                                                      Chapter One
          SOURCES, HISTORIOGRAPHY, AND THE AIMS OF THE RESEARCH

    The sources for the history of the Whitby to Loftus railway line are of three kinds: written, visual (that is, film and photographs), and material (that is, the physical remnants of the line itself). Such is the abundance of written primary sources and, indeed, visual material, that a study of this insignificant and long-forgotten line commends itself to the researcher. Also, and of almost comparable importance, are the secondary sources which, while in the main dealing with a wider picture (both regionally and nationally), present arguments and analyses in which this line may play a part. 
The historiography of the Whitby – Loftus line

    Little has been written about the line.  Certainly there has been no academic study of its history. Indeed, before its end in May 1958 its history consisted of four articles (one very specialist). A further article was written in the August of that year.
 The main - indeed the only – text devoted entirely to the line is Ken Hoole’s 1981 publication.
 As such this is an important work and will be discussed shortly. There have also been a number of books, mainly published in the last twenty years, which deal with the railways of the region, and which give some reference to the line. The photographic content of these texts is useful, but little new is said (apart from the occasional personal reminiscence) and what is said is mainly based on a reading of Hoole.
 There are, however, two very important visual sources. The first was made on a cine camera by C. Camwell and shows a trip on the line between Upgang viaduct (Whitby) and Loftus. There are also sequences showing Staithes viaduct and Hinderwell and Sandsend stations. The film was made in either 1956 or 1957.
 The second item, made in probably 2007 and 2008 is a ten minute film of the interior of the abandoned Deepgrove (Sandsend) tunnel. This is of considerable interest as it shows the quality of the workmanship of the tunnel, the spoil tunnels leading from the line to the cliff face, and the ventilation shafts Although the tunnel has been abandoned for fifty years, it remains in remarkably good condition (except for a landslip at the western (Kettleness) end).
 A viewing of this film makes clear that not only was this line very difficult to construct, but that it was not done cheaply. 

    The Forrest article is a very technical description of the replacement of some girders on the two viaducts. While its speciality (civil engineering) interest and value is considerable, it includes little of historical value, apart from informing us of the numbers of men employed on the work: there was an average of thirty men employed continuously apart from Sundays, when the numbers were augmented by a further six. The heaviest work seems to have been done on Sundays, through the night. The work began on May 9th, 1895 and lasted until October 31st of that year. The total cost of the work was £2,682 14s. 9d., the contractors being the Cleveland Bridge and Engineering Company of Darlington. The viaducts along the line had been made in Ebbw Vale, South Wales and had been erected in the late 1870s.  Both viaducts needed strengthening by 1895, with the East Row (Sandsend) viaduct being extensively corroded and the trellis girders being in a generally bad condition.

    Hopwood’s article is mainly a description of the line from Saltburn to Scarborough; however it does contain gradient profiles of the line between Scarborough and Whitby and Whitby and Saltburn. It is the latter profile, not found in any other source that is of great interest.
 A post-war (1951) article on the line describes a journey on the line without adding anything new except – and again this is found in no other source – noting certain speeds and timings during the journey. For example, the train achieved a speed of 23½ m.p.h. up the 1 in 44 Nunthorpe Bank, but ‘for the whole way to Stainton Dale (between Ravenscar and Scarborough) the speed only twice reached 40 m.p.h. and then for a bare quarter of a mile on each occasion’.

    Hoole’s two articles are valedictory. The first, which describes the history of the line as well as adjacent mineral lines, shows the development of various railways in the Cleveland area, and continues with a description of a journey taken along the line from Whitby to Middlesbrough. It also includes an interesting piece of information found nowhere else.
 Hoole’s second 1958 article is a detailed description of his footplate ride on the last train from Middlesbrough along the Loftus-Whitby section of the line.

