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SECRET

TRANSFORT POLICY

{A Poper by Norman Fowler, M.F.)
1. THE STRATEGY

¥Yie propose that the principlé of our %ransport policy
should bve ap followa:

{1) Traneport should not be treated basically as another

sociel service. As far ae possidble it should be paid for
by the user. -

{2) The aim of transpert policy should be that as far as
possible decisions as betwesn modea of transport should be
taken by and for the users - rather than by and for the
providers. . .

{3) Transpocrt must be expacted 46 contribute to public
expenditure cuts. Priority in spending should go on those
activities and invesiments which are most likely +o
contribute to the revival of the seonomy. Environmental
and pleasure conaiderationsa, though important, will

have %o receive lower priority for the {ime being.

(4) Trensport policy shoul aim te be cbjective ne between
modes of tranapert and to remeve as far as pospible
regtrictions on the use of the mest appropriate form

of 4ranaport. We should not start from elther a

"ore road" or "pro rail" besis, Rather we should

analyse the purpose for which each mode is best suited.

{5) We should certainly not underestimate tha importance
of the environmental srgument but we should recognise that
ths car is now by far the most used means of passengsr
tranaport - 80% of Journsye are by car. The motorist
valuss the flexibility his osar gives him and will want to
maximise use of this substantial investment. I% therefore
malkes no sense ¢ adopt deliberately anti-motorist
poelicies. :

(6) Transport policy must recognise that nearly everyone

needa access to public transport of some form. To &

substential mincrity {45 of househe¢lds do not possess

card) public transport is necessary for mebility. Some subsidies
may be necessary to provide this. However, greater

efficisncy in public transperd dervices and less rigid

licensing westrictions on glternative operators would help
reduce the subsidy element, X

{7) Competiticn and the free chelce of the user are
preferable to an “integrated" iranmport system - which
Labour have NEVer guccessfully defined let alone achieved,
Some ratioralisastion in the public sector is needed ~ such
as the duplication of services by natlonslised carriera.

(8) We must recognise the interests ¢f these whe work

in the transport services, More raticnal and productive
trangport will entail substantial labour difficulties. A
more defimite future plus acceptance of the vital role

of transport mey help to offpet this. We should sesk

to work more closely with the unions and menagement in
the formulation of policy - while leaving the nationalised
industries as much freedom of management aa possible once
the objects of policy have been agresed.

eees/ 2. BAETHAYS



2. DRAILWAYS

A. @ogts: The overriding mim of pelioy must be to

veduce substantially Britiah Rail's operating defioit

Here there is one fundamentsl difficulty. Since the 1974
Railways Act, support for the railways has been provided
on & blanket basle, The result has been that the loms
making lines and services are ne longer identified and only
in the most general way ie it poasible %o say which
services are "paying their way". This has an important
sffect on polioy melking. Our strategy for the railways

is that British Eeil should concentrate on those

activities which it does well and profitebly, However,

the present position im that neither British Rail nor the
Government are able to identify the costs of the different
activities, It is vital then that stepa should be taken

to obtgin a full break-down on & service and line basis of
all British Rail operations — with costs preperly apporticned.
Although there are difficulties in railway sosting they
are no greater than in a complex manufacturing indugtry.

ks Dr. Joy, formerly British Railways Chief Economist, .
pointa out: "If Pord or the B.S.C. can find the cost of
their products po can railways, ant many other railway
systems have developed reliable systems." This first
propogal is basic to our railway policy.

B. Frejsht: British -Rail's accounts show that ¢urrently

the Government ie subsidising freight operetiona by almos<t

£70 million a year. However, the published figure is a subatantial
underestimata, Under Britiah Rall’a accounting system a
significant "hidden” svbaidy 18 going to freight operaticns.
Freight operantions are charged only their avoldable costs

which means that they pey only if the lines being

used are used exclusively for freignt, -If lines are

shared by passenger and freight operations then the

total costa ars coversd by the passenger service. Wa

see no justification for any subgidy going to freight operatioms.

We also believe that the evidence {Report.available)
etrongly sugeests that the freight subsidy is even .
larger. Efforts should therefore be made to identify-
the true freight deficit, :

Generally we believe thers is no Juetification for sub=
sidising eny mode of freight transport. Thia means
thati~

(i) charges for certain very heavy lorries might have
te inerease if it is shown that they ere not
covering their full road track costs.

