive to consider later in this chapter how wages for footplate and permanent way staff compare with those of station staff. However, as noted above, the costs of the line involved much more than the wages and salaries of the station staff. Apart from the detailed maintenance (wages as well as cost of materials) necessary for all aspects of railway operation, it was wages which were the main cost to set against the operating surplus made by the line and which was available as a contribution to central charges (for example, headquarters staff and interest on debentures). From figures published in 1909 concerning average wages on the North Eastern Railway in 1908, it is possible to produce the following table:

	Average wage for Engine Drivers
	£2.0.10 per week

	Average wage for Firemen
	£1.7.2 per week

	Average wage for Cleaners
	14/5 per week

	Average wage for Passenger Guards
	£1.8.7 per week 

	Average wage for Goods Guards
	£1.8.5 per week

	Average wage for Signalmen
	£1.6.0 per week

	Average wage for Ticket Collectors
	£1.4.6 per week

	Average wage for Gangers
	£1.3.10 per week

	Average wage for Platelayers
	£1.0.4 per week

	Average wage for Linesmen (and Signal fitters)
	£1.4.11 per week

	Average wage for all occupations
	£1.4.9 per week


Table 22. Average wages on the North Eastern Railway in 1908 (RAIL 1021/31).
After considering the total station receipts for a year and, at the same time, knowing the average wage of footplate, train, and permanent way staff, an estimate of the line’s wages per year may be made. To do this, it is necessary to know how many trains per day used the line. The working timetables for the years under consideration give a very clear picture.  In 1910, in the period from January to June 1910, 11 passenger and mineral (goods) trains worked on the line in the Saltburn-Whitby direction. However three of these mineral workings were from Middlesbrough to Grinkle (in fact to the nearby Boulby mines) and I have omitted them from the calculations. Therefore eight passenger and goods trains worked on the line from Saltburn to Whitby, while in the opposite direction, after omitting one Boulby mines to Carlin How Junction working, the number of relevant trains is nine.
 In the second half of the year, from July to December 1910, excluding six workings from Newport and Middlesbrough to Boulby mines, there were 12 passenger and goods workings, one of which was a Wednesdays only 13 July to 7 September (empty) Steam Autocar working from Staithes to Whitby (Town), in the Saltburn to Whitby direction. In the other direction, not including the four workings ex. Boulby mines, there were 13 passenger and goods train workings each day. Sundays were not worked.

     In making an initial estimate of the line’s finances in 1910, I have made an unrealistically pessimistic assumption that each train on the line has a different crew. It is possible, of course, that the same crew may well have taken the same train up and down the line, but there is no way of knowing this from the available evidence. One train, then, would have a driver, a fireman, and a guard. I also assume that the same crew worked the same train each day of the week. Using the 1908 figures for average wages for NER railwaymen produces the following estimate. Between January and the end of June 1910 seventeen trains a day worked up and down the line. There were 24 weeks in this period, so an engine driver’s wage (at £2.0.10 a week) per train would be £49 4s 0d.  Thus the total cost for engine drivers during this 24 week period would be £833 14s 2d. In the second half of the year, when there were 27 weeks, 25 trains worked up and down the line. An engine driver’s wage for this period would be £55 6s 6d. The total cost for engine drivers for this period would be £1383 2s 6d. The wages for the entire year for engine drivers alone would thus be £2069 16s 8d. A fireman’s wage for the first period of 24 weeks would be £32.12s.0d, the total cost for firemen during that period being £549.4s.0d. For the second period of 27 weeks a fireman would earn £36.13s.6d., the total cost for firemen being £916.17s.6d. The wages for firemen for the entire year would therefore be £1466.1s.6d. 
     The difference in average wages between passenger and goods guards on the N. E. R. was negligible (the former earning twopence a week more than the latter); consequently I have taken the median figure of £1 8s 6d. per week. The cost, then, of guards for the first 24 weeks of 1910 for the Whitby-Loftus line (in which period a guard would earn £34. 4s. 0d.) would be £581. 8s.0d. For the remaining 27 weeks (in which period a guard would earn £38. 9s. 6d) the cost would be £1005. 17s. 6d. The total cost for the year for guards on the line was thus £1586. 17s. 6d. 

