this stage, then it is recuested that the reasons for that advice are
explained fully in the decision letter in order that these may be

considered, and tested if necessary.

CASE FOR THE FIFE REGIONZL CCUNCIL AND ASSCCIATED CBJECTORS

4.1 EVIDENCE OF COUNCILLCR R XK L GOUGH JP He hes been Convener of
Fifs Regional Council since 1%78 and he spoke to his precognition
FA/1 which, in the first 5 paragraphs, sets out scme cf his

involvemant in local government affairs cver a period of some 30
years. Paragraphs 6-10 of Councillor Gough's precegnition record the
regional council's centinuing cpposition to the impesition of tolls
on the Forth Road Bridge and he refers to production c/5, the written
evidence submitted by his council te the House of Commens Transport
Committee who are currently investigating the whole gquesticn of tolls

on estuarial crossings.

4.2 At paragraphs 11 and 12 of his preccognition, Councillor Gough
records that it is the minuted policy of his council to lodge
obiections to the proposed revised tolls schedule, and to be

represented azt any public inguiry.

4.3 At paracraphs 13-16 of his precognitien, Councillor Gough refers
tc my main recommendation fcllowing the 1981 inguiry that the
financial responsibilities resting upon the Fcrth Road Bridge Joint
Board should be reviewed and considers that, if that recommendation

had been acted upon, thers would be no need for a further inguiry at

this time.

4.4 A+- paragraphs 17 and 18 of the precognition, Councillor Gough
refers to 2 of the Reporter's conclusions following the 1981 inguiry
zs follows:-

i. "The greater the degree of financial stringency, the
strenger the case that the burden of financing the appreach
roads should rest where in equity it belongs, that is on
the broad shoulders of the general taxpayer rather than on
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bridge users.”

ii. "It is certainly the case that some form cof agreement was
reached iIn 1956 and that the terms of that agreement formed
the basis of subkseguent legislation but, for the reascons

given, I consider that the terms of the original bargain
were unfair and unreasonable and, if that is accepted, the
firancial provisions of the subseguent legisliation are also
open to the sazme criticism."

A%t this inguirvy, Prcofessor Mackay will agein examine the conssquences

of removing the debt attributable to the approach roads from the

cverall debt of the Joint Board.

4.5 At paragraphs 19-22 of the preccgnition, it is submitted that
the provisions of the 1958 Act {section 31(1l)) clearly envisage that
an extension of the first 30 vear loan period is possible. Wwhile it
can only be conjectural as to what circumstances would obtain to
allow for an extansicn cof the repavment period, it 1s submitt=ed that
2t the time of the 1958 Act, a number of circumstances could nct have
been foreseen, including the following:=-

i. The development c¢f the recad system could not have been
fcreseen with the resultant substantial increase in traffic
and the implications that that has had on wear and teer,
both of the bridge itself and of the approach reads.

ii. There could have been no indication of the items cf
unforeseen expenditure incurred since the bridge was copened,
such as, for example the Merrison strengthening, the
provision of additiconal tcll lanes and the majer
maintenance sccess systam.

In additicon, the 30 vear repayment pericd is inegquitable when

compared with other tolled estuarial crossings, many of which have

repayment pericds considerably in excess of 30 years, eg, Humber

Bridge 60 years; Mersey Tunnel 60 years; Dartford Tunnel 60 vears

and Severn Eridge 40 vyesars.
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4.6 Paragraphs 23-27 of the precognition are in support of
Councillecr Gough's contentieon that the present proposals that
envisage an increase in tolls Zor the majority of bridge users of
333% would hzve to be borne by industry, commerce and tourists and
that such additional costs mus®t either bhe absorbed into other
production costs, or passed on to the consumers of products and
services. Notwithstanding the massive investment at Moss Mcrran by
Shell/Zsso, the areas in the immediate vicinity of the bridge suffer
rom high unemployment as sxemplified by the Cowdenbeathh area of West
Fife which is currently suffering a tetal unemployment rate of 17.3%
compared with an average of 14.95% for Scotland as a whole. In order
to attract industry to this and other areas of high unemployment and
to assist in the further development of existing industry with the
prime purpose of combating the unemploymant problem, it is necessary
to cffer every possible financial incentive and increased tolls would
aggravate the current situation and deter industrial and commercizil
development in Fife Region. In anticipation of this inguiry, the
regional council has initiatsd a sample survey of firms within the
regicn to ascertain the likely effects of the proposed toll increases
and this survey will be described in scme detail by Mr W G Tavlcr.
However, it i1s clear from the results of the survey that the
increases would create additisnzl costs for Fife industry that are
not borne by firms operating elsewhere in the United Kingdom served
by expensive parts of the trunk road network, cften costing many
times the outstanding debt of the Ferth Road Bridge. Such firms do
not reguire to pay a penny in tolls other than through genersl
taxaticn and vehicle excise duty. In this connection, at
paragraph 27, Councillor Gough guotes a number of letters recently

received frem local industrizlists.

4.7 Although Mr Rowson will peint cut in his evidence that the
bridge has increasingly provided & service to long-distance trafiic
as well as to shert-distance commuters, nevertheless a large
proporticn of bridge traffic comprises regular users. For regular
users, the increase of 33%% in the toll for cars will mean an
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additional cost of £1 per week for regular commuters. This
represents a substantial increass in an individual's metoring costs
which are not reguired to be borne by the vast majecrity of road users
elsewhere in the United Kincdom. As Mr Rowson will show, road users
contribute ceonslderably more in taxation to the Excheguer then is
spent by the Government on the road system. Any increase in tolls
would further exaggerate this imbalance. The Fife Regional Council
supports the proposal for a concession scheme for regular bridge

USErs.

4.8 Summarising, it is submitted that the tblls on the bridge should
not be increased for the following reascns:-
1. If the first and main recommendation of the Reporter a: the
last inguirv had been acted cn, there would be no “eed for an
increase in tolls at the present time.
Z. There is clear evidence, supported by factual statements
submitted by companies and other crganisations, that any
increase in tolls would reduce competitiveness and increase
costs ¢of Fife companies.
2. Any increase in tolls would reduce the potential for
industrial development in Fife.
4. Any increase in tells will result in increased hardship
for the already hard-pressed regular bridge user who 1s
already paying substantially more in motoring taxation than
is spent on the road system.
5. An increase in tolls would render even more illogical the
present position whereby the regicnal councils are raguired to
maintain some of the extensive approach roads to the bridge.

4.9 Cross-examined, Councillor Gouch accepted that whilst the
repayment period for cther bridges was up to 60 vears, the bargain of
1956 envisaged a period for the Forth Bridge of 20 years. But, the

legislaticn does provide for a more flewxible repayment policy. It is
not understood why the access roads that are clearly part of the

trunk road system shculd be maintained by the local authorities. I
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is accepted that an amendment to the 1358 Act would be reguired in
order to relieve the Joint Board of the financial burden of the

approach roads.

4.10 EVIDENCE OF MR JOHN ROWSON He is a Chartered Engineer, a
Fellow of the Instituticon of Civil Engineers and a Fellcw cf the
Institution of Highways and Transportation and is Director cf
Engineering for Fife Regional Council with direct responsibility for
all regicnal transportaticn and highway related matters. He spoke to

his preccgniticn FA/Z.

4.1l From producticn B/7 illustrating the trunk road network in
Scotland, it .is appareht that there is a strategic gap in the major
trunk road network where the national rcad system crosses the Forth
Estuary. This gap in the trunk road network comprises some 7km cf
non~trunk dual carrizgeway approach road from Edinburgh city boundary
tc the Forth Bridge toll plaza, and an additicnal 2.5km of single
carriageway non-trunk rcad frem the M9 western approach spur +o +he
plaza, all of which is mazintained by Lothian Regional Council. ©On
the north side there is approximately 2.2km of non-trunk dual
carriageway maintazined by Fife Regicnal Council from the Forth Road
Bridge to.the MS80. These north and south approach roads ars linked
by 3.1km of duai carriageway (including 2.5km ¢f the bridge
structure) which is maintained by the Forth Road Bridge Jcint RBoard.
Furthermore, some 2.35km of MY0 were alsc provided as part of the
approach roads. On the Fife side alcne, average maintenance costs
over the last 10 vear period for the 2.2km non-trunk secticn amount
to some £164,000 per annum at today's rates. If the approach rcads
that complete the major trunk road network were claszsified as trunk
roads, Fife Regional Council would be relieved of the relevant
maintenance cecsts as would Lothian Regional Council in respect of the
approach roads on the south side of the bridge. Production C/7
illustratess the apprdach roads as constructed in terms of the
original Orders. Production C/8 illustrates the nature of the

present maintenance agreements.
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4,12 The East Fife regional rcad is at present under constructicn
and it, together with the cther trunk rocad improvement schemes in the
vicirity of Glenrothes, will ultimately provide a high standard trunk
road route iinking the Forth Bridge area to centrazl znd north-eas+
Fife and the Tay Bridge. It is apparent that the existing and
proposed trunk network i1s almest entirely dependent on the existence
of a strategic link across the River Forth in order that the needs of
trunk traffic to Dundee, Perth and the northern parts of Scotland can
be satisfied. Thus, it seems totally illogical to have a road system
.whereby the Forth Bridge apprcach roads are non-trunk yet where it is
cbvicus that they form part of the national road system, and carry a
large proporticn of those vehicles using the trunk sysﬁem te nerth
and scuth. In furtherance c¢f this argument, it isg interesting to
note that this particular route is included in the 'E' rcad network

as a princiral Europsan road.