{ii) the elimination of the deficit of the Nationmal
Freight Corporation currently running at £31 million,
Plans invoelving the merger of National Cerriers, the
biggeat lose meker ineide the corperation, with
Roadline already exist and should be implemented.

iii) duplicaticn of pervices by subsidised publicly owned
percel and emall freight carriers = British Reil, N.F.C.,
the Post Office - should be reviewed.

With regard to Freightliners we believe that there is
mere prospect of it btecoming profitable under the majority
sontrol of the Naticnal Freight Corporation than under the
contrel of British Rail and would oppese any change here.

vee/ ©. EaEengexs
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C. %&wh Waerever poesible papeenger cperaticns
should cover their coste. We balieve there is no resson

why this should not be pessibls on Inter-Eity and ouker
commiter gervices, Indeed it is likely that 1if we had

an accurate breakdown of costs it would be shown that they
ere &lready bresking even,.

There is a major difficulty however with inner commuters
whers peak demand meens hat the requirement for labour
and stock is far in excsss of requirements outside the
reak; and the shortneag of journsys meana that the services
genarate insufficient revenus, On present evidence
very substantial price rises irdéed would be necessary
te put these services intc .the brenk-even position.
However, there are economies which can be achieved by
higher preoductivity and possibly cute in services and
staticnsa,. .

On “"green field" sarvices the opticn is available

$0 close lines. Here therailwey can be replaced by chemper
o run bus services. Such action would elearly be

unpopular although yublie toncern could ba met to at
least some extent by glving tha assurance that replacemsnt
bus gervices would continue, The optien to close should
be retained but in our view we ghould have an accurate
account of the loss making lines before any decision
is made.

. Igbour: Iwo-thirde of British Reil's coats are
labour and any plan for reducing the rail deficit must
mean a reduction in the ilabour force. Much of this can
be achieved by natursl wastage and British Rail themselves
concede that they could reduce the labour force by
batween 30,000 and 40,000 by 1981.

In any plans for labour reductions it is important
%o be even~handed and to prune down the administrative
gtaff gs well as the ordinary reilwaymen. 7To date British
Rail have been ungugceseful in reducing the
administrative tail. .

E., Jnvestment: Investment is the touchstons by which
the rail unions judge Government attifude towarde the
rallweys. The N.U.R., in particular, make incrsased
investment a condition of labour reducticns. Increased
inveatment would clearly be diffiocult but we sheuld
aim to at least maintain current investment levels,

If investment was cut then this would jecpardise the
proapact of the aims set out above. Inveatment should
bs concentrated on those activities which British

Rail can earry oul profitably.

F. 0Othe, 1 Ac

A3 far as poesible ocur aim shonld be tc strip
British Rail of ite lose-making activities and to
enable it to odoncentrate on its profitable cperations.
In Government then we should consider:-

(i} whether British Rail's shipping operaticns
currently losing £5.2 million & year could be
gold off and the future of British Rail's
harbour and hovereraft operaticns.

(ii) whether British Rail's camterifg cperations,

currently losing £1.6 milliocn, .oguld be
contracted out to & private catering orgenisation,

asss/ (11i) whether British
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(iii) whether British Eail's hotels, currently .
meking only a amall prefit, should be sold.

(iv) whether British Rail's property could be better
. exploited

3. ROADS CONSTRUCTION AND MATINTENANCE

Priority should be given t¢ roads which grovide & clear
economic return, like roeds to the poris and roads
conneoting major industrial centres; and as far as
posaible to environmentsal routes, such as lorry
routes whioch will bring relief to towns and villages.

In 1975~6 just over half of total public expenditure
on transport was devoted to romd investment and meintensnoe
It will ¢learly ba argued that this reoad programme
should be further cut. However, thers are substantial
arguments against further cutai—

{i) The rcad programme has already btesn substantially
out by the Government. Since 1973=4 there has .
baen a big shift of enphasis in publis
expenditurs on transport away from roads te
public transpert. The Government's current
pablie expenditure plans envieage & 25 per cent
cut in road invesiment batween 1973-4 and 197%-80.
During the seme period public passenger subsidies
ené investment will heve risen by 30 par cent.

(1i) The construction of reads ia very murh a private
secter activity which has already been severaly
khits The industry warn that further cuts will
nean that "more companiee will lzave the
industry altogether,"

(i4i) All the evidence is that the use of cars and
lerries will increape. 55 per vent of houaeholds
now own & car and the Government predict that this
will have reached 60 per cent by 198C and 70 per
aent by 1990, &5 per cant of total freight traffic.
goea by road.

