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Synopsis 

Popularhistories have dealt generously with the West Highland Railway, authorisedin 1889 aýid 
conipletedtoMalWgin 190 1. This studytaps sourceshithato unavailable orunder-uffiedto focusinmuch 
vtaterdepth onrailway development inthemithwest ofScotland after 1 880, whenthe Callander& Oban 
routewas completed andtheDingwall & Skyeroutewas taken overby the Highland Company. 

The geneml introduction identifies thewidersocial and economic issues whichmightbe furtherpursued 
viathepfimarymaterialsexploitedhere. Itthenreviewsexisfinghterature. Chapter4 deals selecfivelywith 
these issues, exploring the hopes invested in the new Glasgow-Fort William mute. 

Aftersome discussion ofthebackgroundfromthel840stothe 1880sinChapter2, theWestIlighland 
RaUwayproper, opmedtoFortWilfiaininl894andtoBanavieinl895, isexaminedinChapter3. Chapter 
5 takes up the question ofsubsidy. Discussion then concentrates on the WestHighlandMaUaig Extension 
and the Treasury Guarantee which underpinned the Mallaig promotion (Chapters 6 and 7). 

Otherprojects, including the Callander & Oban Railway's Ballachulishbranch, the extension ofthe 
Dingwall& Skye route to Kyle ofLochalsh and the Invergarry &Fort Augustus Railwayt necessarily 
appear. Ballachulish and the Great Glen are the principal topics in Chapter 8. Itwas impossible to ignore 
the activities ofthe I-1ighland Railway in the FarNorth, or those ofthe GreatNorth ofScotland Railway 
ontheeasternmarginofthel1ighbnds. 71bemainconcentrafionhoweverisontheWestHigblandRaflway 
itself. Chapter9 offers alimitedpostscript ontheMallaigExtension and theTreasury Guarantee after 190 1. 

IheWestI-Egldandpromoüonhadseveralelements; creafinganewrailwaytoLochaberandthewest 
coastwasnottheonlyconsideration. ThoughtheWestHigblandwasthesinglemostimportantscheme 
inaremarkableburstoflatenineteenthcenturyprojectsintheNorth, describedatthedmeasalatter-day 
'Mania", contexümhsationhadtotakeaccountofwiderandearherraflwaypohfics. Essenfialbackground 
includednotonlythebroadpattemofrailservicesinmid-VictorianScodand, butalsotheonsetofunrest 
inthewesteinI-IighlandsandIslands. Studiesofagitationandrefonninthecroftingcounfieshavenot 

0 cOncentratedontwispoit. Withtansporýaswith'Iand', thereareimportantIrishparallels. Fromthese 
cOmPlexities emerged the possibility OfaffiH rail route to the coast. 
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Chapter 1 

Introduction 



Chapter 1 
This study centres on the West Highland Railway, which reached Fort William in 1894, Banavie in 

1895 and (as the West Highland Extension) Mallaig in 190 1. Other promotions, though considered at 
some length, are more or less subordinated to the West Highland story. In respect ofthe various projects 
to carry a railway through the Great Glen to Inverness or to link Oban and Fort William, the West 
Highland has a cenft-A importance. But the reader may well feel that the Garve & Ullapool Railway and 
other schemes in the far North West deserve to be treated in their own right as do the proposed lines in 
Argyll. The Clyde, Ardrishaig & Crinan Railway (1887), to which theNorth British Railway offered a 
guarantee and worldng agreement, foreshadowed North British support for the West Highland. Loch 
Fyne and Inverary were disputed in due course between the Callander & Oban Railway and the West 
Highland. The North West lines contended with the Mallaig Extension for financial support from the state. 
Put matters thus, and the West Highland Railway retains its central place. 

In any case it is necessmy first ofall to outline the pattern ofrail services mi the north ofScotland prior 
to the 1880s. Consolidation ofthe Highland Railway (one of several important amalgamations ofthe 
1860s); completion of the Dingwall & Skye Railway to Strome Ferry (1870); and the step by step 
advance ofthe Callander & Oban Railway (worked and supported by the Caledonian Railway) to its 
western terminus (reached in 1880) were the defining developments. The Glasgow & North Western 
Railway, which Parliament rejected in 1883, was the last attempt to drive a tunk line to Inverness by the 
westerly mute. It has never been properly studied. Popular accounts depict the Glasgow & North West- 
ern as a North British client, Eke the Crinan line some three years later. And these accounts generally 
assume that in supporting the West Highland Company the North British aimed ultimately at Inverness. In 
fact the Glasgow & North Western was an ambitious speculative pmmotion -a "contractors' line! ', and 
North British motives were tangled. Here too the scope ofstudy might be widened. In so far as the North 
British Company sought to attack the Highland Railway, there are parallels in the expansionist ambitions 
ofthe Great North of Scotland Company and that Company's support for the Strathspey, Strathdon & 
Deeside Railway. But the Great North ofScotland Railway has beenkept to the margins ofdiscussion. M 

Ilie parameters ofthe investigation are thus a little mbitW. It is arguable that fighter, more exhaustive 
study of, say, the Garve & Ullapool Railway, the only promotion in the North West to secure its act, 
would yield more precise, though more limited, results. Much the same might be said for the Clyde, 
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Ardrishaig & Crinan Railway, while the Glasgow & North Western scheme certainly deserves its own 
historian. And the body ofevidence for, say, the Callander & Oban Company's Dalmally-to-Inverary 
branch is compact and manageable by comparison with the assorted primary materials for the West 
Highland Railway. But the West Highland Railway was built - these other lines were not. There are, 
moreover, at least three good reasons for the shape ofthis study. The West Highland promotion - really 
two successive promotions during 1887-9, exhibits a rich mixture ofingredients, some ofwhich are 
ignored or distorted in the well-known popular accounts by Dow, Hamilton-Ellis and ThornasP] The 
pursuit ofsome form ofsubsidy for a railway from Fort William to the west coast constitutes an investiga- 
tion-within-an investigation; no coherent account fi-orn the recommendations oftheNapier Conu-nission 
in 18 84 to the legislation authorising a Treasury Guamtee for the Mallaig Extension in 1896, has ever 
been attempted. The MacKenzie Papers (West Highland Museum, Fort William), which were first class- 
ified and evaluated by the present writer, offer an especially intimate view ofthe politics ofpromotion in 
Fort William and Lochaber and ofthe hopes invested in the new line. Nigel B. MacKenzie, solicitor, bank 
agent and factor, became the Fort William agent ofthe West Highland Company after orchestrating the 
promoters' parliamentary presentation oftheir line north fi-orn Crianlarich. P] 

Without recourse to the archive ofthe Scottish railway companies in the Scottish Record Office, the 
MacKenzie Papers cannot be exploited to the fidl. Similar material can be found in the surviving corres- 
pondence ofMacRae, Flett & Rennie, the Edinburgh solicitors who were the principal agents ofthe West 
Highland Railway. MacKenzie's place in the widerhistory ofthe Highlands is certainly ffifbriorto that of 
Charles Innes (Innes & MacKay ofInverness), who undertook the defence ofIsland crofters during the 
agitation ofthe 1880s and made repeated attempts to secure a railway for the Great Glen. This study is 
selective in that it attempts to make the best possible use ofMacKenzie's rnýterial. 

The part played by landowners and sporting tenants is more than adequately represented. Further 
treatment ofparticular figures would require additional resort to estate papers. Use of The Scotsman, 
Glasgow Herald and other newspapers has been guided by the press-cutting files ofthe railway compa- 
nies. How far the policies ofthe North British Railway were shaped by John Walker and John Conacher, 
successive General Managers, is potentially another invesfigafion-wid-dn-an-invesfigation. Conacher's 
personal records deserve attention. His close relationship with the North British Chahman, the Marquess 
ofTweeddale, and the infighting among the directors (which brought both Conacher and Tweeddale 

-4- 



down) have some bearing on the West I-Eghland story. [] The Moffat Papers (Aberdeen University Lib- 
rary) likewise illuminate the expansionist years ofthe GreatNorth of Scotland Company (Williammoffat 
was General Manager fi-orn 1879 to 1906. )[11 A fuller background to the Mallaig Guarantee and further 
detail on its operation (1901-3 1) could be obtained fi-orn the Board ofTrade-cum-Ministry ofTransport 
archive in the Public Record Office; but the story has first of all to be pieced together from Scottish 
sources. And these sources are sufficient to demonstrate how fight railways supported by local authorities 
came to be seen as the alternative to government subsidy for conventional railways like the Garve & 
Ullapool andtheM&Wg Extension. 