4.13 From the opening of the bridge in 1$64 until 19884, +thke volume
of traffic using the bridge increased by 159.59%, recresenting some
5% per annum compound growth. During the past 10 years, the volume
of traffic crossing the bridge has incresased by 45%, representing an
average linear annual increase of 4.5%, and a compound growth rate of

some 3.8% per annum.

4.14 In calculating forecasts cf revenue, the Secretzry of State has
assumed that traffic over the bridge will grow in line with high
national projéctions of traffic growth, and an annual traffic growth
rate of 2.4% has been adopted feor predicting future traffic flows.
There is considerable uncertainty surrounding traffic growth
predictions as acknowledged by the Department of Transport's advice
on testing a range of forecasts, and their continued revisicn of the
national road traffic forecasts. Although the assumed growth rate of
2.4% per annum IZalls broadly in line with the latest published high
growth forecasts of 2.9% per annum growth botween 1982~18980, and 1.7%
per annum from 1290 to the end of the century, it could be argued

that the rate of increase selected is very conservative having regard
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to the average histcric grewth trend. Nevertheless, for the purpcse
of this inguiry, it is cernsidered that the figure of 2.4% czan be

used.

4.15 It has become guite evident that the Government's stated pclicy
that tells should be charged on estuarial crossings which confer
exceptional benefits to users and where there are no counter
arguments on grounds of traffic diversion cr congestion is no longer
valid with respect to Forth Read Bridge traffic. At +the time when
consideraticn was being given to the development of the bridge, it
was assumed that traffic using the bridge would be mainly of a local
nature. Hewever, the subszguent czompletion of the MSQ and M8
motorways has channelled trunk road traffic, especially longer
distance traffic mcvements, towards the Forth Bridge resulting in a

change in the nature of traffic using the bridce.

4.16 In 1962, a study undertaken by the then Road Research
Laboratory suggested that a little over one guarter of all potential
traffic movements using the bridge would have an origin and
destination outwith Fife, while recent traffic surveys undertaken in
1580 and 1383 reveal that the actual figurs is about one third of all
traffic movements. Indeed, the most recent survey results have shown
that while approximately three fifths of the traffic movements (58%)
crossing the bridge has an origin and destination within Fife or
Lothian Regiorn, the remaining traffic (42%) is more long distance in
charzcter. These figurss compare favoqrably with other similar
secticns of non-tclled trunk roads. Moreover, because the Fife and
Lothian Regions are extensive, 'local' jocurneys can involve leng
distance travel. For example, Mr Rowson has travelled 57 miles from
Wormit to attend this iInguiry, a distance greater than that
separating Glasgow and Edinburgh, and yet his journey is still

2lassified as loeal.

4.17 Finally, it is generally accepted that “he annual contributiocns

made by road users through taxation greatly exceed the annual
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expenditure on road infrastructure. At the 1881 inquiry, the *hen
Regional Roads Enginesr fcr Fife Regiocnal Council gave detailed
evidence demonstrating “he imbalance between tax revenue and
expenditure for Scotland, Fife and Lothian Regicns. So far as Fife
and Lothian Regiens were concerned, it was estimated that in 1978/79,
income generated throuch taxation on motorists was approximately 3
times the expenditure by Central Govermment on the road systems
within those regions. The witness Fhas been advised that ths updated
figures for 1582/83 are, expenditure of £34.4m with income of £130m
indicating that the inceme derived from motorists in both regions has
risen to be between 3 and 4 times the expenditure by the Government
on roads. Any increase in tolls would add a further impositicn on

road users in both Fife and Lothian Regions.

4.18 Cross~-examined, Mr Rowson confirmed that if the approach roads

were trunked, the Secretary of State would be responsible for their
maintenance. The greater use of the Forth Bridge by long distance
traffic is an important factor. If the bridge did not exist, the
alternative crossing at Kincardire Bridge could not possikly cope

with the extra vclume of traffic. The increased tolls now proposed
&re guite unacceptabls because they would comprise a further
imposition on bridge users whe, as explained in his

evidence-in-chief, are already overcharged for the relevant road
infrastructure. Experience in respect of the Tay Road Bridge is 1-ha’r_f
traffic flows are diminished following toll increases, although they 5

later recover.

4.1% EVIDENCE OF PROFESSOR D MACKAY He is Professorial Fellow at
Heriot Watt University and Chairman of PEIDA, Planning and Economic
Censultants who has been and is much invelved in eccnomic matters as
set out in paragraph 2 cf his Precognition FA/3. At paragraphs 4-10
cf the precognition, Professor Mackay recerds his view that the casga
feor abelition of tclls remains exXtremely strong. Appendix 1 to the

precognition comprises a pPaper entitled "The Case against Forth



Bridge Tolls" prepared by Professor Mackay subsequent to the 1981
inguiry.
4.20 Turning to a consideration cf the proposed tcll increases, it-
is accepted as demonstrated in Fife Regional Council's financial
model C/1 that the cutstanding debt will not be repaid by 1994/95 on
present tolls. However, this same medel does demonstrate that with
existing tolls and using SDD's assumptions on traffic growth and
inflation, repayment of the existing debt would be achieved before
the end of financial year 18%9/2000. It should be remembered that
the 30 year repayment period wzs embodied in the Fdrth Road Bridge
- Order Confirmation Act 1558. In the 27 years since that date,
considerable change has taken place in economic circumstances that
coculd not possibly have been foreseen at the timé. In particular,
inflatien has been at a far higher rate than could have been
anticipated. As already pointed out, there has also been a
requirement to carry out major capital works since the bridge opened.
Notwithstanding all these circumstances, production C/1 demcnstrates
that the outstanding debt would be repaid within only 5 years of the
prescribed 30 year period. It is submitted that insistence cn fuil
repayment of the existing debt by 1954/95 is neither fair nor
reasconable in terms of the circumstances in which the initial debt
was incurred, or consistent with the treatment zccorded to the users
~of cther tolled bridges. In this connection, the 2 main arguments
are:-

a. the inclusion of the approach roads in the original central

debt was unfair and unreascnable; and

b. the treatment of the users cf the Forth Road Bridge is

inconsistent and unfair when compared with that of users of

other tolled estuarial crossings.

Inclusion of the Approach Roads
4.21 As regards the initial debt, the crucial issue is the financing

cf the initial costs of constructing the approach roads. Those who
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have disputed the level of tolls on the Forth Road Bridge have zlways
neld that the terms of the intial agreement between the local
authoricies and Central Government were unreasonable, in that the
cost of the approach roads should have been borne by Central
Government out of central taxazstion. At the 1381 inguiry the Reporter
fourd this argument proved:
"I have considered this issue of the approach roads in some
detail because in my judgement, the fair and reascnable
interpretation of reviewed Government pclicy is that tolls
should be levied for ona purpcse and one purpose only, and thig
is the recovery of the costs involved in providing and
mairtaining an estuarial crcssing,‘in this case, the bridge.
As exemplified at Severn, there is no policy requirement that
approach roads which are de facto part of the naticnal trunk
or motorway network sheould be financed from toli_revenues, and
such a requirement would be lacking in egquity." (Para 9.21).

4.22 That conclusion clearly distinguishes between the financing of
the bridge and the financing of the approach rcads and suggests that
tolls should be levied cnly to finance the former. Wwhen faced with
this proposition, the Scottish Development Department takes refuge in
the argument "It is a matter of fact that the bridge is not a trunk
rcad; whether or not it 1s a trunk road is in any case irrelevant to
the issue of tells". This successfully confuses guite separzte
issues. The Government's stated pciicy relates only to estuarial
bridges a conclusion supported by the first paragraph of the
Secretary of State's case (statement SDD1). The question then arises
a4s to who should finance the approach rocads. The resclution of this
issue will tufn on whether the approach roads are cor are not properly
regarded as trunk roads. If they are trunk roads, they should be
financed by Central Government and noct by tolls cor by local

sutheorities.

4.23 Faced with this, the Scottish Development Department retreats
to the last ditch, which is that it has not defined the approach



roads as trunk roads. That is, trunk roads are whatever this

Department defines them to kte. This is particularly difficult to

discuss as the Department has taken care nct to produce any

cdefiniticn of what is or is not a trunk road.