    The central text and by far the most important secondary source is Hoole’s book on the line. It is evident that he has consulted most – but by no means all – of the primary sources - of which there is a rich supply. Most later writing on the line owes a massive debt to Hoole, while it is clear that later writers have not consulted the primary sources, but merely accepted Hoole at face value. This is all very well for the casual reader, but by no stretch of the imagination can any other text apart from Hoole be considered as a reliable source. The book is, unfortunately, unpaginated, and is mainly of photographic and ephemeral content, with only three pages of text which deal with the origins of the line and a section on ‘Stations and Trains’, which concerns itself with the working on the line and a brief description of the stations thereon. Part of Hoole’s foreword, however, gives a most telling and concise comment on the later history of the line. It could well be an epitaph for all the vanished lines of the 1950s and 1960s.

       ‘The decline of the line, as with many others, was initially due to motor-bus 

        competition: the buses passed through the centre of the larger villages, providing a

        regular service, which was usually cheaper than by rail. Later the private car altered 

        the pattern of holidays and outings for many people and once again the railways 

        suffered. Although the railways made economies they were not sufficient to 

        overcome the difficulties and the line had to close’.

The aims of the research

    It is, then, necessary that a full, detailed, and rigorously researched academic history and financial analysis of the line be written. That Hoole can only dedicate three pages of text in the only acceptable history of the line written so far, is indicative of a major lacuna in North Eastern England railway history. The questions to be asked of the secondary sources alone indicate that such a history as suggested above must be placed in the context of the history and vicissitudes of fortune of Britain’s railways as a whole, for example, why was the line built in the first place and why was the cost of construction so high? Why did the N. E. R. spend such a large sum on its construction? Was there ever a period when the line did not require cross-subsidization and when it came close to self-sufficiency? How far did the line contribute to social utility and rural mobility? Is the line’s 75 year existence based mainly on its social function rather than any other element? 

However, the main purpose of the research is, through a close study of a number of primary sources (especially those concerning traffic returns) to consider whether or not Irving’s analysis of the line requires modification.

      Railway historians and analysts working post 1950 emphasise the unremunerative nature of rural branch lines as being one of the chief causes of the unfortunate financial position in which Britain’s railways found themselves in the 1960s. While discussing this very important theme shortly, one upon which all historians seem to be in agreement, it is pertinent to note that the Whitby-Loftus line, being unremunerative in extremis from the start, is therefore typical of most branch lines, perhaps the only untypical element being that its failure was so constant and so early. Another element of the line’s typicality, again to be discussed later, is that because of its persistent financial failure, it was one of those lines which, perhaps, should have been closed much earlier than it was, thus – as all the later historians argue – contributing to the parlous state of the railways by the end of the 1950s.  

Primary sources

    The majority of the primary sources concerned with the Whitby-Loftus line may be found in The National Archives at Kew. Almost as important a repository, especially for early maps and plans of the line is the Parliamentary Archives at The Palace of Westminster. The North Yorkshire County Record Office at Northallerton and the Ken Hoole Study Centre at Darlington also contain useful material. Without doubt, though, the most important source for the history of the line up to 1889, when it was finally taken over completely by the North Eastern Railway, is the collection of twenty-one files of the Whitby, Redcar and Middlesbrough Union Railway which consist of, especially, Minute and Agenda books, correspondence, weekly traffic receipts, engineering reports, prospectuses, and maps, plans, and elevations of stations on the line.
 No history of the line or analysis of its financial performance could be written without reference to this source. Three further major sources of information which have been used frequently in this dissertation are the traffic returns for the line. These cover the periods 1897-1907, 1910-34, and 1935-7. The sources in which they are found cover most of the region. Again, like the previous source RAIL 743, it would be impossible to attempt a history of the line or analysis of its financial performance without their use; they are invaluable.
 Before the line could be opened it was necessary that it be inspected by the Railway Inspectorate of the Board of Trade. Three such inspections were made in 1883.
 Any attempt to gauge the costs of the line must take into account both timetabling and, as far as possible, costs. Public and working timetables may be found for the entire period of the line’s existence.
 Information concerning wages and hours is relatively limited compared with that for traffic accounts and timetabling, but some useful sources exist.
  Again, without these sources no successful history of the line or analysis of its financial performance could be attempted. In 1933, when the northern terminus of the line was switched from Saltburn to Middlesbrough, the demand for trains from that city to the coast was such that the line became overworked, with the result that many trains ran very late. In order to avoid such problems in the future, a report was published in 1934 which suggested certain changes to the running of trains and to certain elements of the line’s infrastructure. As no further problems were experienced on the line it may therefore be judged that the report was successful.
 