ParliamentaryBills usually offer estimates, briefs forpromoters, petitions against, minutes of evidence 
and speeches by counsel. On occasion they include proofs and items ofcorrespondence. Tabular data 
might be "handed fif '. Proofs (precognitions) form a large part ofthe MacKenzie Papers: much edited 
and recast, they can be compared with the more polished and circumspect record in the parliamentary 
minutes ofevidence. Testimony might be re-ordenxi, too, between passing committee in one House and 
going onto the next. The West Highland promotion was hastily reviewed in this way before it reached the 
Commons, following rejection ofthe Fort William-to-Roshven section by the House ofLords. And it is 
useful to have the proofs ofprospective witnesses who did not for one reason or another, give evidence 
in Parliament. The minutes ofevidence and preliminary proofs consulted during this study are listed in 
Appendix I- They amply illustrate the expectations invested in the West Highland Railway. Under'Bills' 
are also to be found miscellaneous holdings with some parliamentary connection - for example, the Nordi 
British General Manager's annual notes on legislation likely to touch his Company. There is inevitably 
much duplication, reflecting the varying interest ofthe five Scottish companies in the legislation oftheir 
allies and rivals. Mar&alia, in the minutes ofevidence chart the course ofparhamentmy contests. 

Maps mid plans relating to would-be promotions, toBillswhich failed andto successfulBills survive in 
the Scottish Record Office and elsewhere. Again, there is much duplication, given the requirement to 
deposit copies of'plans in each sheriffdorn touched by a proposed line. The accompanying'books of 
reference'), listing owners, tenants, buildings and land use within the limits ofdeviation, are immensely 
detailed and lend themselves to particular studies of, say, a crofdng township or a terrace ofworldng class 
houses. Other items occasionally filed with maps and plans include notices-of-intent in Scotland! s official 
journal ofrecord4 the Edinburgh Gazette. These are especially useful in tracing the more obscure pro- 
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motions which went no ffirther down the parliamentary road, with only cursory attention in the regular 
press. For schemes brought to fiuition, public timetables and, more important, worldng timetables, to- 
gether with week-to-week operating notices, are readily available and copiously rich in local information. 

Under'Companies' (SRO), minute books and correspondence were the main resort. The lesser 
Companies, eventually satellite to or swallowed by the main five, offer little else; but they are often more 
forthcoming (or more naYve? ) in what they reveal. Within the voluminous records ofthe North British 
Railway, 'General Managers'Files'were especially useful. The West Highland Railway and the Invayarry 
& Fort Augustus Railway are both well represented here. Though correspondence predominates, there 
is a wealth ofother material; organisation is rough and ready, by subject - for example, fish handling at 
Mallaig or excursion trains on Fort William's public holidays, and not chronological. Among iterns turned 
up at random were drawings ofthe additional station proposed for Lochnanuarnh on the Mallaig Exten- 
sionand off-the-record opinions ofBoard ofTrade inspectors, carefiffly noted by North British officers. 
More generally, West Highland records remain distinct until 1908, when the Company was finally taken 
overby the North British Railway. The Invergarry &Fort Augustus Railway, though effectively a branch 
ofthe West Highland, remained nominally independent until 1913, and this is likewise reflected in the 
records. The North British Company's own minute books are, in themselves, relatively meagre. The 
minute books ofthe Highland Railway and its constituents and those ofthe Caledonian Railway and the 
Callander & Oban Railway were used only in so far as they reinforced or clarified issues already accessed. 

The Scottish. Record Office material requires contextualisation and some technical expertise. By the 
time that the West Highland Railway came into being, the basic parliamentary formulae were some forty 
years established; promoters and opponents routinely sought for loopholes in land clauses and standing 
orders etc. 'Petitions against' are not always what they seem. The Scottish Rights of Way Society 
entered a fonnal objection to the West Highland Railway, without hostile intent, to establish the status of 
the old military roads, which were cutby the line or lay for some distance within the Emits ofdeviation-f'ý 
A Bill might fail in its main purpose yet be pressed forward because the parties concerned wanted to 
preserve the agreements or other provisions which had been scheduled to it. The West Highland Rail- 
way's Inverness Extension Bill of 1894-5 became a dead letter, but the Act was completed for the sake 
of a special schedule giving retrospective approval to a small alteration ofthe West Highland line on 
Rannoch Moor. m 71he West Highland Company and the burgh ofFort William resolved their differences 
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overaccesstotheforeshorein an agreement scheduled to the Ballachulish Extension Act of 1896. M The 
line remained unbuilt but the agreement stood. TheNorthBritish 'GeneralManagers'Files'onRoshven 
and Mallaig appear to end abruptly. In fact the story continues in files reclassified by the London & North 
Eastern Railway after the Grouping, the logic being that the Treasury Guarantee for the MaHaig Extension 
ran onto 193 119). 

'nie sources illuminate arange ofeconomic and social topics, some ofwhich are treated more fully in 
Chapters 4 and 9. There are detailed figures oflivestock'Ibe tables prepared, parishbyparish, withinthe 
catchment claimed by the Glasgow & North Western Railway are especially strildng: the main compiler, 
Fort William distiller, Donald P. MacDonald, cast the widest possible net. 1101 In the case ofthe West 
Highland Railway, both preliminary proofs (precognitions) and parliamentary evidence contain much 
information on landlord-tenant relations, arrangements for wintering, new patterns ofdisposal and pur- 
chase encouraged by transport development and other agricultural topics. There is ample confirmation 
that the opening ofthe Highland Railway and the Callander & Oban Railway had made for a revival of 
droving, taldng traffic from the steamers. Once railheads became available at Dalwhinnie, Izirg, Tyndrum 
and elsewhere, farmers preferred to 'walk' their animals to the trains. 

The shift to sporting estates is illustrated too, with much emphasis on the range ofiraffic which these 
generated. CIbe population that inhabit the deer forests are very gregarious, and ... rush about a great 
deal,.. travelling backwards and forwards on the railway.. . ')[' 11 There are several reminders that first 
class passenger traffic remained important until 1914. When a house was built for the stationmaster at 
BanaviePier, the District Superintendent ofthe North British, Railway advised his General Manager that 
tourists ofthe better class transferring from steamer to train might dislike having to pass the stationmaster's 
door. P] And fast class traffic meant horse-and-carriage traffic, which needed suitable rolling stock and 
loading banks. ["] Family saloons, hired at discounted fast class fares and attached to regular t-ains, were 
familiar on the West Highland route, as elsewhere in the Highlands, until displaced by the family motor 
car. 1141 

That the crofting and fishing community ofthe western Highlands and Islands had to be assisted but not 
pauperised is a recurring theme. Ranald MacDonald, factor for the Gordon-Cathcart estates, urged that 
a new railhead at Mallaig or Roshven would be much better than any other Idnd of"extemal aid7. 

-7- 



It would put them in the way oflielping themselves. It would not only bring them wiffiin the labour 
market but ... in contact with the people on the mainland and in the south. (The) railway, both by 
developing the fishing and by bringing them in contact with the outer world would be the greatest 
possible benefit-M] 

There was broad agreement that improved transport would soon professionalise the west coast fishery, 
bringing in buyers and encouraging new traffic in fresh fish: the curers' grip would be loosened and the 
crofter-fisherman, with the mivigorafing promise ofcompetition, would tuom wholeheartedly to fishing. 

Someffisights are fortuitous. hi Glen Spean the West Highland Railway cut through the club farms on 
The MacKintosh's Brae Lochaber estate. The surveys, negotiations and associated correspondence 
thmw fight on the practice ofclub-crofting. 1161 The Crofter-Libeml M. P. s saw railway development as a 
means ofstabilising and rebuilding the population ofthe countrysideP 11 Proprietors on the mainland, 
whose estates had found a viable balance ofpopulation a generation earlier after the Potato Famine, 
argued that new railways could best serve the coastal ffinge and the Islands by facilitating emigration. 

The railway will take thern from Skye, it will help the landlords and endch the country, and increase the paying population, which will make the railway pay. (Tbe) poorest people do not get any 
supplies to speak of, they are the people who fill the poor houses.. Y 11 

No railway promotion in the I-lighlands during the period ofthis study was likely to succeed unless 
Parliament was persuaded that landowners and sporting tenants both wanted the scheme and were ready 
to do their duty by it George Malcolm, factor for the Ellice Trustees (Invergany), advised the Caledonian 
Railway that the sportsmen were vital to the success ofthe proposed Connel Ferry - Fort William branch. 

As a rule, West Highland proprietors are poor, and they five at present in very poor times so that . -, though very willing to invest in the stock.., it would be out ofthe power ofmost ofthem to do so to any large extent but I have some hope that many ofthe shooting tenants - who are mostly rich men, to whom the extension ofrailway facilities ... is ofgreat consequence, would do so. 1"I 
Lord Burton, who had a long lease ofthe Ellices' Glen Quoich property, is a case in point. He supported 
the Glasgow & Nordi Western Railway, the West I-Eghland Railway and the Invergany & Foit Augustm 
aihW. 