4.24

This is simply not good encugh as a basis for public policy.

De facto, the Forth Road Bridge and its main appreach roads zare part

of the trunk road system on any reasonable defini*ion of the tarm.

This

4.25

proposition is supported by the following evidence:-

§ the Ferth Read Bridge is included in the UK international

-

'"E' route network as international route E15;

2. SDD's cwn map of the existing trunk road programme shows the
M30 trunk route ending on the north end of the Forth Road Bridge
approach roads; why trunk route traffic should be regarded as
nen-trunk road traffic when it joins the appreach roads and
bridge (or vice versa for traffic going north) remains a puzzie -
to these who think that Govermment policy should have some
connection with common sense;
3. SDD's own evidence at the last inguiry showed that from 1974
there was a marked divergence between the naticnal rate of
raffic growth and the rate of traffie growth over the bridge
and the only satisfactory explanation for this phenomeneon is
that the bridoe traffic was inflﬁenced by North Sea oll and gas

developments ie trunk route traffic.

Such scpnistication is probably unnecessary. A major bridge

between a mctorway and a dual carriageway linking Scotland's capital

with

the north and the east must clearly be part of the trunk road

system, a fact accepted at the last inquiry when the Reporter then

concluded:

"That the roads in guestion are of either trunk road or motorway
character is in my view beyond dispute. As such, I £find it
gulte extracrdinary that, unlike &1l other trunk rocads cr
motorways throughout the country, they should be financed from
toll revenues and not from Central Government rfunds derived from
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general taxation."”

4.26 ©SDD's contention that the approach roads are not part of the
trunk road system must be seen for what it is. It is a fig leaf
which offends against lcgic and common sense. It is maintained not
by resscned argument, but because it is the only basis on which the
Department can continue to treat the initial costs of the approach
roads as part of the debt to be repaid by the Feorth Road 3Bridge Joint

Beard.

4.27 At the 1281 inquiry, the Reporter found that the package deal
insisted cn by Central Government to fund the bridge and approach
roaas ailowsed It "to aveld its clear responsibility to construct and
maintain the some 8 miles of approach roads which were, from the
cutset, an integral part of the national road network". It is that
insistence which cr=ates the present need to increase tolls. Were
the approach roads funded by Central Government, then the existing
tolls would be sufficient to pay off the debt due to the bridge
itself. This can be demonstrated in 2 ways. First, it is possible
to reconstruct the accounts of the Joint Bocard on the assumption that
the initiai_cost of the approach roads had been met by Central
Government. Second, it 1s possible to look forward to the pesition
which would prevail if that pért of the Board's current debt which
could be szid to be due to the approach roads was now taken on by
Central Government. In both exercises, the financizl conseguences
have been calculated on the basis of the present level of tolls, the
calculations being carried through at Professor Mackay's request by

the regicnal council.

4.28 The first set of calculations that are demonstrated on
production C/3 go back to the initial debt inherited by the Joint
Board. If the Central Govermment and local authority contributions
are clstributed pro?rata accerding to the capital cost of the budget
and the approach roads, then £4.188m of the initial debt was due tc
the apprcach rcads. Model C/3 then exéludes this £4.188m frcm the
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initial debt in 1964 and reconstructs the subseguent accounts for the
Joint Board on this assumption. ©On tﬁis basis, the debt cutstanding
in 1%84/85 is calculated as £8.070m, that is a nominal sum not
significantly different from that due to the initial ccst of the
construction of the bridge ie £7.842m. Medel C/3 then extrapolates
forward from 1984/85 using SDD's best assumptions conczrning
infilation and traffic crowth and demonstrates that, on existing
tclls, the outstanding debt due to the bridge woﬁld be discharged by
1989/90, that is, well within the statutory period.

4.2%9 The second set of calculations considers what could happen if
the Central Government wrotz off that part of the Secint Board's
current debt that can be attributed to the cost ¢f constructing the
approach roads. The cost of the apprecach roads was some 28% of the
total capital costs of constructing the rcads and the bridge (the
latter being egqual to the initial cost of £12.03Cm plus the
additional lcans by the Secretary of State in 1964/83-1967/68}).
Applying this percentage tc the anticipated debt of £21.090m as at

1 2pril 1986, indicates that £5.%4m of that debt is attributable to
the approach roads. Mcdel C/4 demonstrates that given a restructured
debt with the approach roads excluded, given alsoc SDD's assumptions
regarding inflation and traffic growth, and applying present tolls,
the restructured debt would be discharged bv the end of financial
vear 1994/95, ie within the first statutory 30 vear period.

4.30 Concerning the financial forecasts submitted by Fife Regional
Council, Professcr Mackay explained that these differed in 2 respects
from the forecasts agreed between the Joint Board and the Sccttish
Develcpment Department. First, whereas the Joint Board and éDD have
used the 19853/86 budget forecast, the Fife Regional Council's models
are based upcon the actual 1884/85 accounts. Second, there are
certain mincr differences in the method of treatment of annual
income, operating costs and interest. Prcfessor Mackay explained
that ¢he wvalidity of accepting annual inflation at 3.5% had been

considered, and runs had been mades to test the use of an annual
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inflaticn rate of 5%. His conclusion 1s that the financial models
are not unduly sensitive to this differential in the rate of
inflation and that would make only about 1 vezar's difference in the

calculated dates of repayment.

4,31 The issue involved in the inclusion of the approach rocads is
important. The Government's stated pelicy for levying tolls relates
to estuarial bridges only. Wwhen apprcoach roads are trunk roads (the
Severn Bridge) they are funded, as are all trunk routes, by Central
Govermment. De facto, the appreoach roads of the Forth Read Bridge
are clearly part 2f the trunk rocad system. If they had been funded
as such, there would now be no need to increase tolls because the
debt on the bridge itself would have been discharged within th
statutory period by the existing level of tolls. Similarly, if that
part of the existing debt due to the approach rcads was taken over by
the Secretary of State, the existing tolls would discharge the

restructured debt within the statutory pericd.

4.32 The treatment of the approach roads is therefecre of critical
significance. If the Department is to continue with its argument
that the approach rcads are not part of the trunk road system, then
this must be supported by definition of what is and what is not a
trunk reuts. Only in this way can it be demonstrated that the
treatment of Forth Bridge road users is on the same basis as that

accorded to the users of other tolled bridges.

Consistency in Treatment of Estuarial Crecssings

4,33 The Government's policy on tolls is stated in paragraph 1 of
statement SDD1 and, at paragraph 20(e) of the statement, it Is
asserted that "Government policy, as set out in paragraph 1 above,

nas been applied consistently”.
4.34 Consistency presumably applies 2 things. First, that all

estuarial crossings:which confer excepticnal benefits are telled and,

second, that the teolls set for all such ftolled crossings "should be
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sufficient over a specified period" to fund maintenance costs and
service and repay the capital debt. In this regard, the specified
eriod for a tolled crossing must presumably be that laid down bv the

'

relevant statute, as this is the approach the Department considers

appropriate for the Feorth Read Bridge.

4.35 Neither proposition is supported by the evidence. As *o the
first, the Kessock Bridge is an estuarial crossing. It does not
carry tolls. Possibly the statement contained in brackets in
paragraph 1 of statement SDDI is held to apply but, if so, the
elusive "cther objectives" cannct be identified. If it were
sericusly argued that the Kessock Bridge does not create exceptional
benefits for users, that would pose the gquestion of why it was

construct=d.

4.36 As regards repayment, it is clear that for some tolled bridges
there is no prospect of repaying the debt cover any period, however
iong that period is. That Is, the statement in SDD1 is factually
incerrect in that current policy for some bridges is evidently based
on the assumption that the existing debkt cannot be repaid. At
paragraphs 31 and 22 of his precogniticn, Professor Mackay cites the
Erskine Eridge and the Humber Bridge as 2 examples of tolled bridges
where the outstanding debt is accumulating over time. In the case of
the Erskine Bridge, Mr rFairbairn QC, then Solicitor Generazl for
Scetland, admitted '"that it was recognised by the Government that the
level of traffic using the bridge is never likely to produce
sufficient revenue to repay the capital debt over the 20 vear period
mentioned in the statute". Indeed, the situation is much worse than
that described by Mr Fairbairn. The present capital debt for the
Erskine Bridge 1s £42m as compared to the initial debt (in 1971} of
£idm. Fcr the Humber Bridge} as for the EZrskine Bridge, the initial
debt will nct be repaid on existing pelicy. The actions of the
Government clearly illustrate this and indicate that, at some future

pericd, the major part ¢f the debt will have to be written off.