     The maps and plans held in the Parliamentary archives, and in the North Yorkshire County Record Office, provide valuable information concerning not only how the line was envisaged and finally constructed but also proposed routes and deviations which came to nothing. The plans show the detailed topography of the area through which the line was proposed, with country, parish, and other boundaries, the commencement and termination of the line with some details of other lines it was joining; details of the depth and height of cuttings and embankments, and the limits to which it was proposed that the railway could be deviated under the intended Act. A typical deposit comprises the title page, a set of numbered sheets covering the whole route, the sheet of the 1” O. S. map with the line picked out in colour, and a longitudinal section.
 The Parliamentary archives contain Acts of Parliament as well as maps and plans.
     
      Bus timetables for the period under consideration are held at the library of The Omnibus Society in Walsall, West Midlands. While these timetables are by no means as comprehensive as the railway timetables they are very useful indeed, especially for the period when the Whitby – Loftus line entered its dramatic decline, in terms of station receipts. This decline was almost entirely due to the competition from road transport and these timetables, unfortunately not catalogued and only ordered by company, indicate how that competition developed.

The secondary sources and their relevance to the line

    If, as Isaac Newton is reputed to have said, that we (in this case railway historians) ‘stand on the shoulders of giants’, then the shoulders upon which we stand are those of William Weaver Tomlinson. His history of the North-Eastern Railway, while nominally taking the story up to 1913, concentrates upon the fortunes of the company in the nineteenth century.
 Understandably Tomlinson, who worked in the accountant’s office of the NER for forty-three years, emphasised the benefits of amalgamation. What differentiates Tomlinson’s work from later writers if that the book is suffused with optimism (although not avoiding contemplating the vicissitudes of fortune which the NER experienced), sharply contrasting with the pessimism over the fortunes of Britain’s railways which later books display. As will shortly be discussed, the later writers argued that the problems of Britain’s railways can be traced back to the beginning of the twentieth century, or even to an early a date as 1870. Not only does Tomlinson’s work contain a detailed account of all the lines forming the company to 1879, It ‘is accurate, well written and documented, proper attention being paid to both passenger and freight business, to the company’s financial performance, and its management….it retains a high place in the historiography of British railways’.
 These elements are those which occupy the intense interest of later historians. I agree with the analysis of Simmons (who contributed the short piece); Tomlinson is a pleasure to read, his style is lucid, his analyses logical and, on the whole correct, and his detail and narrative clearly well sourced. As far as the Whitby-Loftus line is concerned, we are able to note the genesis of the line, thus increasing our understanding of why such a profoundly unsuccessful line was built in the first place,
 why the NER were opposed to it even before its first sod was cut,
 how any future construction would be viewed as an ‘invasion’ into what the NER considered to be its territory,
 the slow progress of the construction of the line,
 and its agreement in 1874 with the Whitby, Redcar and Middlesbrough Union Railway Company to take over the construction of the line, to lease it in perpetuity, to have the option of acquiring the line after it had been open for ten years, and to have 50% of the gross receipts from the line for working it.
 Finally, Tomlinson discussed the final acquisition of the line in 1889.
 