The influence ofthe landed interest appears again and again. The Luss Trustees obtained an arched 
masonry viaduct at Craigenarden, as more in keeping with the scenery ofLoch Lomond thm the lattice 
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girders otherwise standard on the West Highland line between Helensburgh and Fort William["]. There 
were private stations on the West Highland route at Corrour (Sir John Stirling-Maxwell) and Beasdale 
(A. M. Nicholson ofArisaig). These laterbecame semi-public. The Cameron-Head family (Inverailort) 
settled for a "shooting platform7at Lechavuie. 1111 The MacKintosh and his pugnacious factor, Alan 
MacDonald, insisted that the station in upper Glen Spean be named "rulloclf'and not "Inverlair"(wWch 
lay across the river, on Lord Abinger's land). 1221 SirJohn Menzies demanded (unsuccessfiffly) the right to 
limit ft-affic on the new road from Rarmoch station to Loch Ramoch, though the West Highland Company 
had met the costs ofconstruction. 1211 The Ellice family insisted that the Invergarry & Foil Augustus line 
was screened along Imh Oich[24] . nie Marquess ofBreadalbane sautinised the plans ofhis two tenants, 
the hotel keepers at Inveroran and Kingshouse, who offered to provide a tourist coach ffiidng Bridge of 
Orchy with Glen Etive and Glen Coe. CYou should time them! ', he warned the North British Railway, 
"otherwise they may put offunnecessary time at each oftheir Hotels in the hope ofinducing travellers to 
partake of 'light refreshments'.. . ')[111 The possibility ofdamage to the Black Corries deer sanctuary on 
Rannoch Moor occupied the parliamentary committee much longer than the disturbance ofthe Brae 
Lochabercrofters J211 Breadalbane obtained a'brake van pass' for his wife. 

We often walk from Blackmount to Crianlarich, or go by train ... and walk back. What she is very 
anxious to be able to do is ... travel in the van ofthe goods ft-ain.... I asked your man at Crianlarich 
... but ... there was a very strict rule against it, and ... I naturally did not wish to ... put an official in 
a false position. (She) would pay a first class fare and only wants the permission between Oianlarich 
and Bridge ofOrchyPI1 

Besides the privileges ofproperty, the problems are also on display. Conversion to deer forest and grouse 
moor in part reflectedmicreasing difficulty in leasing the large sheep, farms. Breadalbane's tenant fmners in 
Straffifillan and Straffitulla, whose gazing was severed by the railway, insisted on the fullest provision of 
Screeps' and occupation bridges, and Breadalbane feared that he could not re-let without placating 
them. [28] 

The estate factor, who was often lawyer, bank agent and tenant farmer besides acting as 'man of 
business' for one or more proprietors is a frequent figure. Ofthe three already cited, George Malcolm 
stands out. He was spokesman for the Highland Property Association. He submitted expert testimony on 
deer forest management to the Napier Commission. 1191 There were many others - fi-om James Wilson, 
who organised the tenants on the Luss estates in support ofthe West Highland scheme, to Alexander 
MacDonald Ohe uncrowned king of Skye)[101, who pressed the North British Company to extend the 
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WestlEgbland lineto Mallaig. And there isNigelB. MacKenzie ofFortWiHiam, whose papers are acore 
ofprimary evidence. 

Much was made ofthe need to improve mail and telegraph services, with the existing, unsatisfactory 
provision very fiffly described. 

Mail does not reach Fort William until nearly 5 o'clock and unless letters are specially called for 
they are not delivered in all parts ofthe Town until nearly 7 o'clock. (It) is almost impossible to deal 
with business letters by return ofpost. (The) mail driver who has arrived at Invergarry at 10 pm. 
andhas ... not been able to get to bed after seeing to his horse etc. until 11.3 0 has to rise about 3 
a. m. in order to drive to Fort William by 7.3 01111 

That all this turned on the Oban steamer, leaving early in the morning and retun-dng late in the afternoon, 
was Fort William's particular grievance. 1be town had become abackwater and the trade ofintermediate 
places was being carried to Oban. P11 Fort Augustus was likewise ill-served. The mails arrived late, via 
Inverness and the Loch Ness steamer, which left again at 6 a. m. The Lord Abbot declared that he often 
sat up all night to reply to important letters. M] These complaints were combined with descriptions of 
chruitous and time-consumingjoumeys which discouraged travellers and inhibited enterprise. Malcolm's 
not infi-equent business trips to Edinburgh required that he drive to Fort Augustus for the early steamer, 
connecting with the I-Eghland Railway's midday train from Inverness via Forres and Perth; by 4 p. m., 
twelve hours after leaving Invergarry, he was no finther south than Kingussie. 1141 

On the one hand it was recognised that David MacBrayne's steamers, along the west coast and 
through the Caledonian Canal, offered as generous a service as could be expected outwith the short 
tourist season. On the other hand, MacBrayne's monopoly charges were roundly attacked. As with the 
mails, this has left useful detail about the service as it was. P] For general merchandise, Fort William 
looked notjust to MacBraynebut also to the regular Liverpool - Inverness steamers, while coal, drainage 
tiles, fencing materials and miscellaneous items arrived more haphazardly by coastal lighters. The lighters 
handled the great bulk ofBallachulish slate, and it was doubtful ifany railway could offer competitive 
mtest"I. Fort William's distillery traffic - grah whisky, draffand coal, was more likely to tmnsfer to rail. P11 
In the Hebrides the great complaint was that the existing railheads at Strome Ferry and Oban did not meet 
the case. The combined searand-rail times to London were not good enough to catch the first market for 
fresh or'sprinkled" (lightly salted) fish. A Stornoway syndicate, finding MacBrayne's vessels and the 
chartered railway steamers alike unsatisfactory, had begun to run their own service to Fleetwood, tapping 
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the north-of-England market. Opn*u*on was set on a new railhead south of Strome Ferry but north of 
Ardnamurchan, with a direct rail route to Glasgow and beyond[A. MacBmyne's response to the pros- 
pect ofnew railway competition can also be followed in some detail. His opposition was generally tacti- 
cal, and he looked to the multiplication ofrail-and-steamer circular tours to offset the loss ofother traffic. 
He entered into agreements with the Clyde, Ardrishaig & Crinan Railway, against the possibility that 
Crinan would take on a new importance south of Oban, and with the West Highland Railway, for 
exchange oftraffic at Fort William, Corpach and Roshven[191. In the longer run his company secured its 
position at Kyle ofLochalsh and Mallaig and benefited from improvements at Oban. 

In the public mind telegraph and rail. services went together. The fishaman could obtain reports on the 
movement of shoals and order up barrels, boxes, ice and salt fi-om day to day. 1401 Shopkeepers could 
safisfy their customers while holding smaller stocks. 141 I Landowners and sporting tenants could arrange 
and rearmnge their guest fists at short notice. 1411 Railway development might or might not be the business 
ofthe state, but it was a reproach to government that the telegraph network remained incomplete in the 
Islands into the 1880S. [431 The Caledonian Railway took credit for offering the public access to the 
telegraph at stations on the Callander & Oban route; and similar facilities were sought along the West 
Highland route. 1441 By the 1890s telephone companies were seeking right-of-way along railways on the 
southern fringe ofthe Highlands, where residential development promised some demand for the new 
filCility [45] 

D.,., h an Loch Long, Residential feuing in Strathendrick and along Loch Lomond, orby t eGareloch d 
entered into the calculations ofall. who planned new railways north from Glasgow into the Highlands-l"I 
At Fort William, both Cameron offiochiel and Mrs. Cameron-Campbell ofCallart (feudal superior ofthe 
burgh) laid out new feuing roads in anticipation ofthe opening ofthe West Highland Railway-14"Thiswas 
complemented by the burgh commissioners' ambitious plans for a new water supply and by the setting up 
ofthe Fort William Electric Lighting Company. 1411 It was predicted that "summer residenceewould 
multiply in the Great Glen, Glen Spean, Nether Lochaber and Arisaig once a railway was in reach-14'1 
Among the supporters ofabranch line from Whistlefield to Portincaple were Glasgow house-builders 
who assured the North British Railway that there was much demand for property on Loch Goil. 1101 The 
Provost offielensburgh anticipated fiuther expansion ofthe town. P] 
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The railway families who settled along the route ofthe West 11ighland Railway have left a rich record. 
The West IligIfland Company felt obliged to charge the highest rents which the men would pay - higher 
fl= the North British Railway, the worldng company, set elsewhere in rural Scotland I'll A signalman at 
Garelochhead entered a mild protest. 

Mie ... wage is 21/-perweek and itmustbe very hard on amanwith that income to payfl2 (rent), 
keep himselfrespectable and provide for wife and family. P] 

The Nordi British Railway's departmental officers were sometimes sympathetic. 
It will never do to ask the surfacemen to pay 1/9 per week for house rent. It is with difficulty that 
they are persuaded to remain ... even with the rents at 1/3 ... The houses are as much in the interests ofthe Company as ofthe men, as without houses it would be an impossibility to get men for the proper maintenance ofthe road. ["] 

Localpeople alongthe West 11ighland Mallaig Extensionwere happy to combine croftingwithwork in 
the permanent way gangs["]. Other departments had foundithardto staffthe Mallaig fine CVe shallwant 
8 married signalmen and I cannot raise more than two .. .") because coal and provisions were so 
costly-P'] It was recognised that married men "stay bettee ', and they would lodge reliefinen when summer 
brought additional traffic["]. Beasdale private station was put in the care ofa surface-man' s wife. ["] 

'flie West Highland Railway was opened to Fort William before sufficient accommodation had been 
provided. Stafionmasters'houses were finished as quickly as possible and wooden cottages were a stop- 
gap for surfacemen. 1111 Other grades had to improvise overmany months. CMe Porter and Signalman at 
Rannoch, the Signalman and his wife and daughter at Spean Bridge, and the Signalman at Tufloch are still 
living in Waiting Rooms... ')1101 The Fort William statiorunaster objected to being housed in one ofthe 
remaining barracks at the old fort, but his objections were dismissed as "sentimentaX'. 1111 His colleague at 
Rannoch, maldng the best ofa damp and draughty hut left over from constiuction ofthe line, saw his wife 
fall ill and die. CJamieson has completely lost heart... and is causing ... trouble... with the rendering ofhis 
returns. ')["] The stationmasters appointed to inten-nediate stations on the Mallaig Extension some six 
years later were much more ready to demand adequate houses, and on the whole management was more 
PlacatorY, reflecting the change ofattitude to be found across the railway industry in the I 890s. 1111 The 
Pioneering West 11ighland railwaymen ofthe 1890s endured one to two years ofmakeshift dwellings. By 
1902 their successors at Mallaig - in some cases the same families, were able to petition that the electric 
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EglitinstaHation atthepierand loco-shedbe extendedto theirtenement forwbich they were ready to pay 
higherrent! 64] . 