      It is difficult, if not impossible, to know how many platelayers and foreman gangers worked on the line. Platelayers maintained the track, lineside fences, kept culverts clean, and acted as ‘fog signalmen’ in such conditions. They worked in a group under a foreman ganger, and each gang was allocated a length of line which they examined twice a day.  Simmons and Biddle maintain that in 1860 there was perhaps less than one platelayer per mile, but by 1889 this figure had risen to approximately 2.5 men per mile.
 Therefore I have made the difficult decision to argue that on the 16 miles of track between Bog Hall Junction and the end-on connection with the N. E. R. at Loftus there were 32 platelayers at work with four foreman gangers. This being the case the cost of platelayers for the first period (January – June 1910) would have been £785. 16s. 0d, and for the second period (July-December 1910) the cost would have been £ 824. 8s. 0d. The total cost for the year for platelayers was therefore £1610 4s. 0d. The gangers cost £114. 8s. 0d. for the first period, and £128 14s 0d. for the second half of the year, the total being £243. 2s 0d.
      I have included the costs of signalmen and ticket collectors in that of the station expenses and so, although there are many other hidden costs (see pages 91 and 92 above) it is possible (though fraught with danger) to attempt to assess the operating profitability (or lack of profitability) of the line in 1910. To begin with, the total receipts for the line were £7793. The costs of labour (i.e. drivers, fireman, guards, platelayers, gangers) total £6976. 1s. 8d. If there were no other expenses at all (but of course there were many) the line would have shown a surplus for 1910 of (rounded up to the nearest pound) £817. This was not, of course, a true profit because the figure takes no account of central charges such as the cost of Headquarters staff. It was, however, a sum that was available to help meet such costs, which were generally regarded by contemporary managers as fixed overheads when considered in relation to any particular line. Thus, in tabular form:

	
	Weekly wages
	Wages Jan-June
	Wages for 17 trains
	Wages July-Dec
	Wages for 25 trains
	Total

	Engine Drivers
	£2.0.10
	£49.4.0
	£833.14.2
	£55.6.6
	£1383.2.6
	£2069.16.8

	Firemen
	£1.7.2
	£32.12.0
	£549.4.0
	£36.13.6
	£916.17.6
	£1466.1.6

	Guards
	£1.8.6
	£34.4.0
	£581.8.0
	£38.9.6
	£1005.17.6
	£1586.17.6

	Platelayers
	£1.0.4
	£785.16.0
	      -
	£824.8.0
	       -
	£1610.14.0

	Gangers
	£1.3.10
	£114.8.0
	      -
	£128.14.0
	       -
	£243.2.0

	TOTAL
	
	
	
	
	
	£6976.1.8


Table 20. Estimated costs of running the Whitby-Loftus line in 1910 (pessimistic view).
    Now let us take the more optimistic view, in which the train crew works a train to its destination, and then takes it back from whence it came. This is not an unlikely scenario, and at once approximately halves the costs of driving and firing. Let us also assume that the guard also works the same pattern. The gangers and platelayers, of course, remain the same. The costs then are for 9 trains (January to June) and 13 trains (July –December) for drivers, firemen, and guards. In tabular form, this is:
	
	Weekly wages
	Wages (Jan-June)
	Wages for 9 trains
	Wages (July-Dec)
	Wages for 13 trains
	Total

	Engine Drivers
	£2.0.10
	£49.4.0
	£448.16.0
	£55.6.6
	£719.4.6
	£1168.0.6

	Firemen
	£1.7.2
	£32.12.0
	£293.8.0
	£36.13.6
	£476.15.6
	£770.3.6

	Guards
	£1.8.6
	£34.4.0
	£307.16.0
	£38.9.6
	£500.3.6
	£807.19.6

	Platelayers
	£1.0.4
	£785.16.0
	        -
	£824.8.0
	       -
	£1610.14.0

	Gangers
	£1.13.10
	£114.8.0
	        -
	£128.14.0
	       -
	£243.2.0

	TOTAL
	
	
	