4.37 One note-~worthy feature that emerges is that, even taking the
present debt cn the Forth Road Bridgs, its toll structure is the
closest of all teolled bridges to the 'breakeven' tell which weould
discharge the capital debt. That i1s, the users whose tolls are
closest to achieving the Department’s interpretation of Government
pelicy are now being asked to move further in that direction, while
the same treatment is nct being applied to other tolled bridges.

4.38 The conclusicn from alill this is quite clear. It is simply not
true that Government policy has been applied consistently. On the
contrary, Government pclicy has treated the users of the Forth Road
Bridge qguite differently £from the users of other estuarial bridges in
3 main regards:- . » ’

l; they have been required to meet the costs of the approach

roads which shculd_hgvé been funded out of Central Govérnment

revenue; |

2. they have been treated a&s a group which receives excepticnal

benefits when other groups in a similar situaticn have been

treated differently; and

3. they are bkeing asked to repay the whole debt incurred on the

Forth Road Bridge within the specified period, when no suéh

obligation is being laid on the users of other tolied bridges.
The above does not represeht the application of consistent principles

- it represents muddle, expediency and inequity.

4.39 In summarising his evidence at paragraphs 37-40 of his
precognition, Professor Mackay asks that the Reporter should renew
the previous suggestion that the existing financial arrangements
should be reviewed, particularly in view of the further evidence
brougnt cut at this inguiry. Should such a review conclude that the
cost of the approach roads should have been borne by Central
Gevernment, then it follows that the present teolls should nct be
increased. Instead, they should be retained at preéesent levels until
the debt is extinguished, and then abclished entirely. 2as

~

demonstrated in model C/3, this should cccur by the end of 1589. 3y



that period, the reoad users could fairly be said +o have paid the

cost of constructing the estuarial bridge.

4.40 Cross-examinsd, Professor Mackay acgresd that neither variaticn

in the rate of forecast traffic growth nor cf the rate of future
inflation would affect the outcome of the financial models by more
than 1 or 2 years either way. 1In his view, in 1956, unegual
bargaining led to an ineguitable bargain. Clearly, the
understandable approach of the local authorities at the time was that
a bridge with tolls was better than no bridge at all. Moreover, *he.
ineguity of the 1956 Largain was compounded by subsequent svents with
the consequence that the debt ultimately inherited by the Forth Road
Bridge Joint Board was far greater than could have been contemplated
at the time cof the bargain in 1956. It was unfair that. the bridge
approach roads should be treated differently from the approaches to
other estuarial crossings such as Severn. There was an element of
duress in the negotiation of an unegual treaty wherein,
notwithstanding the ever increasing cost of the project, the Central
Government contribution remained fixed rigidly as provided in 1947.
His understanding is that there is an obligation upon the Joint Board
tc repay the loan by 1884/95 and that might be acceptable if the debt
were based'upcn a fair and reasonable basis. Although it is acecepted
that a bargzin was ultimatelv constructed in 1856, the ultimate cost
of the undertaking was much higher than had been anticipated and it
was unfair that Central Government did not increase its contribution.
4.41 For the reasons stated in paragraph 15 of his precognitiocn, it
1s wholly ineguitable that tclls should be levied for any purpose
cther than financing the construction of the estuarial bridge. In
his view, the strictly legal status of the approach roads 1ls not
important. Public policy as to what are and what are not trunk roads
must be seen to be fair, reasonable and consistent. In the case of
the appreach rcads, these are a vital part of the natiocral road
network and cf the "E' route network. There can be no justificaticn

at all for not accepting the approach roads as part of the national
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read system. As to paragraph 17(iii) of his precogniticn, the graph
comprising appendix 1 to appendix 1 annexed vo FA/3 is SDD's own
diagram and illustrates the divergence betwesn growth of Forth Bridge
traffic and UK vehicle traffic that arcse from 1970 onwards dus to
Meorth Sea oil related traffic. &Also, it is of course known that
North Sea o0il related traffic does use the bridge. As to paragraphs
20-24 inclusive of his precognition, it is accepted that there is
general agresment between 2ll the main parties to this inguiry that
toll increases would not be needed to secure repayvment within the
first statutory 30 vear peried if the Joint Board were relieved of
the financial liability resulting from the construction of the
appreach roads. As plainly'evidenced'by the'position ceoncerning the
-Humber and Erskine Bridges, "ultimate repayment” is not ccnsistent
policy. It is manifestly unfair to treat Forth Bridge road users

gquite differently from users of other tclled crossings.

4.42 Re-examined, Professcr Mackav said that to the best of his
knowledge, all 'E' routes within the United Kingdom are also trunk
routes, exceﬁt only those sections of 'E'lS5 that constitute the north
and south approach rcads to the Forth Bridge. t is agreed that the
Act of 1958 provides for a secondary period of borrowing if found
necessary.ﬁ He 1s not aware of any definition of "specified period®
in paragraph 1 of statement SDD1. It would not be pcssible to make
an infermed judgement about the relative merits of the new Kessock

Bridge route as compared with improving the former A9 route without
knowledge cof the COBA/NASA cost/benefit studies of the 2

alternatives,

4.43 EVIDENCE OF MR WILLIAM G TAYLOR He is Directcr of Econonmic
Develcopment and Planning with the Fife Regional Ccocuncil and spoke o
his precognitiocn FA/4 which considers the level cf tells on the Forth
Road Bridge in the light of the following factors:-

1. the current economic positicn so far as Fife Region is

concerned and the future circumstances for the region;

. 2. the position cf Fife as regards national regional policy/



European regional policy to attract and protect employment: and
3. within the context of the foregoing, the implicaticns cf

tolls and toll rises for the business community in fife and

intending inward investors to the region.

Fife's Economiz Positien
4,44 At paragraphs 6-12 of his precognition, Mr Tayler outrlines the

history of industrial activity and the resultant job cpportunities
from the late 1950s cnwards. In the 19€0s, due to reductions in the
cocal-mining and other traditional industries, Fife had an
unemployment rate of twice the Scottish average and 4 times that for
Great Britain. There were upwards of 30,000 job losses in the late
1850s and early 1960s. This serious position was addressed by the
local authorities in Fife by instituting an active campaign to
attract new emplcyment, and this was assisted by the Government
through the designation'of‘Fife as an Assisted Area which could
benefit from Government grants. The opening of the Forth Bridge in
1964 also assisted in the attraction of new employment into Fife.

4.45 As a consequence, throughout the mid and late 1360s and 1370s,
a significant number of new job opportunities was attracted to Fife.
The unemployment rate as compared with the Scottish and UK figures
impreved throughout this period and, in 1978, the Fife unemployment
rate of 7.1% compared with a Scottish figure of 7.7%, and a rate for
Great Britain of 5.7%. However, since the commencement of the
international econcmic recession in 1978/79, unemployment in Fife has
risen from some 7.1% in 1978 to a level of some 15.4% in April 1385,
This represented an increase in unemplovment of scme 120% and an
absclute increase in the number unemployed of some 11,223, and this
figure excludes 2226 persons sngaged in Manpower Services Commission

special schemes.

4.46 Since 1978, and whilst unemployment in Fife has risen
dramatically, th= rate of increase has been contained bv a number of

factors which have continued to apply uritil recently. These factors



include the constructiocn of the Shell/Esso plants at Moss Morran
which, at peak in early 1983, employed about 8000 persons of whom
some 50% were from Fife. The mining industry, both deep-mining and
opencast, maintained reasocnably stable levels of employment through
late 1883/early 1984 and, the provisions of Government Regicnal
Policy and Assisted Area designation in Fife continued to assist the
region in attracting new emplcyment opportunities provided by new

companies and expansions of existing companies.

4.47 These beneficial factors no longer apply or are of reducing
impact. Construction employment at Moss Morran has now reduced to
less than 2500 and all constructicn activities will be completed bv
the end of 1985. As to the coal mining industry, an active policy of
ra=ducing employment levels taken together with the effects of the
recent ceoal-mining dispute, have reduced deepmmining-jobs bv over
2000 since the end of 1982. A significant level of these job losses
has yet to be reflected in unemplovment statistics. In opencast coal
mining, there have been 200 job losses in the last 18 months zand a
further loss of 200 jobs will cccur over the next 2 or 3 months.
There has alsc been a reduction in coal-based electricity generating
emplcymenp in Fife and, whilst the impact of job lesses in mining and
electricity generation has been cushioned by =arly retirement, the
effect in Fife has been to reduce the age level of the work force and
turn over in jobs and, therefore, future job opportunities for new

entrants to the labour market.

4.48 Whilst in the initial years post-1978, Fife experienced a lower
leval of unemployment rises as compared to Scotland and Great
Britain, in the period since April 1974, unemployment levels in Fife
have risen at a rate of 11.4% as compared to a rate of 1.3% for
Scotland and 3.2% for Great Britain, reflecting the loss of the

"beneficial factors previously mentioned.