Hoped-for traffic reflected late nineteenth Scotland in several ways. There were, it was said, promising 
outcrops ofgranite ideal for street setts. Birch would be in great demand for cotton bobbins, larch for 
railway sleepers, despite increasing competition from cheap imported woods[']. The theme of national 
efficiency, making the most ofdomestic resources, increasingly breaks in - not least in respect ofthe 
underdevelopedwest coast fisherywhich could sustain the urban masses more healthily and more cheaply 
than chilled American meat. 16q And on the West Highland Railway the Shandon Hydropathic Company 
looked toicreasing Englishbusiness with provision forboating, golfand other activities besides taking the 
waters. 161IThe leisure market embraced shooting lodges, circular tows and Sunday-school trips, in which 
connection the Garelochhead baker added his voice to those already pressing for a station at Whistlefield. 

In consequence ofthe approaching season for Picnic and Excursion parties... for which I have 
applications to purvey,.. kindly inform me ifI can get them landed (sic) by Rail at Whistlefield. The 
want of ... facilities ... has greatly handicapped my business ... as in ... Sunday School trips and the 
like ... they cannot get (children) to walk up the hill, and Whistlefield is where they want to go. 1611 

The MacKenzie Papers bring out the practical aspects ofpromoting a railway. There is much detail on 
organising public meetings and petitions in favour, preparing the books ofreference and obtaining con- 
sents to compulsory purchase[Ol. By contrast there are MacKenzie's efforts to discredit the Invergarry 
& Fort Augustus promotion, which the West Highland Railway opposed. MacKenzie and his allies had 
primed the press to support the West Highland. He now planted reports damaging to the Invergarry & 
Fort Augustus. 1101 

'niere is evidence that late Victorian Scotland readily drew parallels with Ireland both on the question of 
land policy in the 11igblands and on the question ofsubsidised railways. 

The Goveniment have instituted through many ofthe districts in Ireland a scheme oflight railways, constructed at a considerable expense, and the result has been highly satisfactory ... No one will... grudge to Ireland this beneficial consideration... but ... Ireland has received her full share ofGov- emment recognition-, and ... it is high time that Scotland should have some attention bestowed 
upon her long suffering and patient inhabitants. 17'1 

The Clyde, Ardrishaig & Crinan Railway, the Garve & Ullapool Railway and the West Highland 
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Railway as first proposed were all conceived as relafively'light' lines - though not in the Irish or European 
sense ofthe word, nor in the sense eventually defined in the Light Railways Act of 1896. In backing the 
West Highland Mallaig Extension, the North British Railway sounded out whether the Board ofTrade 
would"telax its requirements in thinly populated districts"PI All this is valuable background to the fight 
railway movement at the end ofthe nineteenth century, Which raised great hopes and achieved very litfle. 

On all the new lines constructed in the Higblands there was increasing use ofmass concrete. This was 
not unique to the Mallaig Extension; popular accounts can be misleading. But the great concrete viaducts 
at Glenfinnan, Lochnanuamh, Bon-odale and Morar, and the enthusiastic advocacy ofthe contractor, 
Robert McAlpine, gave the Mallaig railway special importance. 1711 The completion as a single operation 
of 100 miles ofnew construction between Helensburgh and Fort William was unprecedented in the 
British Isles. Lucas & Aird tackled the contract very much as they had tackled the colonial projects on 
which the firm's reputation was founded. Accounts ofconstruction ofthe West Highland Railway thus 
throw some light on the overseas contracting business, including engineers' careers and labour rela- 
fionsl'l. Lucas & Aird's Fort William team, building south to Rannoch, was at first entirely isolated, all 
supplies being brought in by sea. The impact on the little town ofFort William is well documented(711.1be 
old fort, already converted to houses, stables and workshops, was purchased by the West Highland 
Company as a general depot. Some houses were retained. As with the club-farms in Glen Spean, there 
is much information on the displaced tenants, their families and their employment; and this can be related 
to parliamentary plans and books ofreference. 1711 

During the 1890s and 1900s the Scottish railway companies moved away from competition and 
towards rationalisation and retrenchment. In the 1880s the promoters ofthe Glasgow & North Western 
Railway were confident that they could exploit the rivalries ofthe Caledonian Railway, the North British 
and the Highland, so that one or more ofthern would take up the scheme. Fort William and Lochaber 
took it for granted that they could play off Caledonian and North British. C'We may add that, ifyour 
railway will not take the matter on, there can be no doubt that sooner or later another Company wiU. ")17 
But the prospect ofa latter-day railway mania in the 11ighlands helped impel the Caledonian Railway and 
the North British to their Peace Agreement of 189 1, while the 11ighland Company and the North British 
made and remade their Ten Years Trace (18 89 and 1895) to avoid being drawn into wastefid warfare in 
the Great Glen. At officer level the old rivalries persisted, as when the North British Superintendent at Fort 

-14- 



William reported with great satisfaction that he had "stopped the coal fi-om Caledonian pi&'by per'suad- 
ing S ir John Stirling-Maxwell to obtain all his supplies fi-orn, North British sources in Fife. ["] B ut managers 
and directors were coming to know better. When the 11ighland Railway ceased to operate the Invergarry 
& Fort Augustus line and theNorth British moved in, the two chairmen exchanged sympathetic letters, 
agreeing that a hopelessly unpmfitable branch - as the Fort Augustus line had become, had to be carried 
by one or other ofthe big Companies. [] By 1913 the North British Railway, unwilling to shoulder the 
cost ofcnlarging and protecting Mallaig harbour, inclined to a west coast pool which would spread the fish 
traffic over the Highland Railway's Kyle ofLochalsh and the Caledonian's Oban on a basis ofshared 
receipts. This is discussed in Chapter 9. At the southern end ofthe West HigWand route, the established 
Clyde Coast pool left the North British Company reluctant to sponsor new services which might antago- 
nise the Caledonian and the Glasgow & South WesterrL 

A wide range ofpublished works has been used to contextualise this investigation. Relations between 
the railway companies and the state after c. 1870 are thoroughly treated by Alderman (The Railway 
Interest, Bagwell (The Railway Clearing House in the British Economy) and Parris (Government 
and the Railways in 19th century Britain). Simmons's The Railway in England and Wales, 1830- 
1914* proved to be essential preliminary reading. Essays and articles dealing with more specific aspects 
ofrailway history are cited in full in the Bibliography. 

*The intended two-volume approach was modified. There is, in effect a second volume, entitled The Railway in Town and Country. 

Legislationon safety, worldng hours, labourrelations and fixedratesmultiplied during the 1880s and 
1890s, callffigin questionthe traffic projections and estimates ofworldng expenses on which the promot- 
ers ofthe West lEghland Railway and other schemes founded their case. Traditional opposition to merger 
and monopoly persisted until 1914. The long term trend to amalgamation and other measures to offset 
statutory rate fixing was clear, but the Liberal Govemment of 1905-15 could not find a coherent policy. [80] 
Arrangements which reduced but did not eliminate competition were acceptable, as when the Caledonian 
Railway, the Glasgow & South Western and the North British pooled their Clyde Coast traffic. Outright 
MalgaInafion was more hazardous, as in the unsuccessful attempt to merge the 11ighland Railway and the 
Great North ofScotland. It was in this clirnate that the North British Company began tentative negofia- 
tions for a West-of-Scotland fish traffic pool, as the alternative to further heavy outlay at Mallaig. Though 
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the Flighland Railway and the North British both accepted state assistance, for Kyle ofLochalsh and for 
Mallaig respectively, the two Companies remained wary ofthe conditions which might be attached. The 
North British resisted the suggestion that the Treasury be represented on the board ofthe West Flighland 
Railway. The ensuing compromise - armual inspection ofthe West I-EgWand Mallaig Extension by the 
Board offrade, is typical ofthis, ambiguous period. These issues are fully examined in Chapters 5-7. 