	
	
	£4599.19.6


Table 21. Estimated costs of running the Whitby-Loftus line in 1910 (optimistic view).
Thus the line would show an operating profit (rounded up to the nearest pound) of £3195.
      By far the best year for the line was 1920, when the station receipts totalled £15,391. It has already been noted that the costs of signalmen and ticket collectors are included in the figure for station expenses. There are very detailed figures for rates of pay in 1920. However, these rates are graded according to length of service and show a considerable difference between the pay for the most and least experienced.  For example, a driver in his first year would be paid £4.4.0 per week, while a man with six years’ experience or more would earn £5.2.0 per week. For a fireman, the difference would be £3.6.0 in his first year and £4.4.0 if his firing service was more that eleven years. For guards (passenger and goods) this difference would be between £3.8.0 and £3.18.6 (in his sixth year).
 I have therefore taken an average figure from those examples given above, and assumed that the driver, fireman and guard are in the fourth years of their respective service. The working timetables for that year are available and thus it is possible to make an attempt at a fairly detailed analysis.
 These timetables cover a longer period (October 1919 to March 1921); I have used them to consider only the weeks of 1920. Four working timetables were issued for the period October 1919 to March 1921; their most striking aspect is their similarity. Apart from two conversions from Saturday only running to all-week running during the July-September period, there is very little difference between them (occasionally a train is timetabled to leave two or three minutes earlier or later). Perhaps the major differences between 1920 and 1910 are the number of trains (1920 has 16 trains compared to 25 in 1910, and there are two Sunday workings (both workmen’s trains).      

	
	Weekly wage
	Wages for 51 weeks
	Wages for 16 trains
	Wages for 2 Sunday trains
	Total

	Engine Drivers
	£4.3.0.
	£ 211.13.0.
	£3386.8.0.
	£423.6.0.
	£3809.14.0.

	Firemen
	£3.8.0. 
	£173.8.0
	£2774.8.0.
	£346.16.0.
	£3121.4.0.

	Guards
	£3.11.6.
	£182.6.6.
	£2948.14.0.
	£364.13.0.
	£3313.7.0.

	Platelayers
	£3.3.0
	£5120.16.0.
	          -                 
	            -
	£5120.16.0.

	Gangers
	£3.8.6.
	£698.14.0.
	          -                
	            -
	£698.14.0.

	TOTAL
	
	
	
	
	£16063.15.0.


Table 22. Estimated costs of running the Whitby-Loftus line in 1920 (pessimistic view).
The considerable increase in wages since 1910 were enough to ensure that, even in the line’s most successful year, it was running at a loss. It must be emphasised, though, that this is the pessimistic view of the line’s finances. In this view, the loss in 1920 was (to the nearest pound) £133. Again, however, if we put this figure against the optimistic figure for station receipts (that is, with station expenses not deducted: £22666) then an operating profit of £6602 is made. However, it must be repeated that the figures used in this analysis are far from comprehensive, and that they can only offer a somewhat nebulous guide to the fortunes of the line rather than a definitive statement. Even so, a possible operating profit of £6602, compared with that of £3195 (the optimistic view) for 1910, indicates that the line was (relatively) prospering and that it appeared to have a fairly bright future. 
     Again, using the optimistic view, we can use the alternative scenario given for the 1910 figures, that of assuming that the train crew (driver, fireman, and guard) worked to the destination and back, thus halving the costs of those three men. This may be seen in tabular form:
	
	Weekly wage
	Wages for 51 weeks
	Wages for 8 trains
	Wages for a Sunday train
	Total

	Engine drivers
	£4.3.0.
	£211.13.0
	£1693.4.0
	£211.13.0
	£1904.17.0.

	Firemen
	£3.8.0.
	£173.8.0.
	£1387.4.0.
	£173.8.0.
	£1560.12.0.

	Guards
	£3.11.6.
	£182.6.6.
	£1474.7.0.
	£182.6.6.
	£1656.13.6.