Regicnal Policv
4.43 The cperation of a positive regional industrial policy has

assisted Fife over the years in creating new employment
opportunities. In paragraph 13 of his precognition, Mr Taylor
details the changes in status that have occurred since 1979 when the
whole of Fife was designated as either Development Area or Special
Development Area. A comparison of the changes in Fife's Assisted
Area coverage with that for Scotland and Great Britian is shown in

the table below.

PERCENTAGE OF WORKING POPULATION WITHIN HIGHEST TIER OF
"ASEISTED AREAS"

Fife - Sceotland United Kingdom
Special Special Special
Development/ - Develcpment/ Development/
Development Area Development Area Development Aresa
1979 100 56 24
Fre-Nov 1984 81 63 , 22
Post-Nov 13584 1.5 50 i3

~These changes in Assisted Area status have serious and adverse
effects on Fife's ability to attract new employment opportunities
througn inward investment and local company expansions. The
sericusness of the loss of the availability of Regional Develcpment
grants in Fife can be shown by the fact that in the period 1978-1984
inclusive, Regicnal Development grant awards in Fife totalled some

£E88m.

4.50 Fife now has no effective part of its area in the highest level
cf Assisted Area designation and the Glenrocthes New Town is the only
new town in Scotland without Development Area status. Therefore,
Fife's competitive position as compared with other parts of Scotland
te the north and east and also tc be west has been seriously
disadvantaged. Further, Fife has not been given the benefit of the
designation of any Enterprise Zone within its area and, alterations
and reductiens Iin the availability of European finance to Fife have
recently been anncunced, and i: is pcssible that further raductions
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are currently under considerzticon. The foregoing changes can be
considered against the background of the Industry Department for
Scotland's report "An Index of Peripherality for Lecal Aresas in the
Urited Kingdom" which seeks to cbjectively establish the eaxtent of
the peripheraiity cf labour market areas throughout the United
Kingdom from the main industrial areas. This report ranks the
Dunfermline and Kirkcaldy travel to work areas (TTWa's) 296 and 302
respectivelyv out of the 380 United Kingdom TTwWA's. This study makes
nce allowance fcr currsnt or future tell charges which, it is

contended, would further add to Fife's perivherality.

Implicationsg of Tolls and Toll Increases
4.51 Dealing with this aspect at paragraphs 15-21 of his
preccgnition, Mr Tayleor points out that restructuring and changes in

the Fife econcomy over the last 20 yvears has resulted in new
industries and changes in existing industries that are much more
dependent on markets outwith Fife, and upon the supply of raw
materials from outwith the region. Accordingly, companies in Fife
are much more dependent upon road transport and increases in
transportation zosts are significant to their competitive position.

4.52 1In é sample survey of Fife manufacturing and service industrial
companies, questionnaires were sent to a representative sample and of
some 53 companies apprcached, 46 responded - an &7% response rate.
From the respeonses received, 93% of companies indicated that the
currently preposed rise in toll levels would have a direct effect on
their operating costs. Many of the companies responding to the
survey stressed the exceedingly slim profit margins on which thev are
currently operating and attention was drawn to the implications of
toll riseg, taken together with the loss of Regicnal Developmant
grant, on the future of their businessés. Some 76% of the responding
companies thought that the increase in tells would adversely affect
the image of Fife tc industrialists, and scme 60% of companies
considered that the increased tolls would adversely affect the

decisions of companies considering expanding in cor moving to Fife.
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Ho less than 96% of Fife companies considered that the charging of
tclls con the Forth and Tzy Bridges is an unnecessary penalty on Fife

industry and commerce and should be abclished.

4.53 Fife has over the vears been active in see2king to attract new
Companies into the region and was particularly successful through the
1360s and 19708 caining new employment significantly above its share
of Scotlznd's total working populaticn. Since the end of the 1970s
Fife's share of jobs from new inward investing companies has
declined. It is considered that this decline is due in part to
increased competition from other parts of Scotland and the lack of a
metorway standard road system eastwards from the M30 but, in
addition, the exisztence of tolls cn the Forth Bridge has increasingly
bsen perceived as a negative facter to investment in Fife. In recent
years tells have been much more frequently identified by intending
inward investing companies, and company representatives have shown
cencern at the existence of tolls, the delays associated with toll
collection and the implications of the administrative arrangements
that companies ares required to establish. There is also concern as
to future toll levels. 1In recent vears, greater emphasis has been
placed by intending developers on the cost aspects of developments.
In this cénnection, it is considered that tolls have proved to be a
disincentive to intending inward investors in the past, and that
tolls current and toll levels unknown in the future zre a negative

factor and a disadvantage to Fife.

4.54 The region's pclicies for creating new employment have been
reasonably successful and have attracted private sector advance
factery developments to the Dunfermline Bridgehead area, and to a
lesser extent, to Kirkcaldy and Glenrothes. In recent times, the
level of new industrial space provided by the private sector has
declined and the letting reccrd of private sector industrial space,
particularly in the Dunfermline Bridgehead area, has worsened. At
paragraph 21 cf his‘precognition, Mr Taylor gquotes an extract from .a
company that has invested in advance factery accommodaticn in Fife

i
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expressing the view that bridge tolls ars likely to have a deterrent
e2ifect upon potential tenants that is out of all proportion te the
financial burden of the tolls. Ths company concerned notes that
similar developments undertaken by them in Edinburgh have hsen fully
let even although the tenants, from a gecgraphical point of view,
could just as conveniently have located in Fife at a lower cost in
respect of rents and rates. This matter must be of concern to Fife
not least since the Scettish Develcpment Agency has recently decided
to reduce its own level of development and will look instead to the
private secter to become the predominant provider of advance factory

accommodation in Scotland.

4.55 Cross-examined, Mr Tavleor agreed that all concerned have been

awara from the outset that tolls would be levied for crossing the
Forth Bridge. No direct evidence exists that there is a correlation
between the levy of tolls and the levels of unemployment. There can
be no doubt that the level of tells is perceived as a disincentive by
companies seeking a new industrial locaticn. t 1s a sericus
disincentive that does not adversely affect the many cther competing
locations that are availakle. It is not accepted that the first
three guestions of the questionnaire (annexed to precognition FA/4)
are 'loaded' to elicit an affirmative response. In fact, some
responding companies answered 'nc' to these first three guestions.
Question 4 sought to establish the cperating cost implications to the
responding company. Whilst oncosts are considered in relation to
turncver, businesses now operate on very fine profit margins, and any

toll increases would adversely affect those margins.

4.5¢ EVIDENCE OF COUNCILLOR D A BARRIE who has been a member of the
North East Fife District Councll since 1977, and chairman since 1284.
Whilst adopting and suppcorting the evidence and representaticns made
at this inguiry on behalf of the Fife Regional Council, his council's
principal cbjections can be summarised as follows:-
1. that the burden imposed by tolls on this bridge is totally
unreasonable on both local residents and businesses and an



increase cannot therefore be justified;
2, that an increase of the level proposed is totally
unreasonable within such & short period after the increase in
tollis in 19382;

3. that North East Fife District is severely and adversely
affected by tclls imposed on both the Tay and Forth Read Bridges
and has been disadvantaged by recent increases in tolls on both
oridges;

4. that the district council is opposed in principle to the

impesition of tolls having particular regard to recently
constructed estuarial cressings where no tolls have been levied;
and .

5. that the levy of tolls is an outmoded method of financing

structures which form part of the normal road system.

4.57 In elaberating on these objections in paragraphs 3-8 of
precogniticn FB/5, Councillor Barrie reccrds his council's consistent
opposition to the imposition of tells on all estuarial crossings.

His council is very cecncerned at the social effects which tolls have
cn residents of Nerth East Fife, and at their effect on industry and
commerce. In this ceonnection, North East Fife is meore sericusly
disadvantaged than any cother area cf the United Kingdom because ths
people who live there are subject to the levy of tolls con both the
Forth and Tay Road Bridges. The adverse social consequences of tolls
will be worsened by any increase which might be imposed. People will
De deterred from making visits for social and leisure purposes to
Edinburgh. At paracraph 7 of his precognition, Councillcocr Barrie
expresses the concern of his council at the harm that would be caused
by toll increases to efforts that are being made to promote tourism
that is perhaps the most impertant industry in the area. Increased
tolls would have an adverse effect on industry and commerce by
increasing costs. Such increases would also have the effesct of
restricting mebility of labour which, in a time of high unemplcyment,

cannot be consistent with Government policy.



4.58 The levy cf tolls is an outimoded method <f financing structures
wnich have come to form part of the national road system. The
imposition ¢f tolls, and any increases to existing tolls, give rise
to damaging social and economic conseguences which far outweigh the

comparatively minimal benefit to the nactiocnal excheguer.