In the special conditions ofthe Scottish Highlands, the Highland Railway and the Callander & Oban 
Railway continued to employ a defence which companies elsewhere in mainland Britain had largely 
discarded. Pfivate riskforpublic advantageM] was the underlying principle: a railway act was a bar- 
gain between the promoters and the state, in which the element ofrisk was recognisedý and no govern- 
ment had the right to enforce what was really a new contract (i. e. regulations and controls). The expansion 
offailway legislation in the final quarter ofthe nineteenth century soon undenTiffied these old argurnent&[82) 
In Scotland one variant endured. The FligWand Company and the Callander & Oban submitted that theirs 
were coptimurn routes', deliberately designed to open up abackward and unrewarding region and, to 
that end, circuitous. Having endorsed these pioneering efforts, Parliament had a special duty to protect the 
two Companies from spoiling attack by schemes like the Glasgow & North Western and the West 
Highland. On the otherhand, thepromoters ofthese laterprojects could argue that the I-EgIfland Railway 
and the Callander & Oban had not added the expected feeder fines and branches to their wandering main 
routes; they had defaulted, and public interest demanded that they face competition. 

*. 0 

Writing in the 1880s and 1890s, Acworth pointed out that the great amalgamations ofthe 1860s, 
which enlarged the CaledonianRailway and theNorthBritish Railway, had made for ongoing parliamen- 
tary review, in almost every subsequent Scottish promotion, ofthe balance established between Caledo- 
nian and North British. The pattern ofrailway traffic within Scotland, and the pattern ofAnglo-Scottish 
traffic, depended on the reciprocal running powers built in to the various amalgamation acts. 'Ibough not 
unique, the a=gement was exceptionally complex, and successive governments found themselves bound 
to maintain it or oversee any major change J83] Acworthals so saw that the fivalry ofCaledonian and North 
British, throughout the 1870s and 1880s, had made Scottish railway politics exceptionally febrile. The 
Opportunity to amalgamate was missed - the combined company would have dominated Scotland. 
Thereafter mutual probing and manoeuvre persisted. The Caledonian Company sought to penetrate 
North British heartlands in Fife and the Borders and eventually forced the North British to share the traffic 
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ofDunbartonshire. The North British system was bound together by bridging Tay and Forth, and the 
Company sought to improve its position in the West by talcing over the Glasgow & South Western 
Railway. This the Caledonian resisted. . 

The authorities cited above on the whole accept Acworth's picture. They use Scottish examples and 
draw Scottish parullels, but wam that Scotland was in some sense different. The period before and after 
the great amalgamations needs to be studied anew. It is unfortunate that Robertson's massive work (Yhe 
Ot4gins ofthe Scottish Railway System, 1722-1844) does not extend beyond mid-century. Thomas's 
various railway histories (see Bibliography) help a little, but they = unbalanced, superficial and fragmen- 
tary. There is a good deal to be said for the heavily detailed company histories ofearfier date - Williams's 
MidlandRailway, or Tomlinson's North Eastern Railway, which have no Scottish equivalent-71bey 
shed some useful fight on Caledonian -. North British rivalry as it affected the English Companies and on 
theNorth British Company's conflicting alliances withboth East Coast and Midland partners. Wrottesley's 
more recent 3-volume account of the Great Northern Railway is similarly useful. 

In any case, railway development in the Highlands cannot be understood without some appreciation of 
the situation which Acworth described. The Highland Company handled both Caledonian and North 
British traffic and traffic by all three Anglo-Scottish routes. It was a precarious arrangement which it was 
generally accepted, tended to favour the Caledonian Railway and the Caledonian's West Coast partner, 
the London & North Westem Railway. The Callander & Oban Railway was a Caledonian client and 
vulnerable to North British attack. New promotions in the Highlands might be highly speculative and 
dubiously profitable; but the climate which made them plausible affected Scotland as a whole. Fort 
William's enthusiasm for the West Highland Railway and SelkirVs enthusiasm for the Manchester, New- 
castle & Glasgow Railway, an 1890s echo of 1840s schemes for a Clyde-and-Tweed trunk line, seem 
very much the same (save that Selkirk already had abranch line). ["] 

Joseph Mitchell's Reminiscences setthe scene intheffighlands andprovide avaluable, ifpardsar4 
account ofthe genesis ofthe Highland Railway. He should be read before turning to later studies con- 
cerned in one way or another with transport. These include Dunlop (The British Fisheries Society, 
178 6-1893) 9G ray (Yh e Fish ing In dustry ofScotlan d, 179 0-1914), H al dane (Th e Drove Roads of 
Scotland, New Ways through the Glens and Yhree Centuries of Scottish Posts), Lindsay (Yhe 
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Canals ofScotland) and Taylor (7he Military Roads ofScotland). All this is background to the 
repeated assertion ofthose who supported the Glasgow & North Western Railway, the West I-lighland 
Railway etc. that they were completing the vision ofThomas Telford? '] For Highland landowners, who 
in many cases affected to play the role which theirpredecessors, had played in Telford's day, Mitchell's 
anecdotes and briefhistories make a good beginning. Spring's new edition of Bateman (The Great 
Landowners of Great Britain andIreland) gives useful support. Coull (The Sea Fisheries ofScot- 
land. A Historical Geography) synthesises and reviews earlier discussions but says nothing new about 
rail transport on the west coast. 

Conditions intheffighlands duringthe nineteenth century are coveredby Devine (Yhe GreatHigh- 
land Famine), Gray (The Highland Economy 1750-1850), Hunter (The Making of the Crofting 
Community), Slaven (The Development ofthe West ofScotland, 1750-1960) and Withers (Gaelic 
Scotland). Orr (PeerForests, Landlords and Crofiers) deals more closely with the period after 1870. 
Gordon (To Move uith the Times) deals with transport in relation to social and economic change in the 
I-lighlands but in a very general way. 

There is broad agreement that, in so far as the mid-nineteenth century Highlands had seen some 
positive developments, these had run their course by the 18 80s when agriculture and the west coast 
fishery faced new problems and political unrest returned. For agitation and its consequences, Hunter 
(above) can be supplemented by MacPhail (71e Crofters'War) and by the essays and articles cited in 
the B ib li og raphy. B ut Umtment of the ra ilway promoti ons, be ghmmn iffing with the GI as gow & North Westerri, 
which claimed to offer assistance to the crofting and fishing community, is patchy and, on occasion, 
inaccurate. There is no altogether satisfactory account ofthe debate over railway subsidy stemming fi-om 
the Napier Commission"s Report in 1884. Cameron (Landfor thepeople? Government and the 
Scottish Highlands, 1880-1925) challenges some offlunter's conclusions, and his framework lends 
itselfto a better understanding ofthe subsidy question. 71he Liberals favoured fundamental reform ofland 
tenure and were lukewarm or divided about other solutions, including state support for transport devel- 
opments: the Conservatives (Unionists) looked to technocratic policies in order to avoid land refon-n, and 
these included subsidised transport. 

Crofters' campaigners pointed to land policy in Ireland and to the state support which had assisted 
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railway development in Ireland. For the latter, Conroy (A History ofRailways in Ireland) provides a 
comprehensive outline ofthe relevant legislation. Irish precedents and parallels raised the question whether 
local authorities should support fight railways in association with the landed interest, as against a policy of 
central government subsidy for one or two conventional lines. Pryde (Central andLocal Government 
in Scotland) and Moody (Scottish LocalHistory. An Introductory Guide) outline the powers ofthe 
county councils established at the end ofthe nineteenth century. Davies (Light Railways: theirRise and 
Decline) is a thoroughly adequate general account. Popular histories by Thomas, VaRance and others 
include treatment ofthe fight railways proposed for Skye and Lewis, besides examples on the mainland, 
some ofWhich have attracted local studies. But an overall study for the Highlands is lacldng. 

Simmons has made it clear that railway development in the less promising areas ofEngland and 
Wales, once the main network was established, depended on three factors - local deten-nination, the 
possibility ofpersuading a reluctant railway company to take pre-emptive action (rather than see a rival 
build the line in question) and the possibility ofspeculative intervention (where outside interestsjoined 
with local interests to force the hand ofexisting companies. ) This is, ofcourse, over-simple. On occasion, 
a railway company might choose to further its ends through what appeared to be an independent local 
hutiative or a speculative "contractors' line7'. And the companies learned how to make common cause 
against unwelcome promotions, so as not to be played off. Those which did not put some limit on loss- 
making competitive promotions eventually faced rebellion by shareholders. There is a good deal about 
the late nineteenth century railway promotion in the MgWands which fits this broad picture; but once again 
there is the question whether Scotland was indeed significantly different. A full study of, say, Charles 
Forman ofFormans & McCall, engineers ofthe West 11ighland Railway, whose speculative bent was 
notorious, might answer many questions. And the part played by the great contracting firm ofLucas & 
Aird in the successful promotion ofthe West Highland deserves to be included in any general investigation 
of"contractors'line§". 