        Taking the relevant secondary sources chronologically, E. W. Arkle’s article in the Journal of the Institute of Transport in 1951 was perhaps the first attempt to recognize that there was a ‘branch line problem’.
 However, his analysis was consistent with pre-Modernization Plan (1955) and pre-Beeching (1963) thinking: in that he recognized that economies needed to be made, but was reluctant to face up to the need for widespread closures. Indeed, in 1950 British Railways had made a net operating surplus of £25.8 million, a figure that was to be superseded in 1951 (£34.2 million), 1952 (38.8 million) and 1953 (£33.5 million).
 Later historians, as will be discussed, all emphasised that there was considerable reluctance to close unremunerative branch lines in the 1950s (although the pace of closure did increase towards the end of the decade) and that had there been a draconian spate of closures à la Beeching at this time then the railways’ financial problems, while not being eliminated, would certainly have experienced some amelioration. Arkle suggested that cutting fares and special reductions would perhaps help the by now parlous state of some rural branches, although he conceded that this would only be a palliative.
 Apart from those lines which offered convenience (such as the Esk Valley line, whose villages are badly served by roads), Arkle argued that passengers had already left the railway for the reasons of cost and convenience; that mails, newspapers and parcels were still carried by the branch lines but in small quantities, at short distance, and at very high real cost; that small freight traffic had been concentrated under the zonal collection and delivery arrangements; that full local freight traffic had been seriously undercut by road haulage; and that coal and minerals would probably be retained at the railhead but, if there was enough business, it would be this sector that could very well decide the future of the branch line.
 Historians now mostly agree that many of the unremunerative rural branch lines should have been closed earlier than they were, but should the Whitby-Loftus line have been one of these? That it closed in 1958, still in a period when the pace of closures was relatively slow, indicates that it was a line which had all the hallmarks – perhaps even in 1950 – of failure which Arkle had identified.  

    D. H. Aldcroft’s British Railways in Transition was perhaps the first attempt post-Beeching to analyse the problems of railways and to perceive that these problems could be dated to as early as the late nineteenth century. Once again, the branch line lay at the heart of the problem.
 He noted that in the period 1870-1913 nearly 6500 additional miles of railway track had been built, much of which was branch line track, and much of which had been created by numerous small companies catering for the needs of particular localities. Growth in traffic was rapid but by the first decade of the twentieth century the railways were experiencing diminishing returns. Branch line returns were in general lower than those of the main line network and, in more remote areas (one of which might very well embrace the Whitby-Loftus line) the traffic carried barely covered direct operating costs.
 Aldcroft then asked the question, which is pertinent to the present study ‘why were these additional facilities provided if the returns were marginal or sometimes non-existent’?
 Declining profitability in the inter-war years, difficulties in attracting investment and the consequent lack of infrastructural renewal, the impact of motor transport, rising costs, and inadequate pricing policies were all considered by Aldcroft.
 He concludes this stage of his analysis by stating that failures to pursue stricter policies (especially regarding pricing) meant that little was done to close down the uneconomic parts of the system. In the inter-war years, only 1050 miles of branch lines were closed.
 Post World War II wage rises and the continuing loss of traffic to the roads (especially the private motor car) exacerbated the financial problems of many branch lines and the increased excess capacity which these factors engendered was only slowly understood to be a major problem. Yet although the Modernization Plan of 1955 announced that there would be ‘a marked reduction in the stopping and branch line services which are little used by the public and which, on any dispassionate review of the situation, should be largely handed over to road transport’,
 Aldcroft correctly maintained that closures were relatively modest (though increasing) in the latter years of the 1950s. The Whitby-Loftus line was a casualty and we shall observe later how successful this ‘handing over to road transport’ was, and how rural mobility (as seen - as far as possible – by bus and train timetables as well as any available statistics) was affected by that closure. Nevertheless the Whitby-Loftus closure was consistent with the demands of the Modernization Plan.
    S. Joy’s The Train That Ran Away, written at – arguably – the nadir in the fortunes of Britain’s railways, reflected the pessimism and even perhaps the bitterness of that time. It is worth comparing the optimism of Tomlinson’s 1914 work with the overall tone evoked here. Joy, concentrating on the period after nationalisation, considered that what could go wrong did go wrong and that, at the time of writing, there was not much to hope for in the future.
  Like other modern historians, Joy traced the genesis of the railways’ problems back to the late nineteenth century and (as far as we are concerned) saw the branch lines as a major problem. They were ‘profitless appendages’ built in the main by ‘weak and unprofitable railway companies’ and that the main problem was that Britain’s railways were overbuilt – the excess capacity was too great.
 In the inter-war period the railways demanded a ‘square deal, that is, freeing them from pricing and product constraints’. Joy maintained that, even without the ‘square deal’ demands, branch lines could have been closed at any time, but that ‘they’ (presumably he means the four companies) ‘were still in the grip of some myths of the past’. It is not entirely clear what Joy meant by this, but the likelihood is that he was thinking of the policy of cross-subsidization and that, as far as the public were concerned, the railways provided a ‘perfect mechanism for the maintenance of a national and comprehensive service for freight and passengers’.
 Certainly the Whitby – Loftus line would have been cross-subsidized although, as will be discussed in a later chapter, there were periods (albeit brief) when such cross subsidization might have been unnecessary. Joy argued that even between 1948 and 1953 when the railways were obliged to provide adequate service, traffic could have been transferred to buses on many low density routes. After 1953, when this requirement no longer existed there was, said Joy, ‘an obsession with keeping the traffic on the rails’.