4.39 Cross-examined, Councilleor Barrie accerpted that the financial

forecasts produced at this inguiry indicate that the bridge debt
cannot be repaid within the first 30 year perlod unless teolls are
increased. 2 substantial preoportion of the traffic now using the
Forth Bridge is non-local. Because of its geograpnic pesition, he
does not regard North East Fife as 'local" to the Feorth Road Bridge.

4.60 EVIDENCE CF COUNCILLOR ROBERT KING Ee spcke to his
precognition 'FB/6 wherein, at paragraphs 1 and 2, he details his
local government experience since 1858 and that he has been Convener
cf Kirkcaldy District Ceouncil since the inception of that council in
1974. His council are firmly against the proposal to incresse toll
charges for the Forth Bridge and, indeed, are totally cppesed to the
whole concept of tolls on the Forth and Tay Bridges which are seen as

the main links in and cut of Fife.

4.61 Unemployment levels in Kirkcaldy District are currently 7,402
male (21%), and 3,511 female (12%). Considerable efforts are being
made to attract new industries and jobs to the area and the
imposition of what is simply an additional road tax at the entry £o
Fife Region is seen as a substantial negative facteor in this
exercise. To an extent alse, the tolls provide a disincentive,
particularly for day trippers to the tourist resorts in the district
such as Leven and Burntisland which are largely dependent on this
type of trade. It is known that owners of caravan sites are
reporting raduced occupancy occasioned by caravanners being unwilling
to pay tolls and incur delays when crossing the bridges, and geing

eisewherea.
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4.52 Many Kirkcaldy District residents travel to Edinburgh to WOLX
snd increased toll charges will simply create additional cests and
innecessary hardships for thocse involived. The increzses would be

contrary to the emphasis placed by the present Government on the nee=d

for mobilicy of labour.

4.63 The debt for the bridge is understood to include the cost of
the provision of the access reocads on either side from Cramond to
Rosyth. It seems grossly unfair, if not contrary to natural justice,
that local traffic can use these access roads free of charge, the
surden being met by those using the bridge. He would urge the
secretary of State not to approve the proposed increased tolls, but
to consider abolishing the tollsugntirely‘as an unjust and iniguitous
hurden on the leng suffering local economy. Because of his long
involvement in local government affairs, he was acquainted with
pecple like Mr John Snedden, MI John Maxwell and Sir John McWilliam
sho were involved in the 1956 negotiaticns. He has no doubt that the
local representatives felt obliged to agree to tolls as besing the
only way open to them to secure the construction of the bridge. The
1956 agreement was not an agreement between equals. The local
representatives felt it necessary to almost 'capitulate' to the terms

imposed by central government.

4.54 Cross-examined, Ccuncillor Xing agreed that at the time cof the
!

1956 agreement, the pecple of Fife wanted the bridge because it would
~enefit Fife. At the time, the approach roads were an essential part
of the bridge undertaking. He considers the local representatives-
were acting under duress in that the attitude of central government
vas that unlass the terms as offered were accepted, there would be no

bridge.

4,65 TEVIDENCE OF MR M JUDGE He is Chairman of ths Planning
committes of Dunfermline District Council and spoke to his
pracogniticon EB/?.' Pirst, he reinforced the evidence already given

by M~ Tavlor that increased tolls would adversely affect industry and



industrial promotions. There is now a definite conflict between
promoting industrial expansion and development and the existing
firancial disincentive of the Forth Recad Bridge charges. He has
numerous examples of the adverse effect of the lavy of :folls,
especially upon small businessss who tend to werk on a shoestring
basis. Regrettably, experience is that no new industries entering
the area at this time are in the category that might provide say
400~500 job copportunities. Therefcre, the encouragement of small
businesses is critical. For small businesses, every penny saved is

important for it is imperative that savings should be used to invest

in new equipment.

4.66 As to employment ceonsiderations, over 7000 people are
registered unemploved in the Dunfermline travel to work area, and a
large propecrtion of these are located in the north-esast section of
the district that is traversed by the approach road to the bridge. A
demand for small scale indigenous industrial development can be
established in this north-east sector of the district as the
Edinburgh area forms an importzant natural market., Yet, the cost of
the Forth Recad Bridge tolls is often regarded as a severe constraint.
It is considered that employment prospects, especially in the
north—east(sector of the district, are being severely curtailed as a
irect result of the existing toll charges and any increase in tolls

would be regarded as unnecessary and disincentive in an unemployment

'‘hlack-spot'.

4.67 Although it is difficult to quantify the impact of tourism on
the area, Dunfermline District does have a valuable and ancient
heritage which the council are cbliged to promote, for the benefit of
the residents and business of the area, and the visitcr. The toll
charges are regarded as alien to this obligation. The promoticn of
the.tourist potential is not aided by visitors having to pay to enter

Fife.
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4,68 Dunfermline Town Centre is now being redeveloped on a large
scale and the council are confident that this initiative will be
successful, and beneficial to the district as a whole. However, in
an effort *o promote ths new shopping complex and cther assets cf the
town, minimum cest of travel and minimum levels of inconvenience must
be a relevant factor. FPurthermeore, the general considerations of
delav, wasted fuel, the cost of tcll collecticon and the fact that
Forth Reoad Bridge users are asked to pay twice for the bridge,
through indirect taxation and the existing tolls, are regarded as

further reasons for net increasing tolls.

4.69 Cross-examined, Councillor Judge agreed that delayv at the toll

booths could be alleviated if more booths were open. But the fact
that delays do occur does get known and tourists are discoﬁraged from
using the bridge. Although the on costs of small businesses can in
theory be passed on to customers, competition is keen and prefic
margins are small and small businesses affected by toll charges
simply cannct afford to pass such cosSts on tO CUSTOMErs.

4.70 EVIDENCE OF MR W I KNOX He is Chairman and Chief Executive cf
Buko Limited, Managing Dirsctor of B-Mat Limited and Embo-Wright and
Company Limited, 21l based in Glenrothes and he 1s also Deputy
Chairman of the Glenrothes and District Industrial Consultative
Committee, which consists of senior executives of major manufacturing
cempanies in Glenrothes and the immedizte area and it is on thelr

behalf t+hat he spoke to precognition FB/S8.

4.71 In general, the policy c¢f the gcvernment on tolls cover
estuarial crossings, and in particular regarding the Forth and Tay
Road Bridges, appears to be inconsistent when cognisance is taken of
the fact that new bridges are constructed which have no apparent '
direct bpearing con industrial life in the country, and are not
burdened with payment of tolls. In the case of Fife, with toll

bridges over both the Forth and Tay, the area constitutes an island

that iz discriminated agzinst by the Government, particularly having



regard to the loss of status afforded to the regleon during the recent
reorganisation of Regional Development Areas in the United Kingdom.
It is considered that the tolls create a barrier which new industry
finds an unacceptable additional burden when considering investment
in Fife, and in Glenrothes in particular. With reduced incentives to
companies considering investment in Fife, they will look to more
favourable iocations, and this in turn will hamper the possibility of
increased traffic on the Forth Road Bridge with consequent lack of

revenue.

4,72 As to the pecsition of industry in Glenrcthes, it is clear that
tollis have a direct effect cn the operating costs of companies, more
particularly in the case of those companies using large lorries and
containers to transport their products to their market places.
Sshould the prorosed increased tolls be approved, cne CGlenrothes
company will incur increassd expenditure of £6,500 per annum. The
companies in which Mr Knocx is interested employ 450 pecople and over
5% of their products are supplied to supermarkets and the retail
trade generally in Zngland. These products are delivered by their
own road haulage fleet of 20 heavy goods vehicles. In addition they
cperate a similar number of cars and small goods vehicles and they
alr=ady pay scme £5000 per annum in Forth Bridge tells. In common
with many other members operating in Glenrothes, they face strong
competition from European manufacturers and every fraction of a per
cent in increased costs means they are placed in a less favourable
position with their large customers who have no particular desire to
support Scottish companies against their Buropean counterparts. In
the case of the Forth Bridge tolls, they are faced with a 30%
increase which is unacceptable and is certainly well above the rate

of infletion.

4.73 ross-examined, Mr Knox stressed that esvery factor ccounts wher

industrialists are seeking sites for new enterprises. For example,

Glenrcothes has to compete with Livingston in attracting new industry

3+

but, unlike Livingston, has the significant disadvantage in that it



is approached over 2 tolled bridges. His company has a turnover of
some £12m per annum and 1t is accepted that tell costs represent a
small fracticon cf that amount. But, that apprecach is not really

relevant. Any saving in onccsts makes a difference.

4.74 EVIDENCE OF DR GORDON BRCOWN MP  He has been Member of
Parliament for the Dunfermline East constituency since 1383 and spoke
to his precognition FB/2. At paragraphs 3 and 4 of the precognition,
he sets out his views concerning the abolition cf tells and records
that he has recently moved a Bill in the House of Commons to secure

the abolition cf tolls on the Ferth and Tay Road Bridges.