Existing essays byVamplew (RailwayInvestment in the Scottish Highlands) and Robertson (ne 
Cheap RailwayMovement in Scotland: the St. Andrews Railway and neMarquis ofBreadalbane 
and the Scottish GrandJunction Railway) show where such research might begin. They also point up 
the role ofthe great landowners and the Lowland (besides Irish) ancestry ofthe light railway movement as 
it eventually touched the Flighlands. Pollins's essay (Railway Contractors and thefinance ofrailway 
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development in Bfitain) stands by itself; but the reader infers that fin-ther study, carried into the later 
years ofthe nineteenth century and into Scotland, would lead to the Glasgow & North Western promo- 
tion and so to the West Highland. Sinclair's essay (The Aviemore Line: Railway Politics in the High- 
lands 1882-98) also stands alone. In period and intention, it prefigured the research undertaken here. 
Sinclair argues strongly and convincingly that the largelybarrenbattles between the Highland Railway and 
the Great North ofScotland discredited their traditional landed directorates and autocratic general man- 
agers, accelerating the trend to more professional management and rationalisation. A similar study ofthe 
internal politics ofthe North British Railway is badly needed and would illuminate the North British 
decision to expand into the Highlands. 

Beyond the immediate confines ofthis investigation, Bonavia (Yhe Four Great Railways and Rail- 
way Policy between the Wars) offers athoughtful appreciationofthe consequences, hadGrouping'in 
the 1920s brought all the Scottish Companies together. Developments in the Flighlands were tending in 
that direction before 1914, and it is arguable that the preferred option, whereby Scotland became part 
TNERI and part'LMS' turned out to be the wrong decision. Other material relating to this debate is 
cited in the Bibliography. 

Works which have proved useful but defy neat classification include Biddle (The Railway Survey- 
ors), Childers (RobertMcAlpine: a Biography) and Kennedy (The Birth andDeath ofa Highland 
Railway). Biddle explains the imperatives, ofpreparing and lodging amilwaybill and the risks ofambush 
on technicalities. Childers enhances the picture ofMcAlpine, as another contractorwhom Formans & 
McCall cultivated. Kennedybegan his engineering career on the Callander & Oban Railways BallachWish 
branch. Ovemll, a wide secondary field had to be covered, both to set the scene and to focus questions. 
Primary material was very much limited to the milway holdings ofthe Scottish Record Office and the 
MacKenzie Papers; but the former are complex and voluminous and the latter would be fragmentary 
withoutthem. 
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FDOTNOM 
Chapter I 

The Great North of Scotland Railway, like the other Scottish railway companies, is covered in the general 
works cited in the Bibliography. For the double assault on Inverness by the Glasgow & North Western 
Railway and the Stradispey, Strathdon & Deeside Junction Railway, see N. T. Sinclair, 'The Aviemore Line: 
Railway Politics in the Highlands 1882-98'. 
SRO/BR/PYB(SYl/62 
Stradispey, Strathdon & Deeside Junction Railway Bill, 1883-4, Petitions Against Speech by counsel, Strathspey, Strathdon & Deeside Junction Railway Bill, Commons, 6 May 18 84 SRQ/BR/PYB(SYl/326 
Highland Railway (New Lines) Bill, 18834, and Highland Railway (Northern Lines Amalgamation) Bill, 1883- 
4, Petitions Against by the Caledonian Railway, the East Coast Companies, the Great North of Scotland 
Railway, the Midland Railway and the North British Railway SRO/BR/PYB(Syl/328 
Great North of Scotland Railway (New Lines) Bill, 18 83-4, Petitions Against by the East Coast Companies 
and the Highland Railway 
SROAW25442 
Plans of the rival cut-off routes between Strathspey and Inverness, 18834 
G. Dow, The Stoly ofthe West Hi2hlan 
C. Hamilton-Elhs, The North British Railmy, Chapter 9 
J. Thomas, The West Highland Railway 
WHM 
MacKenzie Papers 
SRO/BR/WEIVI/I 
West Highland Railway Minutes, 20 August 1889 and 30 March 1893 
AUIHOR! SCOLLECIION 
Testimonial dinner for N. B. MacKenzie, Fort Williarn, 1912-3 

SRO/SPC/9/1 and 2 
Conacher Papers 
O'DeH CoRection, Aberdeen University Library 
SROVBR/PYB(SYl/342 
West Highland Railway Bill, 1888-9, Petition Against by the Scottish Rights of Way and Recreation Society 
SROMIMM(SY1578 
West Highland Railway Onverness Extension) Bill, 1894-5, as amended in committee, Clauses 4 and 9 
PARLLAMENTARYPAPEPS 
West Highland Railway Actý 1896, First Schedule Ch. ccxix, 59and6OVict. 
SROABRMR/8/1764/1-7 and swmimmvi-8 

10 SRO/BR/PYB(Syl/325 
Donald P. MacDonald, Evidence, Glasgow & North Western Railway Bill, Commons, I May 1883 
SROffiRAPYB(SYI/342 
F. N. Menzies, tenant fariner and secretary of the Highland Agricultural Society, Evidence, West Highland Railway Bill, Lords, 27 March 1889 

12 SROVBRMR/8/l764/5 
William Arnott, District Superintendent, Fort William, North British Railway, to John Conacher, General Manager ofthe North British Railway, 5 August 1895 
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SRO/BR/NBR/8/1764/2 
James Carswell, Engineer ofthe North British Railway, to Conacher, explaining the limitations ofthe layout 
at Fort William, 14 April 1894 
SROA3RAI--08/764/2 
Arnott to Conacher, reporting on facilities required at intermediate stations on the line to Mallaig, I March 
18917 

14 SROA3PJNBR/8/1764/2 
Correspondence re through working of family saloon between Fort William and Manchester, for Lord 
Howard of Glossop, October 1894 

is SRO/BR/PYB(Syl/342 
Ranald MacDonald, Evidence, West Highland Railway Bill, Lords, 28 March 1889 

16 SRO/RHP 4643 8 and 2185-6 
WHM 
N. B. MacKenzie's correspondence, on behalf of the West Highland Railway, with the crofting tenants in 
Glen Spean. Only random items survive. 

17 SRN3R/PYB(SYI/93 
Dr. Donald MacGregor M. P., Evidence, West Highland Railway, Mallaig Extension, Bill, Commons, 30 April 
1894, and Lords, 12 July 1894 

Is SROMR/PYB(Syl/342 
Lord Abinger, Evidence, West Highland Railway Bill, Lords, 27 March 1889 

19 SROM"YB(Syl/342 
George Malcolm to J. Gibson, Secretary ofthe Caledonian Railway, 16 May 1888, quoted by counsel during 
Malcolm's Evidence, West Highland Railway Bill, Lords, 27 March 1889. 

20 SROMP 47391 
SRO/BR/PYB(SYI/342 
Speechbycounsel, West Highland Railway Bill, Commons, 2 July 1889 

21 SROIBP, /DMR/8/1764/7 
Agreement between Sir John Stirling-Maxwell and the West Highland Railway Company, 17(? ) March 1893 
SRO/BR/PYB(SYI/93 
West Highland Railway, Mallaig Extension, Bill, 1893-4, Petition Against by Mrs. Gertrude S. Nicholson of Arisaig 
(To secure equal treatment alongside the neighbouring proprietor, Mrs. Cameron-Head of Inverailort. The 
Nicholsons supported the Mallaig Extension. ) 
SRO/BR/LNE/8n64/loose 
Traffic Notice re opening ofthe West Highland Railway, Mallaig Extension, including facilities for "Sporting Parties" at Lechavuie, North British Railway, March 1901 

22 SRO/BR/WEli/4/4 
Correspondence re renaming of "Inverlair" as "Tulloch", May-July 1894 See especially A. MacDonald to N. B. MacKenzie, prohibiting fin-ther work on The MacKintosh's land, 8 
Junel. 894 

23 SRO/BRMR/8/1764/3 
Conacher to G. Gow, hotelier, Dunalister Hotel, Kinlochramoch, 15 August 1894 

24 SROVDROA/l/l. 
Invergarry & Fort Augustus Railway Minutes, 16 April 1896 SROABR/IFA/4/1 
Keydens, Strang and Girvan, agents for the Invergarry & Fort Augustus promoters, to Brodie and Sons, 
agents for the Ellice Trustees, 13 February 1896 Keydens, Strang and Girvan to Malcolm, 22 February 1896 
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25 SROA3R/NBIR/8/1764t2 
Marquess ofBreadalbane to Conacher, 28 February 1894 
See also Breadalbane to Conacher, 23 October and 16 December 1893 

26 WHR 

Evidence, West HighIand Railway Bill, Lords, March 1890 
27 SROABPJNBR/8/1764/7 

Breadalbane to William Jackson, General Manager ofthe North British Railway, 25 May 1903 
See also Jackson to Breadalbane, 2 June 1903. 

29 SRO/13RMR/8/1764/4 
Breadalbane to Conacher, 26 October and 19(? ) November 1895 

29 PAPJIANffNrARYPAPERS 
c. 3980 1884 
Report... into the condition of the Crofters and Cottars in the Highlands and Islands of Scotland, Section V 
and Appendix C (Napier Comnýssion) 
SRO/BRAPYB(Syl/93 
Malcolrn, Evidence, West Highland Railway, Mallaig Extension, Bill, Commons, 30 April 1894 
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Chapter2 

The West Highland Railway: background, to c. 1 885 



Chapter2 
As a prelude to examination ofthe West 11ighland Railway this Chapter surveys railway development 

in the Scottishl-lighlands from the 1840stothe 1880s. It includes the consolidation ofthe Scottish railway 
system into five main companies, the Glasgow &North Western project of 1882-3 andtheRepoitofthe 
Napier Commission (18 84). It also sketches the history ofstate assistance for railways in Ireland. 