    In 1976 R. J. Irving published his history of the North Eastern Railway.
 Irving said that problems for the company began as early as the 1870s, ‘though statistically the 1890s were years in which the railways’ costs really went sour, many of the seeds were sown in the 1870s and were growing rapidly in the 1880s’.
 Of course, Irving had the benefit of hindsight, but this is not a scenario which would have been apparent to Tomlinson; indeed, perhaps the most important comparison to be made between the two histories is, as mentioned above, one of optimism (Tomlinson) and an inherent pessimism (Irving). The two histories nominally end at the same date, but for Tomlinson, the future seemed (indeed, could only seem) bright, whereas for Irving his history was naturally coloured by his perception of Britain’s railways (in the 1970s at which time he was writing his history) as incipiently moribund. Nevertheless he argued that expansion of passenger traffic up to 1914 provided the strongest growth area even though ‘after 1901 the passenger traffic ceased to display the vitality characteristic of the 1880s and 1890s’.
 Another element of concern for Irving was falling investment, along with less productive investment, an example of which he offers is the Whitby – Loftus line, ‘Many other examples of marginal investment could be cited, including the purchase and construction of the Whitby, Redcar and  Middlesbrough Union Railway, an unprofitable investment forced upon the company by its peculiar local obligations’.
 It is a little unfortunate that neither Irving, nor the references he gave for this statement, make clear what these ‘peculiar local obligations’ were. However, Irving’s strength lay in his detailed coverage of the continuous boom and bust circumstances of the period. Profits, and especially costs, were discussed clearly and the visits of some North Eastern directors to the United States of America to observe the running of companies there were given due prominence, for it is worth noting that the understanding of freight operating in that country had an important effect upon the management of the North Eastern Railway and that ‘the reforms of 1891-1902, and particularly those implemented at the turn of the century, improved the company’s freight-operating efficiency out of all recognition.
 Nevertheless Irving concluded that ‘the root cause of financial problems lay not in faulty investment policies, but in inappropriate operating methods’.
 However, we are primarily concerned with the passenger side of the business, and Irving identified, as do all other historians of the subject, that excess capacity, an ‘over-liberal supply of transport’, yet this, argued Irving, could be justified: ‘We suggest that the view of the railways’ obligations taken by late-Victorian society was of fundamental importance: it led to the provision of a wide range of services, both on and off the line….’. Even so, and this leads to one of the questions that must be asked of the Whitby – Loftus line, ‘….some projects were so marginal and unprofitable that even competition does not provide a full explanation of the anxiety of some managers to expand their empires’.
 