(iv) . If the environmental eim cf lorry routes is %o -
be achieved then new roade will ‘e needed. In
1970 it was planned 40 heve 4,200 miles of
atrategic neiwork roads ready by the mid-1980's,
The aim is now t6 have 3,100 miles compleated
by the late 19680's.

(v} Both cars and lorries pay for their costs. Until
very recently all goods veshicles contributed
more in fuel and licance taxea than the road
provision and maintenance costs which oould
be reasonably allocated to them. An increase
in taxes for asome heavy goods vehicles (mee above)
would restore that position. The motorist
more than pays hias way.

It is accepted that if an incoming Conagrvative
Government followed a programme of mesaive public expenditure
¢uts then for political reason roads might have fc be
inecluded, Hcwever, for the reascns sta%ed above it is
submltted that thesa cuts should be kept %o a minimum
If necessary they should be concentrated on expendlture
by local transport authorlitiee rether than cn the
motorway ané trunk road programmo.

sses/ L. ROAD PASSENGER TRANSPORT
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4, ROAD PABSENGER TRANSPORT
A The Eroblem

In both urban and rural areas the problem concerma
leok of mobility for those without scdess 4o a car —
particularty the elderly, house-wives, the young end
commmters ¢ work. Bus is considerably cheaper than
rail in mecting this demand but nevertheless bus
gubsidies have increased substantially. over the last
few years. Total support %o the bus industry frem cenirsl
snd local government rose from £85 million in 1973-4
to £200 million in 1975-6 - with the btulk of the subsidy
going to metropoliten arcas. In eddition loecal
authority expenditure on concessionary fares now totala
£58 million a year. The major cause of the problems
faced by the industry is the fall in the numbers now
using buses, Incremaing uss of thé¢ car has meant that
bus journays on .atage services heve fallen from 21.8
billion in 1964 tec 7.7. billion ir 1574.

B. Rws) Sorvices

The problem in rural areas is of +oo few peple meking
uase of exieting transport facilities. There is,
therefore, a major difficulty in preserving an adequate
syatem of public iranaport because of falling pessenger
demand and increasing operating c¢cats, Thus, although
as few as 10 per cent of Journeys in rurel areas are hy
public transpert, there is a genuine rised for mobility
from & few wall defined groups. C{urrently revenue
support and bus investment in non-metrepolitan cocntles,
is £51 million & year.

Qur aim here should e to enable new methods of
meating this demand to develop; to reducsd the subsidy
eurrently being paid; and to achleve better genaral
use cf apecimlisad trensport alraady provided in rurml
areas. This could be achleved by:—

(1) changing the licensing system to enable mini-bus
parvices to develep and to allow the giving of
lifta for payment in private c¢ars. The reaecns
for such & ¢hangs wers set out by John Peyton as
long ege as July 1971 and his proposels for
change were contained in the Romd Traffic Bill
1973, sactions 18-21 and theme should form w
basie of new legislation,.

{ii) better co—ordination of existing transport
services like school buses, post office
vehicles and peasibly nen-emergency ambulance
pervicas.,

An pdditional guestion ¢onerns mini-buses used by voluntary

organizations and achools. At pressnt if a charge is
made. for the journey is met from general funds then no
checks of any kind are nseded. This peaition should be
regularised 80 that checks on the safety of the vehicle
and driver are carried out on all vehicles but PEV
licensing as such should be abolished.

G+ Uyban Seryiges
The major poblem with bus services ih urban arcas =

particularly the large cities ~ ie "peak™ demand. A4As
with railways this meand thoat drivers and crew are

wess/ only fully
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anly fully employed for one part of thelr shift. An obvious
solution would be split ehifts dut thie would be

resisted by the unions. Staggered office hours would

be a substantial help ~ althecugh again the. difficultiaa

are formidakle, Our aim is again ts reduce the public
subeidy and clearly higher fares is one option open. The
following proposals would alao helpi=

{i) relaxation of licensirg regulations to enable new
gervices to develop - like jitney services
(vehieles runnin loogely defined routss without
fized stopping places), shared texls and car
polling.

{i1) lower frequency of services than are currently
availabla, -

{i%i) ‘tetter marketing cof bus services including off-peak
travel,

Both the Govermment and we have %o do more work in this
ares and we intend to met up as & metter of urgenscy a
review of transport in Leondon,

D. Goncestionayy Fares

Total expenditure on concesalonary fares has more
than doubled since 1973=4 to £58 million in 1976=7.
The Government's position is that they have "no
opticn but to check this trend™ — a position which we
auppert, The Government haeve @et up a joint working
party with locasl government associamtlions to make a
spoedy examinaticn of current practice. It dim
proposed thatwe should walt for this examination
to ve completed before deciding polley.