To read any clear pattern into the railway promotions ofthe 1840s is foolhardy. In so far as 'Mania' 
schemes touched the Highlands, it appeared that Inverness would be linked to the emergent national 
network via Aberdeen and via Glasgow. The Aberdeen interest planned lines both south to Dundee and 
Perth and west to Inverness. The Glasgow interest wanted a direct route to the North. The Aberdeen 
promotions were related and seemed to pron-Ase eventual amalgamation and monopoly north-of-Tay. It 
is difficult to disentangle the rival nofth-of-Clyde schemes, but they all aimed at Crianlarich, then variously 
the Tay valley, the Great Glen and the west coast. The Caledonian Railway, havingjoined Edinburgh and 
Glasgow with Carlisle, was expected to influence and perhaps control both the Stirling-and-Perth route 
pmvided by the Scottish Central Railway and any'direct'line north fi-orn Glasgow. And a line westwards 
from the Scottish Central, meeting the'direct'line at Crianlatich, would confirm the Caledonian Compar 
ny9sgrip. 

But the Aberdeen interest fi-actured. The Great North ofScodand Railway (a fide which preserved the 
memory ofearly ambifions) remained in possession ofAberdeenshire and Barff. Southward there were 
piecemeal promotions, subsequently united into the ScottishNorth Eastern Railway, which linked with the 
Edinburgh, Perth & Dundee Railway and with the Scottish Central. The Forth and Tay estuaries were as 
yet unbridged; through taffic went via Stirling and Path. As for the'direct' (or'westerly') route to the 
North, very little survived the crisis which ended the fast expansionist drive ofthe Caledonian Company. 
The Caledonian & Dumbartonshire Railway, putative stem ofa trunk line into the Highlands, reached no 
further than Balloch. It was absorbed by the Glasgow & Helensburgh Company, which then fell to the 
Edinburgh &GlasgowRailway. 

TheNoithBritishRailway(E&burgh-to-Berwick, Edinburgh-to Hawick and, subsequently, Car- 
lisle), the EdinburghPerth &Dundee and theEdinburgh &Glasgow preserved an measy independence, 
all more or less vulnerable to the predations ofthe Caledonian Railway and the (English) North Eastern 
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Railway TlieFordi &Clyde JunctionRailway, linldng Stirling andBalloch, gave the Edinburgh& Glas- 
gow an additional route into Fife (via Alloa); it also offered the Scottish Central and the Caledonian 
additional access to the north bank ofthe Clyde. In sum, the railways ofthe Central Belt, Fife and the 
North East remained looseknit, and Inverness remained isolated. Amalgamations wereffievitable, with 
implications for future promotions into the Highlands; but there were several possible permutations. 

Early schemes to penetrate the central I-Eghlands, from Strathearn or north along the Tay, in the end 
produced only the Scottish Central's Crieffbranch and the Perth & Dunkeld Railway. More ambitious 
was Joseph Mitchell's Spey-and-Tay mute, conceived as a trunk line from Inverness to the South, which 
Parliament rejected in favour ofthe longer mute via Aberdeen. But the Great North ofScotland Railway 
halted at Huntly. The Inverness interest used the interval to promote lines east to Naim then on to Keith, 
and north to Dingwall and Bonar Bridge. When the Great North advanced to Keith and Elgin, a through 
route via Aberdeen came into being. Beyond Bonar Bridge the 'Far North' Companies (Sutherland 
Railway, Duke ofSutherland's Railway and Sutherland & Caithness Railway) reached Wick and Thurso. 
The Great North could not control these developments. Instead the Inverness companies revived Mitchell's 
Spey-and-Tay scheme, now styled the'Inverness & Perth Junction Railway', striking south from Forres 
and absorbing the Dunkeld line which had been worked by the Scottish North Eastern. At Perth the 
Scottish Central and the EdinburghPerth & Dundee offered Glasgow, Edinburgh and English comec- 
tions. By 1865 the Inverness companies had all come together as the 'Highland Railway', save for the 
'FarNorth' lines which, on paper at leastý kept their separate identities until 1884. 

Among the 'westerly'promotions ofthe 1840s, the'Scottish Grand Junction Railway' alone ob- 
tained an act. This authorised a reduced version - Loch Lomond-to-Oban, ofthe original scheme, which 
had set outto linkboth Stirling and Glasgow (the latterbythe Loch Lomond steamers) with Oban, Killin 
and theNoilh. The Grand Junction's northern arm went by Rannoch and Loch Ericht tojoin Mitchell's 
route at Dalwhinniel'I. When the Spey-and-Tay line again took shape, the Inverness party wanted no 
'westerly'ties; the Dalwhinnie link or any equivalent - say, by Fort William and the Great Glen, was to be 
discourageP. Inverness likewise resisted proposals for a line fi-om Strathmore by Deeside to Moray, 
by-passing Aberdeen[3]. The Highland Company, once united, sought to establish that the Forres-Perth 
route was Parliament's preferred'optimum'artery, channelling all the traffic ofthe North and giving the 
North East an alternative to the Great North ofScotland Railway. And the Highland directors would not 
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support Hope-Scott ofLoch Shiel and other Lochaber landowners who wanted aFortWilliarn andwest 
coast bmnch from Newtonmorell]. Nfitchell favoured. the Dingwall & Skye Railway, completed to Strome 
Ferryin 1870 and taken overby the I-EgMand Railway ten years later, whereby west coast traffic went by 
Inverness['). 

The Callander & Oban Railway, authorised in 1865, revived the east-west element ofthe Scottish 
Gmnd Junction scheme. The Dunblane, Doune & CallanderRailway, a Scottish Central subsidiary, pro- 
vided the stem. As a western projection of the Scottish Central, the Oban line scarcely touched the 
tm-ritory claimed by the 11igWand Company, save dig Oban might eventually compete with Strome Feny, 
and the Callander & Oban promoters had their own claim to'optimum' status. 

The interests both ofthe Shareholders and ofthe Public make it desirable that (the railway) should be so laid out as to reach as many different points ... as possible, and (it) has been designed with 
that view. It is the shortest practicable route to Edinburgh and the East of Scotland, it traverses 
extensive and important districts ofPerthshire. A shorter route to Glasgow could have been ob- 
tained, but only at the expense ofdepn*vmg that city ... ofcommunication with these ... districts of Perthshire, and of ... increasing the distance from Oban and all other points on the Line to the 
Northern and Eastern Counties[l]. 

The Inverness party secured a far flung regional monopoly. The compact Great North of Scotland 
Railway was not a parallel case. The North British in the South East confined by the Caledonian. ) con- 
ceded through running powers between Newcastle and Edinburgh to the North Eastern Company. Fife 
was dominatedby the Edinbuxgk Perdi &Dundee Railway, which finally merged with theNorth Bfitish; 
this strmgthened the latter but did not end Caledonian attacks. 71be Glasgow & South Western Railway 
was at odds with the Caledonian south-of-Clyde and shared the Carlisle-Stranraer route with the Cal- 
edonian and two English partners, the London & North Western and the Midland. Inverness escaped the 
faction which had divided the Aberdeen interest. Local enterprise, including the Caledonian Bank, to- 
gether with the landed proprietors sustained the careful sequence ofpromotions which made the Highland 
Railway. In Mitchell the Company found an engineer in the Telford tradition, who believed that Telford's 
programme had devolved to the railway promoters. But the Highland Railway had limited resources. 
Year-round ftuffic grew slowly; seasonal peaks boosted revenue yet imposed added costs. Unless chal- 
lenged, the Company was unlikely to encourage marginal branches and feeder lines. Without than, how- 
everg mOnOPOlYwas that much more difficult tojus*. 71he plea of 'optimum routeimplied that additional 
feeders would be developed as soon as possible. 
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In the case ofthe Callander & Oban Railway, which became a client of the Caledonian when the 
Caledonian absorbed the Scottish Cental, the promised'optimurn routewas long awaited. Construc- 
tion halted at Glenoglehead and then at Tyndrum. Oban was not reached until 1880. Feeder lines had 
been planned in the 1860s. Malcolm ofPoltalloch commissioned a survey from Dalmally south by Loch 
Awe; MacLean ofArdgour did likewise for the Linhhe coast north from Connel Ferry to Fort Wilhaml'l. 
In the meantime these projects lanquished. A narrow gauge line from Tyndrum by Glen Coe to Fort 
William was lodged for the parliamentary session 1873-4, but did not proceedM. 

With a routetotheNoithsufficiently'direct' for the 1860s and 1870s, the Highland Railway had a 
uniquely commanding position in country which did not immediately mivite spoiling atta& On the other 
hand water ft-mspolt continued to compete for the Companys trafficM. A'westerly' assault was unlikely 
while the Callander & Oban Railway lay unfnished: there would be no feeder reaching into Lochaber, 
whence the Great Glen led ontemptingly to Invemess. 