	Platelayers
	£3.3.0.
	£5120.16.0.
	         -
	             -
	£5120.16.0

	Gangers
	£3.8.6.
	£698.14.0.
	         -
	             - 
	£698.14.0.

	Total
	
	
	
	
	£10931.12.6.


Table 23. Estimated costs of running the Whitby-Loftus line in 1920 (optimistic view).
This then gives the line a profit for the year 1920 (to the nearest pound) of £4459. If the station expenses are not deducted from the overall figures, then the profit would be greater: £11734.

    However, the most astonishing aspect of 1920 is the number of passengers using the line. The figures bear re-iteration. Firstly, tickets issued at each station in 1910 and 1920:
	
	1910
	1920

	Grinkle
	7791
	11552

	Staithes
	19663
	63703

	Hinderwell
	21024
	44044

	Kettleness
	5160
	8653

	Sandsend
	43844
	54043

	Whitby (WC)
	70360
	88436


Table 24. Tickets issued in 1910 and 1920. 
It is also possible, in some cases (for the figures are incomplete) to know how many tickets were collected at each station. Here the statistics, when they exist at all, indicate the number of tickets collected local to the station and those collected beyond the station. This definitions might be difficult to interpret were it not for a further document, showing receipts from the line 1935-7, which clearly states that the first definition means ‘tickets collected available to the station or short thereof’, and the second ‘available to stations beyond’. These figures are:

	
	Tickets collected local to station in 1920
	Tickets collected beyond station in 1920

	Grinkle
	14588
	n/a

	Staithes
	69950
	30

	Hinderwell
	57811
	n/a

	Kettleness
	9814
	n/a

	Sandsend
	n/a
	n/a

	Whitby (West Cliff)
	133,532
	115,428


Table 25. Tickets collected in 1920. 
 Whitby (West Cliff) presents an anomaly for tickets collected available to stations beyond. This was because, in all likelihood, most tickets were issued to Whitby (or Whitby (Town) as the station later became known. However, it is immediately apparent that far more tickets were collected than issued; quite possibly indicating that many travellers could very well be from the larger centres of population, especially Middlesbrough. Seaside resorts generally collected far more tickets than they issued; many passengers departing would already have return tickets.
 The differences between tickets collected in 1920 (local to the station) and tickets issued are:
	
	Difference between tickets issued and collected in 1920

	Grinkle
	1964 more collected

	Staithes
	6277 more collected

	Hinderwell
	13767 more collected

	Kettleness
	1161 more collected

	Sandsend
	n/a

	Whitby (WC) [both types]
	160,524 more collected


Table 26. Difference between tickets issued and collected in 1920.
Again, for Whitby (West Cliff) it should be remembered that a line approached from Scarborough as well as from Whitby (Town).
    Unfortunately the relative success indicated by the 1920 figures was not to last. Station receipts for 1933 show how dramatically takings had fallen.
  The working timetable, like that for 1920, is not as full as that for 1910; it is also, again like that of 1920, remarkably similar for the whole year, with only a few minor anomalies which do not affect the overall analysis. Once again, it must be stressed that the figures contain a number of lacunae, not least the lack of station expenses for 1933. The closest wage rates available are those for 1929 and it is these that are used in the following figures.
 A reduction in wages, owing to problems with the national economy and the threat to rail income by competing road transport, meant that in July 1929 the three railwaymen’s unions agreed to a 2½% reduction of wages for all staff. The deductions were to start on August 13th, 1929.
 This explains the lower figures for wages in the following tables. As in the previous two years under discussion, I have constructed an optimistic (crews taking their train there and back) and a pessimistic view (a separate crew for each train). As no statistics for station expenses exist for the years 1930 onwards, I have used the 1929 figures to help express the pessimistic view. Also, as with the figures for 1920, the 1929 figures for pay for drivers, fireman, and guards are graded according to length of service. Again, I have based my calculations on an imagined length of service of four years for each job. Examples of the differences in pay according to service are, for drivers in rural areas, £4.10.0 for a man with over six years service, but only £3.12.0 for a man in his first year of driving. For firemen, the equivalent figures are £3.12.0 and £2.17.0, and for guards £3.5.0 and £2.10.0. 