Review of Existing Financial Arrangements
4.75 It is submitted that the proposed increase in teolls would be
excessive and unreasonakble and that it would impose an inegquitable

burden upon users of the bridge and, merecover, that it is unnecessary
on any reasonable view ¢f the current financial arrangements. In
this connection, Dr Brown again referred to the first and main
recommendation of the Reporter in his report on the 1881 inguiry.
Dr Brown believes that, if the Secrestary of State had acted in the
spirit of the public inquiry system and accepted that reccmmendation,
then the need for the present inquiry would have been avoided. The
financial 'bargain' of 1956 was clearly inegquitable. The
Government's grant contribution to the estimated cost of the bridge
was to be fixed at the same level of £4.65m as agreed 1n 1847.
Eowaver, whereas this represented 75% of the criginal estimate, the
proportion in 1856 was only 32.5%. By the time the bridge was
completed, this contribution had fallen to 24%. Moreover, some 8
miles of approach roads were included in the agreement and the cost
of these has to be financed from tolls. To his knowledge, this is a
unigque situation and it must be regarded as totally ilnegquitable that
rcads which are to all intents and purposes part c¢f the natiocnal
runX road svstem, should have to be paid for directly by bridge

users. Therefore, a review of the pressnt financial arrangements



should now be instituted, with particular reference to the issue of
the approach roads. In this connecticn, reference was made toc the
evidence of Professor Mackay tha+t exclusion of the ceost of the

approach roads would have ensured repayment of the debt well within

the 30 year periosd with the existing toll schedule.

4.75 The 30 year repayment period imposed upon the Jeint Board is an
additional socurce of inequity when longer periocds have been fixed for

other major estuarial crossings (eg Humber Bridge 60 years, Severn

Bridge 40 vyears).

4.77 The unjust treatment of bridge users is exemplified by the fact
that they effectively pay-several times over for the facilities they
use - as taxpayers, rate payers, road-tax payers and as toll payers.
Conseguently, the increase in tolls proposed by the Secretary of
State represents an unreascnable additicn to an already unfair
burden. In eguity, pending financial review, the tolls on the bridge

should be maintained at their existing levels.

Impact on the Local Eccnomy
4.78 At paragraphs 1Z-14 of his precognition, Dr Brown refers to the

impact on the local economy already discussed by Mr Tayler and
others. Already there are_cfficially over 20,000 people unemployed
in Fife Regicn representing over 15% of the workforce. But Dr Brown
believes the true figure to be nearer 30,000. In his own
constituency of Dunfermline East, theres are over 4,500 officially
unemployved and the unemployment rate resaches 17.3% in the northern
parts cf the constituency, scme € miles or sc from the bridge.
Threats to jobs derive from the Naticnal Coal Beard's plans for the
ccal industry and the Government's propesals in relaticon to Rosvih
dockyard. Furthermore, his constituency has recently been reduced
from Development Area status to Intermediate Area status. An
increase in tollis can only have an adverse impact cn the aconomic

prospects of an area already facing a difficult future. His views

-
=

and submissicns are summarised at paragraph 15 of his precognition.
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4,79 EVIDENCE OF MR DICK DOUGLAS MP He has been Member of
Parliament for the Dunfermline West constituency since 1383 and
representaed the former Dunfermline constituency betwean 1973 and
1983. From 1970 to 1874, he was Member of Parliament for
Stirlingshire Rast and Clackmannan. He spoke to his preccgnition
F8/10. First, concerning abolition of tolls, it is urged that I
should recommend to the Secretary of State that he should carsfully
éonsider, and give full weight to, the evidence in support of the
abolition of tolls that was presented at the 1981 inguiry. At
paragraph 5-7 of his precognition, argues for a review of the

existing financial arrangements for the reasons already detailed by

Dr Gordon Brown MP and other witnesses.

4.80 As to the impact on the local eccnomy of the proposed toll
increases, Fife is now cnce again facing serious threats to its
econcmic base. The National Coal Board is actively seeking to reduce
employment in the coal industry and this policy, together with the
effects of the recent strike, has resulted in the loss of over 2,000
degp—mining jobs in Fife since the beginning of 1%84. The Government
recently announced the loss of 350 jobs at Rosyth dockyvard and it has
been suggested that the implementation of the Government's proposals
for the future operation cf the dockyard may result in a further
2,500 redundancies. Since 1879, unemployment in the Dunfermline area
has increased from 8.4% to a current figure of 14.6%, and it may well
rise in the near future up towards 20%. His constituency, where over
3,300 people are now officially unemploved, clearly needs all the
assistance it can get and needs it urgently. The propesed increase
in tolls on the Forth Bridge could only make things worse. Mr Dick
Douglas has summarised his views and submissions at paragraph 11 of

his precognitiocn.

4,81 EVIDENCE COF MR BARRY HENDERSON MP He has been Member of
Pariiament for the North EZast Fife ccnstituency since 1283, and for
the former East rife constituency between 1979 and 1683, and spoke to

his precognition F3/11. At the outset, he expressed the view that



the imposition of tolls on certain estuarial crossings represents an
ineconsistent and unsound policy, and he would favour aboliticn. The
background tc the present inguiry is that +he Forth Bridge 1s a vital
link within the trunk road and motorway network that was wholly
essential for the subseguent constructicn of the MSC motorway
northwards. The East Fife Regional Road is a major new trunk route
under construction leading from the M90 to his cconstituency. His
constitvents find themselves unigquely sandwiched in the trunk road
system between 2 telled bridges which makes them particularly
concerned about the level of tolls. They feel that they are being
treated as a captive‘market making a wholly disproportionate

contribution to the financing of the national road system.

4.82 Crucisal to the level of tolls is the inclusion of the approach
roads in the Joint Board's financial responsibilities and, in this
connection, he supports my conclusion at paragraph 9.26 in the report
of the 1981 inguiry, and also my first and main recommendation to the
Secretary of State as set out at paragraph 10.1 of that report. Fer
reasons adduced in detail by others, these considerations are even
mere compelling now than they wers in 1881. Irrespective of the
ievel of tolls, given that the bridge is part cof the naticnal
stratecgic «runk road network, there is a case for much more generous
treatment in tolls for regular car etc users. Whilst welcoming the
recognition of the concessicn principle in the new proposals, they
really do not go far enough and the Scottish Development Department
should therefore be invited to submit more generous proposals with

fawer restrictive conditions, or greater discount, or both.

4.83 At paragraph 8-11 of his precognition, Mr Henderson refers to
the impact of increased tolls on the economy cf ¥ife as discussed in
detail by cther witnesses, including Mr Tayler. Although the economy
of North East Fife has in recent vears fared rather better than othe:
parts of the regign due to its lesser dependence upon traditibnal
heavy industries, unemployment has been increasing and there are now

almost 2,500 people unemployed in his constituency. Over 11% of the
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workforce are unemployed in the Nerth East rife travel to work area,
and the level reaches almost 15% in the Anstruther and Crail areas.
Practically all of his constituency is now a non-assisted area and
therafore not eligible for Central Government financial assistance
for industrial development. Against this background the proposed
increase in tolls represents an additicnal burden on local
businesses, and a disincentive to new firms to locate in Fife. &s
one example, & small company engaged in fish distributicn would incur
an additional annual expenditure of some £2,000 if tolls were

increased as proposed.

4.84 Mr Henderson summarises his submissions at paragraph 12{a}-(e)
of his precognition. In additicn, he also expressed some CONCern as
ta the efficacy of individual bridge boards and recommended that
consideration should be given to the possible amalgamation of
existing boards, or pooling oI their skilled rescurces, with a view

to securing improved efficiency.

4.85 Cross-examined, Mr Henderson agresd that present Government
policy concernﬂng the levy of tolls is that £nllowed by successive

previous Governmenbs. The application of Government pollicy to
individual estuarial crossings 1s plainly inconsistent as evidenced
by the 2 Tay crossings. Whilst it is accepted that marginally
Aifferent circumstances apply to individual crossings, this does not
begin to justify a policy of imposing tolls on some crossings and no
rolls on cthers. Tha terms cf the 1956 agreement and of the 19536 Act
should be reviewed for all the reasons detailed by the Reporter in
his report con the 1881 inguirv. It is accepted that further
legislation would be required to amend the financial provisions of
+me 1956 Act. But, appropriate amending legislation would be widely
supported and ccould easily be esnacted. It is accepted that, in real
terms, the level of tolls has not increased all that much in
comparison with geheral inZlaticn. Nevertheless, for the rsascns
zlready adduced in evidencé, the ?roposed +0l1l1 increases are not only

excessive but alsc unnecessary. It would be ineguitable that the
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consequences of the failure of the Joint Board and of successive
Secretaries of State to ensure proper provision for the repayment of
the outstanding loan should be visited upon present bridge users. As
to the proposed concessicon scheme for cars etc, he would recommend
that there should be no time limit on the use of ticke:s.