E. New Bus Grapta

The Government currently make granta of 50 per cant
of the cost of new buses for stage cperation. Currently
the Geovernment is providing over £40 million a year .
in these grants. The powvers to pay the grant expire
in 1970 and in Government we should oonsider whether
there are any arguments why the grents should be
continued, The Government have hinted that they would
rhass cut the scheme.

5. EOAD BAULAGE INDUSTRY

Publicly owned freight operators are dealt with above
(Railways/Froight)., The private sector is notable
because - almoat alone in the trangport world - 14
neither depends on subsidy nor suffers from overmanning.
Labour relations inside the industry are alao good.

We reject any proposals for further nationalisation
as set out in the Govarnment's censultation documant.
We also reject policigs which would aim at taxing
freight from road to rail. As the Government now
concede, the prospect of suchk m shift is & "pipa-dream"
and thera is no evidence from abroed thet such policles
have ever worked. Such policiesdlso interfers with the
froe choice of the user and (as egain ia conceded in
the consultation document) would often fail to produce
any environmental advantage. We believe that the
decisiocn on which mode of freight transport ahould be
ueed 1 one for the consumer.

: wase/ ALL the
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A1l the fopecasts suggest that the use of romd
haulage will incremes. We believe that thie position
ahould be faced and that pelicies should be developad
8o that the country may more puocesefully live with the
lorry. ©Such pelicies will include:—

(1} & national network of lorry routes — first on an
advieory basis and then, when the roads are
completed, to be mandatory. :

(ii} the implementation of the last Conservative
Government's Heavy Commerciml Vehioles Act
which places on local authorlties the responpibility
¢ prepare plans for the coentrol of lerries in
urban arezs. .

(iii} metion +6 achieve a national network of lorry
parke - thus reducing lorry parking in tha
streete = and continuing work to develop
quister heavy lorries.

6. IHE MOTQRIST

The pesition today is that 55 per cent of households
own a oar and that in rural areaa the figure iz 70
per cent., Of total passsnger journeys 8C per cet
are by car, taxlia and motorcycles; 12 per cent by bus
and coach; and 8 per cent by rail. AL the forecaste
ghow that the dominance of the motor car will incresse
over the next decads. There has been a tendency under
labour administrations — both national and local = to
follow deliberately anti-motorist polieidas. It is
gubmitied that such poliocies are both wrong in prineiple
and politically dameging in parsctise:-

(i} The motor car ie a prized possession ameng the
public.

(il) The motor car provides a hobility whioh is
valued highly by the public generally and is
a god=gend to the disabled and handicapped.

{iii) The motor car represente a ma jor investment to
the family who will sesk to maximise the use
of thet investment.

{iv) The motorist pays dearly through taxes for
uging his car and agsin he will seek to maximise
use.

It might be added that Labour's election pledge %o mske
ug "lesa dependant on the private car" is strangely at
conflict with their policy of massive aid t¢ Leyland
and Chryeler,

None of thip means that metoriste should be allowed
uhrestricted use of roads. Restrictions on motorista
in eity centres are clearly negessary to aveld
congesticn. However, restrictiorns like the G.I.G.'s
tax cn office car perking spaces (now endorsed by the
Government's consultation Gosument) are wrong becauser=

(1) Many of these car parking spaces were provided
a8 a ¢ondition of planning permission for the
offices, The condition was enforved by the
local authority who now seeck %o diaccourage
altogether office parking. -

eess/ (11) The restrictiocns
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(ii) The restrictions ighore tha Legitimate interests .
of motorists who need their cars for their werk
and the disabled who nged their ecars to gain
accesa to work at all.

It is gubmitted that the Conservative Party should now
campaign to proteot the motorist's L intersata.
We would propoes that a well publiolaed group be Tormed
to examine the position ¢f the motorimt. Areas for
examination would inciude, for example, reetrictions on
the motorists in city centres; law enforcement imsues
like the plethora of sbeed limite; and ¢consumer isosuss
like moterway service areag., The campaign weuld be the
first of 1ts kind carried dut by a poiitical party in
this country and would ailm to securs no% spesial
treatment but a “fair deal™ for the motorist.