	1933
	Weekly wage
	Wage for 52 weeks
	Wages for 14 trains
	Total

	Engine Drivers
	£3.18.0. 
	£202.16.0.
	£2839.4.0.
	£2839.4.0.

	Firemen
	£3.3.0.
	£163.16.0.
	£2293.4.0.
	£2293.4.0.

	Guards
	£2.15.0.
	£143.0.0.
	£2002.0.0.
	£2002.0.0.

	Platelayers 
	£2.4.0.
	£3660.16.0.
	£            -
	£3660.16.0.

	Gangers
	£2.12.0
	£540.16.0
	£             -
	£540.16.0.

	TOTAL
	
	
	
	£11336.0.0.


Table 27. Estimated costs of running the Whitby-Loftus line in 1933 (pessimistic view).
	1933
	Weekly wage
	Wage for 52 weeks
	Wages for 7 trains
	Total

	Engine Drivers
	£3.18.0.
	£202.16.0.
	£1419.12.0.
	£1419.12.0.

	Firemen
	£3.3.0.
	£163.16.0.
	£1146.12.0.
	£1146.12.0.

	Guards
	£2.15.0.
	£143.0.0.
	£1001.0.0.
	£1001.0.0.

	Platelayers
	£2.4.0.
	£3660.16.0.
	          -
	£3660.16.0.

	Gangers
	£2.12.0.
	£540.16.0.
	          -
	£540.16.0.

	Total
	
	
	
	£7768.16.0.


Table 28. Estimated costs of running the Whitby-Loftus line in 1933 (optimistic view).
The station receipts for the line for 1933 were £3507. Thus the line was making a loss of (rounded up to pounds) of £7829 from the pessimistic point of view, or £4261 from the optimistic. Without the station expenses being deducted, the figures are £4895 and £1227. Whatever viewpoint is considered, however, it is clear that in 1933 the line was suffering considerable losses. The figures may be summarised thus:

	
	1910
	1920
	1933

	A
	£817
	-£668
	£-7829

	B
	£3357
	£6603
	£-4261

	C
	£3195
	£4459
	£-4795

	D
	£4734
	£11734
	£-1227


Table 29. Estimated profit/losses for the Whitby–Loftus line in 1910, 1920 and 1933 using four different criteria.

Key: A: Using the pessimistic view for costs against the pessimistic view for station 

              receipts

         B: Using the pessimistic view for costs against the optimistic view for station   

              receipts

         C: Using the optimistic view for costs against the pessimistic view for station 

              receipts

         D: Using the optimistic view for costs against the optimistic view for station 

              receipts

      However, it is possible to construct a further estimate for 1933. P. Butterfield suggested that ‘it seems fair to suggest 1s 9d per mile as a conservative estimate for the cost of operating the North Eastern area’s local passenger services’.  Butterfield based this figure on the LNER’s 1938 overall figure for locomotive running costs, the main pooling committee’s 1934 allowance for ordinary passenger services and the precise estimates of train running costs prepared for the London Passenger Transport pool in the 1930’s.
 Although Butterfield’s figure refers to 1938, I have used it to construct the following estimate. The line (to the nearest mile) is 17 miles in length.
 Therefore using the 1933 working timetable, which showed 14 trains used the line daily (excluding Sundays), the estimated costs are £6340 (1/9 per mile, 17 miles, 14 trains, 317 days). This is considerably less by £1429 than the most optimistic estimate prepared above, but even so the line would still have shown a loss of £2833, seen against the station receipts of £3507.  
      Increased wages (over the 23 year period under discussion) did, of course, account for some of the loss but, as has been noted in earlier chapters, it was the competition from the motor bus, its regularity and convenience, which caused the decline of passenger numbers and the concomitant losses. Thus Irving’s assessment of the line, as a ‘financial disaster of some magnitude’ which he applied to its earliest days, could nevertheless be said to be valid for most of its existence. Even in the immediate years before the First World War, it barely made an operating profit and, although there were one or two good years at the beginning of the 1920s, it soon lapsed into loss. The question then may be asked why the line was not closed earlier. Perhaps the key to answering this question lies in the numbers of tickets collected at each station. As noted above, these were nearly always greater than the number issued, and thus the idea of the railway providing urban as well as rural mobility may be seen to have some validity. No doubt it was only considerable cross-subsidisation that enabled such a loss-making line to continue to run until May 1958. Its value as a provider of transport to the seaside for those living in urban environments was high, even though that value could only be said to have any importance in the short summer season. Even so, this utility was fast diminishing in the 1950s. Bradshaw’s Guide for 14 June – 4 July 1954 (but with the timetable running through to 11 September) shows 10 trains in each direction on weekdays and six on Sundays.
 The final timetable, however, for the winter of 1957-8 shows only three trains each way (with a Saturdays only evening service from Middlesbrough to Staithes). This latter timetabling was far more representative of the line in its latter days than the relatively frenetic summer service. 
Official reasons for closing the line