CLOSING SUBMISSION FOR THE FIFE REGIONAL COUNCIL AND ASSCCIATED
OBJECTORS

4.86 LORD MORTON OF SHUNA first intimated that he wished to be
associated with and support the submissions of Mr Bruce Weir on
behalf of the Forth Road Bridge Joint Bocard. He also wished to
record that the strength of feeling that now exists that the levy of
tells upon major estuarial crossings should be abolished is not less
strong now than was expressed at the 1981 inguiry. But, leaving
aside the abelition argument, there are 2 valid reasons for asserting
that the propesed tcoll increases are unnecessary, and should not be
approved. First, as ccnceded by Mr Robson, no increases would be
necessary if the Joint Board were relieved of the financial liability
impesed upon them in respect of the bridge approach roads. Second,
as argued in detail by Mr Bruce Weir on behalf ¢of the Joint Board,
retention of the existing toll structure would enable repayment of
the outstanding loan by year 200Z/03, that is vear 38, even if *«he
burden of financing the approach roads was nct 1lifted. 1In this
latter circumstance, it would indeed be unrsasonable in all the
circumstances nct to acguiesce in a relatively short extension of the

first 30 year repaymsnt period.

4.87 As then to the approach roads, it may well be that at about the
time of the Trunk Roads Act, 1946, the main trunk road to the north
was the A9 through Stirling and Perth, and that the apprcaches to the
then existing Forth cressing could be regarded as more local in
character. But, plainly, that is not the position now when the road

from Cramond Bridge across the Forth Bridge to link with M9%0 is a
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vital link in the naticnal system of routes for through traffic in

Scotland.

4.88 It was a reguirement of secticn 1(2) of the Trunk Rcads Act
1246 that the Minister, at that time the Minister of Transpert,
"shall keep under review the naticnal system of routes for through
traffic in Great Britain". That obligation to keep the national
system cf routes under review passed to the Secretary of State for
Scotland in 1956. The prcvisions of section 1{(2) of the Trunk Roads
Act 1846 have been substantially re-enacted in section 5(2) of the
Roads (Scotland} Act 1984. The duty impesed by Parliament upon the
.responsible Minister to keep the national system of routes for
through traffic under review is imperative. ZIf the responsible
Ministers at the time had complied with the duty placed upcn them
then, clearly, the A%0 south of the Bridge, the A800C link, the A30
north of the Bridge as well as the connections to Dunfermline would
all have been designated as trunk roads. There can be no acceptable
excuse for the responsible Ministers not complying with the

obligatien placed upon them.

4.89 In the case of the approach roads, there are no logical reasons
for not designating them as part of the national ¢trunk rocad network,
other perhaps than that would weaken the Secretary of State's case
for increasing tolls. It is submitted that failure to designate the
approach roads as the trunk rcads they clearly are werges on the
dishonest for 2 resasons. First, it results in maintenance costs
falling upon the ratepayers of the Fife and Lothian Regions instead
of being borne by Central Government as prescribed in the 1384 Act.
In the case of Fife Region, maintenance of the apprcocach roads in
their region amcounts to some £168,000 per annum. Doubtless, Lothian
Regional Ccocuncil face comparable costs in maintaining the road
appreocaches from Cramond Bridge to the toll plaza. Second, it is
clearly feared that the logizcal and proper designation of the
approach roads as srunk roads would suppert the case feor an eguitable

ravision of the financial liability resting upon the JScint Board.
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4.30 In response te the case put forward for the exclusion of the

costs ©
is that the terms of the 1956 bargain are immutable, and cannot be

the appreach roads, the single argument relied upen by SDD

th

changed notwithstanding the inequity of the bargain that was struck
or the material change in circumstances that have occurred since
1956. Whilst such an unyielding approach to the implementation of an
agreement is one that found favour with Shylock, it is not reasonable
in the present ccntext. For, if the Forth Road Bridge had not been
built as a conseqguence of the 1956 agreement, it would certainly have
besn necessary for the Government to promote such a scheme in
subsequent years as an essentizl and integral element of the naticnal
road system. Plainly, Kincardine Bridge could not possibly have
coped with the volume of additional traffic, inclu&ing that generated
by essentizl North Sea oil and related projects. In reality, there
are no valid reasons why the financial terms of the 1956 Act cannot
be reviewed. There is nothing unusual in re-negotiating the terms of
an agreement that may subsist over a lengthy pericd such as 30 or 60
years. Neither 1s it unusual that Government should determine that a
debt may be written off in appropriate circumstances and the
Government has in fact taken such action on numerous occasions. In
present day circumstances, all the arguments supperting a review of
the financial provisions of the 1936 Act apply with even greater

force than in 1881.

4.91 There are other compelling reasons for asserting that rigid
.adherence to the provisiens of the 1336 Act would be impracticable.
Althcugh section 31(1) provides for an initial repayment periecd of 30
years, the proviso to the sub-section enables a further 30 year
extension if expedient. Whilst paragraph 8 of the second schedule tof
the Act provides that tells will not be terminated until adegquate ‘
provision is made for the continued management working and
maintenance of the undertaking, §gg;}ggﬁ§fﬁ;l&él_enacts that the
general reserve fund shall be applicable to meet administrative
maintenance and repair costs from the time that the power to levy
©lls ceases. But, in terms of section 34(1) of the Act, the amount

it

73



of the-general reserve fund shall not exceed £1.5m, and this sum
would clearly be wholly inadeguate to provide for future bridge
neads. \Therefore, since amendments to the 12%6 2ot will cleariy be
necessary in crder to secure adeguate bridge maintenance in future
vears, the insistence by SDD that the Act of 1856 in immutable cannos

reasonably be sustained.

4.82 Moreover, the attitude of SDD that postulates that
consideration of an extension of the first 30 year period must await
the end of that period, that is 29 years and 364 days after the date
2f the opening of the bridge, can only aoccurately be described as
'Alice in Wonderland'. Clearly, consideration of a case for
extension should take place well in advance of the end of the first
repayment period. And, if in zall the circumstances an extensicn
wculd be reascnable, that should be accepted. It is significant that
Government policy as stated by Mr Fowler is that the ravenue from
tolls should be sufficient over time., Stated Government policy is
not that revenue from tclls should be sufficient to securs the
servicing and ultimate repayment of the capital debt over a specified
pericd. That amounts to a material departure from stated Government

pelicy that has been introduced into this inguiry without
justification.

4.83 For the reasons advanced by numercus witnesses, the levy of
tolls on the Forth Road Bridge adversely affects commerce and
industry in Fife and constitutes a serious disincentive both to
established industry and commerce and to new companies who consider
locating in Fife. Increased tolls would amount to an additicnal
disincentive that would further harm the economy of the area. In
summary, the main submission on behalf of the Regional Council is
that the Joint Board should be relieved of the financial liabkility
imposed upcn them in respect of the construction of the appreach
roads. Alternatively, even if that main submission is not accepted,
it would for all the reasons given be fair and reasonable to accept

an extension of some 8 vears to the £irst 30 year repayment period.



If either alternative is accepted, the agreed consequence would be
that no increase in existing toll levels would be necessary, and the

propesed tell increases should be rejected.

REPRESENTATIONS BY OTHER CBJECTORS

5.1 MR JIM SILLARS spoke to statement SNP1 on behalf of the
Dunfermline East Constituency Association and Granton/Trinity Branch
of the Sccttish National Party. Speaking to paragraphs 1-3 of the
statement, Mr Sillars emphasised that those he represented are
totally opposed tec tolls and would urge abolition.

5.2 Referring to production A/3, it is emphasised that there is
nocthing in any of the 4 statements relating to Government pelicy
which gives general or specific'support to increases in tclls from
the day of imposition, when the basic toll is set. The level of
revenue from tells and the time-scale of their impesition is
menticned only in Mr Fowler's statement of 27 July 1979 "that revenue
frem tolls should be sufflc*ent over time to cover the se*v1c*ng and
ultimate repayment of the capital debt as well as the maintanance
costs cf the crossing." The words "sufficient over tima" and
"ultimate repayment" are quite consciously lacking in precision and
reflect the reality that statutory powers exist to allow Governments
to extend the time for ultimate repayment. In the case of the Forth
Road Bridge, the present time for repayment can be extended from 30
vears to 60 years. As argued at paragraph ¢ cf his statement, the
real option that now exists is sither increasing tolls or accepting
an extension of the first 30 year repayment period. In considering
these opticns, it is necessary to consider the costs and benefits
that would ensue for the respective parties., The respective parties
are on the cne hand the Secretary of State representing Central
Government and, on the other hand, the community, pfincipally the
local community and especially Fife, which embraces bridge users and
those in the localmauthorities seeking to promote the economic and
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