7. ROAD SAFETY

It is vital that we should tackle the dreedful toll
41 doath and injury on the roads. But thig is &
problem which cannot be tackled simply by adding
even more regulations. BEack new regulation piaces an
extra burdon on the police and runs the.risk of provoking
public hostility tc the policomen meeking to enforce
the regulations. We believe that more emphasis should
be placed on preventing adeldente.

A erucial areas here is ohild cmsualties. The romd
secident is now the most commen Biller of school
children, 40 per cent of all those killed on the
ronds ere pedestrians and about half of all pedestrien
casualties are under 15. Bstter tcaching material should
be provided in the schools and more effort devoted to
road safety education, The poseibility of racruing retired
policemen as instructors should be investigated. In
eddition new ressaroh should he devalcped Tor evaluating
new methoda of teaching road safety. This is one ares
where public expenditure would havs * 4o be increased -
but only in the order of £1 to £5 million @ year.

There may alsc be goma Bcope in developing schemes .
to encourage better (and safer) motoring standards.
The Institute of Advanced Motcriste are go=operating with
ua here in a survey of their membera.

8. I FORTS

In the ports industry there is m varied pattern of
owrership and organisstion. It includes a major state
company, the Brdtish Transport Docks Board, which holde
25 per cent of the markets piblic frusts like London;
logal authority ports like Briatol; and private emterprise
ports of which the most important by far is Felixstowe.
We believe that:-—

(i) The present organisation leads e competition
within the industry ls essential, if there is to
be any continuing spur to impreve effieiency.
There im no case for astablishing a new nationalised
monopely -~ particularly in an industry which is
8¢ vital to the economy mnd cne where the power
of labour is already so great.

(1i) Ioedl control is of particular importance in the

induatry and is a further fundamental argument
ageinst nationslisation.

eees/ (111} There is no
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{iii) There is no case for alliowing Felixzsiowe to
remain part of the British Transport
Docks Board, If the present Bill ia passed.
then, as already stated in the Commons,
we will offer Felixstowe back to private
enterprise, Burepean Ferries remain a
very interested prospective purchaser.

(iv)} It should be an aim of the next Conservative
Government to encourage 8ll the major port
authoritise to achieve an adequate finanecial
return. The British Transport Docks
Boerd is now 100 per cen% self financing and
is achieving a return on asgets which
ensures & cash flow sufficient to meet all
capitel investment requirementa and the
redar ption of existing loane a® these
fall due. A& esimilar formula has recently
been proposed by the National Ports Council,
Thia target of financial discipiine is one -
for the Government who appoint the members
of most major port autherities and ere the
chief acurce of loan finance,

We have formed a mtrong policy group on ports undar
the Chairmenship of Peter Viggers, M.P. « m move which
hag pleased the industry. They will continue to
work over the next months and will ¢onsider, among
other things, whether any other perta than Pelixatowe
surrently operated by the British Transport Docks
Beard should be scld topivate enterprise. I% should
be added, howaver, that many in the industry fael
that what 1s fieeded is 2 period of stability
end thet the induatry hag already suffered too
much from reorganisation and the threats of reorganisation.

ves/ 90 FINANCIAL IMPLIGATION
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9. FIFANCIAL IMPLICATIOH
A. Current Positicm
(1) Total provision Por public expenditure on inland surface
transport in 1975/76 is just under £2,400 millicn at 1975 survey
prices.

{2} Investment by surface transport nationalised industries in
1975/76 at 1975 survey prices is:

£m.
British Rallways Board . 242
British Transport Docks Board 12
British Waterways Doard 2
National Freight Corporation 38
National Bus Company 31 .
Scottish Transport Group 7

Total £332 million

Local government is investing £130 million in buses and
10cal railways - of which £30 million represents centributions
to the vailways investment shown above.

(3} capital expenditure on the congtroction and improvement of
roads and car parks in 1875/76 i £790 million divided almost
aqually between central Government roads (£392:million) and
local Bovernment roads and car parks (€398 million}.

(4) Current expenditure on road mainterance, 1lighting, signalling
and trasport administration in 1975/76 is £585 million.

{5) Expenditure on subsidies tc transport operatops in 1975/76
taking centra: and local government together amounts to gver

£600 Billion - of waich £410 million is going to the railways arlfy
£200 million to the buses. In addition local authorities are
spending £50 million on concessionary FPares.

(8) The most significant feature of policy over this last
perdod of Labour Government has been the shift from road
investment to passenger subsidy.