      In April 1956, British Railways announced their intention of converting to diesel traction all the lines running into Whitby, except that along the coast to Middlesbrough via Loftus. This was followed eighteen months later, in September 1957, by a proposal to withdraw all services and close the Loftus-Whitby (West Cliff) section completely. Both Loftus and Whitby (West Cliff) stations would remain open. British Railways argued that a net saving of £10,950 p.a. could be expected and also that an expenditure of £57,000 on structural maintenance over the next five years could be avoided.
 This ‘structural maintenance’ was for the tunnels between Kettleness and Sandsend and the Staithes, Sandsend, Eastrow, Newholm, and Upgang viaducts. The main problem of the line, that of traversing the section between Sandsend and Kettleness, which had caused such difficulties and expense during its construction, was to prove its downfall. Photographs taken at the time show the interim, and surely temporary, maintenance which had been given to the western portal of Sandsend (Deepgrove) tunnel. Such photographs indicate the British Railways’ assessment of the need for expensive structural maintenance was justified.
 
    The figures given by British Railways leave no doubt that there was a very large gap between operating expenses and receipts on the section between Loftus and West Cliff. The basic costs, analysed earlier in the chapter for the years 1910, 1920, and 1933 were exacerbated, by 1956, by falling revenue and higher wages, even though, out of the very short season, the number of trains on the line was minimal. The average passenger traffic at the four stations to be closed (Grinkle had closed in 1939, almost certainly because of the drastic fall in station receipts)
 was as follows:

Passengers joining, and alighting from, Staithes, Hinderwell, Kettleness, and Sandsend stations

	
	Join
	Alight
	Total

	Per weekday, summer
	168
	209
	377

	Per Saturday, summer
	460
	207
	667

	Per Sunday, summer
	74
	81
	155

	Per weekday, winter
	30
	33
	63

	Per Saturday, winter
	74
	70
	144


Table 30. Passenger statistics for Staithes, Hinderwell, Kettleness, and Sandsend stations in 1956.
Coal traffic (the greater part of what goods traffic remained) amounted to 4285 tons at the four stations to be closed. Those opposing closure argued that closure would cause considerable inconvenience to those living in those villages which the line served, but only Kettleness and the nearby hamlet of Goldsborough were not served by bus routes; the other stations being comparatively well-placed. Not surprisingly, these arguments were not entertained, and the line closed on May 5th, 1958, with the last trains running on the previous Saturday, May 3rd.

     What is a railway for? Merely to provide profits for a company and its shareholders? Or to also provide a social service to its locality and, if it connects with a main line, the country as a whole? The Whitby-Loftus line certainly failed in the former but, after then final takeover by the North Eastern Company in 1889, it became part of the wider NER network and, mainly through cross-subsidisation, was able not only to survive but to grow. Irving’s ‘financial disaster of some magnitude’ cannot, I believe, be applicable to the line after it began to develop some fifteen or so years after its opening. As a project for an independent company and its shareholders, yes, it failed, but I have suggested above that it played an important – or fairly important – rôle in the history of both railway and society in the north-east of England in the period up to 1939, its existence being based more on its social function than any other element.  
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