    The LNER, formed in 1923, was, like the other three companies, deeply concerned by the fall in passenger traffic which had become serious by the middle of the 1920s. P. Butterfield’s 1986 article concerned itself with the LNER’s passenger policy of the inter-war years. 
 Above all else, Butterfield identified the threat from road transport as the immediate cause in the fall – sometimes drastic - of passenger numbers on the company’s lines. As an (admittedly extreme) example he cited a memorandum from Sir Ralph Wedgwood which illustrated the dramatic decline in receipts of certain local services, the most extreme being that of 94% on the Middlesbrough – Eston line.
 This dramatic decline, mirrored in the takings of the Whitby – Loftus line, will be discussed in detail in another chapter, galvanized the LNER into taking drastic action which enabled local rail services to survive and, in the case of the Whitby – Loftus line to (occasionally) prosper. It was the introduction of cheap day return tickets which were often cheaper than bus fares which perhaps saved the line, but which brought other problems in its relatively successful wake. Thus a further question may be asked concerning the line: how did it manage to survive the catastrophic fall in passenger numbers after c.1926 and what success did it have in the 1930s? 
            A further very useful and relevant article by Butterfield was published in The Journal of Transport History in 1995.
 His aim was to explore the reasons how and when many branch lines began to incur losses which culminated in the Beeching report and its results. He focused on the North Eastern area of the LNER, including the Whitby-Loftus line, in his analysis. His conclusions to a great extent mirror those of this dissertation, recognising that the critical years for the branch lines in the area under discussion were 1925-7; that at many stations passenger bookings were  cut by 70%-80%, and that the rapidly spreading network of rural and urban bus services were the main cause of this rapid decline. Attention was paid to attempts to cheapen ticket prices, and especially to attempt to assess expenses, operating costs, and contributory revenue. But there was not much detail in his article about the Whitby-Loftus line and he omitted it from his discussion on how and which branch lines did or did not pay their way in the inter-war period, seeing the line as ‘part of the main through route between Teesside and the north Yorkshire coast resorts, which carried heavy holiday traffic’.
 Thus the present study offers an extension to Butterfield’s analysis.
    In 1986 T. R. Gourvish published his first volume of the business history of British Railways.
 Gourvish identified the lack of investment during and immediately after the war as a most unfortunate legacy for the railways upon nationalization.
 Total volume of passenger and freight traffic rose in Britain in the years 1948-53 but this apparent success masked considerable problems in both costs and pricing; the cause of greatest concern being the steeply rising cost of labour.
 Especially pertinent to the study of the Whitby – Loftus line is Gourvish’s analysis of the branch line problem. There were two possible solutions, he argued: a draconian axing of unprofitable services, and the adoption of discriminatory pricing on the basis of cost; both of which, he continued, were ruled out by the railways’ continuing duties as a common (i.e. public) carrier. Importantly, there was a long tradition of public resistance to the termination of any facility. Certainly up to 1953 little was done: only 1% of mileage of track open for traffic was eliminated from the system.

    However the Transport Act of 1953 sounded the tocsin for the unremunerative branch lines. Indeed, the railways now entered upon a period of growing deficits and severe loss of traffic to the roads. Gourvish considered that ‘the crucial area of explanation (for the railways’ financial problems) must lie in the relationship between rates and fares on the one hand, and the costs of the traffic carried on the other’.
 The Modernization Plan of 1955, Gourvish argued, did signal the onset of a more expansive period of closure for the rural branch-line. This was because, he said, the Plan ‘linked the programme of increased investment to the withdrawal of unremunerative services and the promotion of greater efficiency in railway operation’. But progress was slow, and it was not until 1958 that the closure programme was really stepped up.
 Consequently it may be argued that the closure of the Whitby – Loftus line was in no small measure due to both the introduction of the 1955 Plan and the growing pace of financial losses experienced by the railways, losses which, by 1958, had become very worrying indeed.
   
    R. J. Irving’s 1993 article is of considerable relevance as he took the Whitby – Loftus line as an example to illustrate his argument that had there been a ‘revision of railway policy that focused attention more firmly on outlets and types of traffic which earned income at lower costs’, then the problems of the railways, especially in the north-east, would have been solved, or at least ameliorated, some considerable time before Beeching’s last-ditch attempt in 1963. Indeed, Irving maintained that, as far as the north-east was concerned, the problems could be traced as far back as 1897.
 Before considering Irving’s valuable analysis of the economics of the Whitby – Loftus line, which will occur in another chapter, it is useful to look at his conclusions concerning branch-line economies as a while in the North-Eastern region. Perhaps his most telling point was that, when comparing railway income in 1897 with that of the early 1960s he drew the conclusion that in both 1897 and 1961 it was only a handful of stations that generated most of the income. The main difference between the two periods was that in the late nineteenth century ‘branch line utilization was higher and still sufficient to cover operating costs’. Irving also addressed the important questions of social utility and rural mobility, ‘in cash terms losses were small and the financial implications of them limited, particularly as the branch network provided a much-needed service to local communities before the days of the motor car and the motor bus’. Although it seems almost to be stating the obvious, this comment explains perhaps more than any other why, even in years of continuous losses, the closures of branch lines (and especially the Whitby - Loftus line) were  never considered.
   