B. Government Plans

(1) The Govermment plan for a fall in real terms of transport

expenditure over the next four years Prom just under £2,400

millicn to juwet under £2,000 million. <The figures aret
£m_at 1975 Survey Prices

1970/71 1973/74 1975/76 1979/t

(i) Total Pubiic

Expenditure 36,223 41,067 46,372 46,072
Programmes

(ii) Public Expend-
iture on 1.950 2,117 2,395 1,994
Transport

(iii) (ii) as % of (1) 5.4% 5.2% 5.2% 4.3%

weeof {2} Within these nlans
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(2} Within thes=e plans the shift away from roads to pulilc
transport will bemintained.

£m at 1975 Survey Prices
1973/74 1975/76  1979/80 %+ or -
A B BtoA
(1) Road investment,
maintenance and .
car parks (excluding
mdintenance) 1,327 1,230 993  =25%
{(ii} Public Passenger
Transport
subsidies/investment/
concessionary fares 585 842 761 +30%

{3) Detailed public expenditure plans are given in Appendix (5},

C, Further Savings

(1) The greatest potential For savings must be in the subsidies
to transport operatbrs.. In particular sawvings on railway
sulsidies (£410 million at 1975 surwvey prices} would result

From our policies, Savings on bus services (re venue support

to bus and underground was £143 million at 1575 swurvey prices)
would also be obtained and the opticn is open of securing savings
from the following additional schemes

Concessionary fares -  £55 million at 1975 Survey Prices
Wew bus grants -  £30 milliom " * " "
Bus fuel grants -  £35 million * ™ " "

(2) As stated above Purther savings = although not desirable -
could be obtained from the roads programme, It seems possible
that the Government will announce further cuts in this programme.

(3) It should be noted that some of the savings planned in the
Government's White Paper are unlikely to be malised by this
Government. For example, British Kail say that is is impossible
for them to achieve the elimination of the £7C million freight
deFicit by 1978/79 and the Govermment appear to have accepted
this pesition. The National  Freight Corporation is shown as
not requiring support when it is currently losing £31 million
a year. .
In some areas then a Conservative Goveynment will have to
fight to achieve Labour's goals.

10. LEGISLATICH

The ¢nly immediate legislation required is:=

vassf (1) A Dill to relax
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(1) A bill to relax licensing regulatiom, This would be
based on John Peyton's1973. bill. In additioen it might be
possible to add provisions to cover the use of nini-buses by
voeluntary organisations and schools.

(2) A bill to restore Felixstowvcte private enterprise.

11, PRESENTATION

In their plans for redu::mg public expenditure Labour have
concentrated on the cutting of road expenditure because it is
thought

a} more acceptable to the public and

b} less 1likely to antagonise the unioms. .
The unions - particularly the NUR, the TSSA, ASLEF, and
the TGWD - clearly present 2 major obstacle to achieving further
cuts in public expendimre. There will also be very considerable
public oppoesition o cuts in services or fare increases,

(1} on railways our strategy should be:

{a} to campaign to f£ind the true facts of British Rail's
Financial position. This approach is not opposed by
the rail unions. It is reasgmable for us to leave the
option of line closures open without coming to a
Final decision.

(b} 4s all the evidence suggests that the freight deFicit
is sericusly underestimated we should agair campaign -
on this, This agpmach would radically change the
terms of the public debate. For it challenges the
assumption that. it is the long suffering passenger vrho.
is responsible for the Iion's share of the deficit.

{c) W¥e should aclkmowledge that some labour reductions will

. be necessary - including administrative staff. = But
we should alsc proclaim our faith in the icong=term
Futura of the railways for the remaining labour Force.

(d) Both (a) and (b) can be developed in articles, "mrhlets
and speeches, Indeed 1t is important that the rail
unicn leaders should see that we are taking a serious
interest in the Fature of the railways.

{2} tn road ga.ssenger Ipansport cur strategy should be to campaign
on relaxin e llcensing res rictions. We are here is a very
strong position having brought Porward our own proposals three

years ago and the Labour Gevernment having delayed action.
Again all means of getting cur case over should be used.

{3) On the motorist our strategy should De toc form a well
publici¥éd eommitiee to consider his position and to produce a
document ~ ®Fair Dcal Por the Metorist™.

(4) n road safety we should publishvilans for preventing child
casuElties and encouraging better driving.

{5) On the ports we should prepare Ffor a big campaign to Pight
natimahsagm—‘n nroposals which could be in the next Queen's
Speech.