    Nevertheless the conclusion that is drawn from Irving’s analysis of the fortunes of the Whitby – Loftus line was that if any line deserved to be closed as early as 1897 this was the one. Yet, although that conclusion is based on the losses incurred by the line, Irving admitted that ‘the branches were not moving handfuls of people. They moved large numbers, thus reminding us of the social function performed by railways for isolated communities’.
 Statistical evidence for the Whitby – Loftus line backs up this statement, especially from the years c.1900-21 which shows large numbers of passengers using the line.
 This concept of the branch line as performing a social function is, I feel, central to its history. Indeed, Irving admitted that these lines provided a genuine service to their local communities. Consequently, an important question to be asked from the sources is whether or not the line’s existence for 75 years (long, considering the financial problems) is based mainly upon its social function rather than any other element. 
     T. R. Leunig’s 2006 article confronted this question head-on, and is thus a very important adducement to the argument that the social function of the branch-line railway was equally as important as its economic performance. Leunig did not forget that the main purpose of a railway was to make money for its investors, but the essence of his argument was contained in the conclusion of the article where he stated that the railways (and branch-lines especially) provided poor returns for investors (at least, from the 1870s onwards) but tremendous welfare gains to travellers and society. After having considered the railways speed and frequency, Leunig stressed how much time could be saved by this new technology, and what the monetary costs of such savings of time might be. These were the ‘social savings’ of a railway, ‘the minimum additional amount that society would have to pay to do what the railways did, without them, that is, the cost of moving freight and passengers without trains’. This is a compelling argument for the value of the Whitby-Loftus line, one which only loses its power in the 1920s when the growth of the motor bus and lorry brought an end, to all intents and purposes, to this ‘social value’. Thus when considering the fortunes of the Whitby-Loftus line, and especially the oft-quoted argument that, given the great expense of constructing the line and the continual losses made by it that it should never have been built in the first place, Leunig’s powerful statement that ‘people who could never have expected to travel in all their lives were able to do so for the first time. And those who did travel were able to do so more often’ goes a long way to justifying the 75 year existence of the Whitby to Loftus railway line.

    Out of chronological order, but placed so because they all deal with specialist aspects of railway operation, and because they may be considered both primary and secondary sources are a number of texts published in  the 1920s. These may be considered primary sources because they preserve relevant material, and secondary because they comment on it, in this case providing an insight into current (that is, 1920s) thinking. These texts concern themselves with the administration and operation of British railways at that time, with two texts devoted to the compilation and use of statistics, a relatively unusual subject at the time. Their value to the present dissertation is that they concern themselves with detailing the infrastructure of the railway and the costs of maintaining that infrastructure, that is, inter alia, expenditure on equipment, the cost of renewals, repairs, wages, coal, water, and oil, and locomotive operating costs, as well as details of ticketing.
  
    In 1956 the then Marquis of Normanby commissioned a wide-ranging academic analysis of many areas of Whitby and the surrounding area: among the concerns addressed were its geology, history, economy, and, especially, its communications. This latter chapter gives an invaluable insight into the last months of the Whitby-Loftus line, with statistics not available elsewhere. It is clear, from these figures, that in the last years of the line very little use of it was made by the locals through whose villages the line ran.
 

    Because many branch lines (and as will be seen the Whitby – Loftus line) suffered such a catastrophic fall in  passenger numbers in the mid 1920s, it is vitally necessary to consider the rise of the motor bus and its success in capturing both suburban and local rural traffic. Two texts by J. Hibbs are useful here.
 The social and economic impact of the bus, especially its impact upon rural train services, is a major consideration. Indeed, Hibbs argued that ‘the rural bus may be seen to have acted as an agent of change in the countryside at least as significant as the railway had been in broader terms one hundred years earlier’.
 However, just as the rural branch line was (more often than not) in financial difficulties, the rural bus service by the 1950s was suffering the same fate. ‘It became clear during the 1950s that many of the rural bus services….were of marginal value’.
  The rural branch line was able to survive against the competition from buses, but the growth of private motoring in the 1950s was too strong and became too widespread for many of the long-unremunerative branch lines to survive. 
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