The delays which afflicted the Callander & Oban made for talk - ifonly talk, ofreactivating the 
'Mania'schemes for a direct line north from Glasgow. On the Highland Company's eastern flank there 
wasattrition. The Great North ofScotland Railway had a title ofsorts to the territory between Aberdeen 
and Inverness and regarded as interim the agreement ofthe 1850s which had established the 11ighland 
Railway at Elgin and Keith. The two Companies marched uncomfortably from the Moray coast to the 
middle reaches of the Spey. The Great North wanted, if not independent access to Inverness, then 
facilities and running powers. 

In 1882-3 the'Glasgow &North WestemRailway', the first comprehensivewesterly'promofion for 
thirty years, was defeated inParhament. In 18834cametheStmthspey, Strathdon&DeesideRailway, 
coupled with a Great North bill for a Strathspey-to-Invemess cut-off. Ibese pmmotions promised a new 
route ftom Aberdeen to Invemess, with the possibility ofanother cut-off fi-om Strathmore to the Dee 
which would capture additional traffic. Much ofthe Highland Railway's Perth traffic, the core ofthe 
Company's revenue, would be diverted to the new Strathspey cut off. The Great North offeredjoint 
ownership. This, and not an expensive and doubtfully worthwhile Spey-and-Dee fink, was the Aberdeen 
Company's real concernI101. Agitation for a third railhead on the west coast, additional to Strome Ferry 
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and Oban, was a comp icating factor. The Glasgow & North Western promoters promised to make 
Ballachulish a fishing harbour, they pledged to build an Arisaig branch as soon as possibl&I ' 1. And both 
the Glasgow & North Western and the Great North, once at Inverness, would be able to claim a say in 
any scheme in the remote North West. 

The expansionist policy ofthe GreatNorth of'Scotland Company in the 1880s and 1890s fies outwith 
the present study, save that it put pressure on the Highland Railway. The Glasgow & North Western 
scheme is examined more fully later in this Chapter. In self-defence the Highland Company reluctantly 
promoted the Aviernore-to-Inverness cut-off, on the same aligm-nent as the rival Great North promotion. 
Approved in 18 84, the Aviemore line was not completed until 18 98 1111. New branch lines and light 
railways were encouraged, as modest but plausible proofthat the Company recognised the responsibili- 
ties ofmonopoly. There were improvements at Strome Ferry, with arrangements to buoy and light Loch 
Caroni"]. The Far North lines (Bonar Bridge to Wick and Thurso) were finally gathered in, lest any 
invadertriedto assert ajoint inter-eSf 14]. Other defensive possibilities included extension ofthe Dingwall & 
Skye Railway to Kyle ofLochalsh, the terminus originally intended, and pre-emptive occupation ofthe 
Great Glen with an Inverness -Fort William branch. 

The Highland Railway made a virtue ofbeing centred at Invemess, where offices and locomotive 
works contributed to the local economy[1-9. The Callander & Oban Railway, workedby the Caledonian, 
did not offer direct employment on the same scale. But the Callander & Oban should not be seen simply 
as a Caledonian appendage. The Company's pretensions echoed those ofthe Highland Railway, as the 
prospectus shows. Oban and, more genemlly, the western Highlands would be linked advantageously 
with the rest ofScotland. Rail traffic between east and west included livestock wintering and retun-Ang and 
distillery barley fi-om the Meams. There were those who believed that Oban could become a centre for 
imported timber and that bunkering provision, with Fife coal, would =wt Irish and even t-ans-Atlantic 
steamers. But Oban wanted above all a Glasgow connection, and Glasgow - Oban traffic became the 
largest item ofpassenger revenue when the route was completed["). 

The Oban party was dismayed by the Caledonian Company's decision to delay construction beyond 
Tyndrum. In the mid- I 870s Tyndrum was a geneml railhead; coaches ran to Oban, and to B allachulish. 
Oban's discontent can be traced back to the original promotion, when it had been a fine decision whether 
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to go east to Callander and the Scotfish Central Railway or to turn south at Crianlarich. 'Ibe latter implied 
an arrangement with the Forth & Clyde Junction Company and the Edinburgh & Glasgow Company, for 
access to Glasgow via Loch Lomond or Aberfoyle. Amalgamation gave the Scottish Central, and there- 
fore the Callander & Oban, to the Caledonian. Amalgamation also gave the Forth & Clyde Junction, the 
Edinburgh& Glasgow and other lesser fines north-of-Clyde to the North BrifishRailway, which thereaf- 
ter faced the Caledonian on a more equal footing*. The key amalgamations of the 1860s and their 
consequences for the Highlands will receive further attention. It need only be noted here that the existing 
lines to HelensburgN to Balloch and to Strathblane became North British. Any subsequent promotion of 
a'direct' Oban-to Glasgow line was almost certain to involve the North British Company. The risk of 
such a proj ect impelled the Caledonian to resecure the original powers ofthe Callander & Oban and 
complete the route west ofTyndrurnt"]. 

*For simplicity, the companies fully absorbed into the North British Railway are not distinguished fi-om those leased or worked. 

In the 1880sattentiontumed to apossibilityofacut-off. Just as the Aberdeen interest asserted that 
access to Inverness for the Great North ofScodand Railway was in the spirit ofParhament's intentions, so 
it was argued that Parliament did not intend the roundabout route from Glasgow to Oban via Callander to 
be finall"I. That the Callander & Oban Company, Eke the lEghland Company, showed little urgency in the 
matter offeeder lines was another argument. A short branch to Killin was proposed in 18 81 but would 
not open until 1886. By comparisonwith the lEgbland Railway, in possession for nearly twenty years, the 
Callander & Oban might be given benefit ofdoubt and an interval to build up core traffic. The question 
was, with Oban developing rapidly, whether a Glasgow cut-offwas ah-eadyjusfiflable. There were plans 
to extend the Helensburgh fine along the Gareloc% and perhaps to An-ochar on Loch Lon& within twenty 
miles OfCrianlarichl"]. The Strathendrick & Aberfoyle Railway, which continued the Blane Valley line 
and connected with the Forth & Clyde Junction, was opened in 1882, worked by the North British. The 
Aberfoyle Company then promoted an extension by Inversnaid to Cfianlarich, but this was overtaken by 
the grandiose Glasgow & North Western scheme[101. 

The Glasgow &NorthWestern Railwaywas to runby the eastern edge oflx)chLomond, Crianlarich 
and Glen Coe to Fort Williarr4 then by the Great Glen to Inverness["]. It was laid out to intersect the Forth 
& Clyde Junction Railway near Drymen and to make a spur connection with the Callander & Oban 
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Railway atTyndrum. Entryto Glasgow wasbyMilngavie andMaryldll. In Glen Coethelinewas carried 
high on the mountain wall, descending to Loch Leven at the Dog Narrows and doubling back on the 
northern shore. Ballachulish traffic, passenger, slate and fish, was to be ferried to Callart. The relatively 
easy sections, between Glasgow and Loch Lomond and through the Great Glen, would be finished first, 
encouraging Glasgow "residential"use at the southern end ofthe route and giving Lochaber a rail fink with 
Inverness at the northern end. 'Ibe exacting central section between Glen Falloch and Glen Coe would be 
added later. The Highland Railway and the Caledonian were alike threatened. The new route to the North 
would be at least thirty miles shorter than the Perth-Forres-Invemess trunk line. Strome Ferry was some 
270 miles from Glasgow. With a new railhead west ofFort William, the distance fi-om the coast to the 
Central Belt might be reduced to 140 miles. Ballachulish was unlikely to rival Oban as a fishing port, but 
at Ballachulish, Con-an Ferry and Fort William the Glasgow & North Western would capture much ofthe 
traffic which David MacBrayne's steamers carried to Oban. The Tyndrum spur would divert Glasgow - 
Oban traffic to the'direct'Loch Lomond line. 

The Glasgow &North Western scheme has received little attention. Popularhistories assume that it 
was welcomed ifnot inspired by the North British Company and treat it as the precursor ofthe West 
Highland Railway[111. There is no doubt that the Highland Company and the Caledonian made common 
cause to defeat the Glasgow & North Westem. Ibat they did not maintain the same united opposition to 
the West Highland scheme partly explains why the latter succeeded. But the North British directors did 
not offer the Glasgow & North Western the support which they later offered the West Highland. In 
particular, they refused the promoters' request for a guaranteeP]. 

The fht dmft ofthe Glasgow & North Westem Bill, inviting support from the Scottish Companies 
generally and fi-om, English Companies handling Scottish traffic, was pared down to a clause empowering 
the North British both to work and to guarantee the new railway. Andrew Dougall, Secretary and Gen- 
eral Manager ofthe 11igWand Railway, pressed John Walker, Geneml Manager ofthe North British, not 
to imperil "friendly relatior&'at Perth, where the North British, as successor to the EdinburghPerth & 
Dundee Railway, exchanged traffic with the Hig (24] hlandCompany Walker complained that thelEghland 
Railway was in thrall to the Caledonian, which had absorbed both the Scottish Central Company and the 
Scottish North Eastern. For access to Perth over Caledonian (fonnerly Scottish North Eastern) tuck, the 
11ighland Railway paid toll; it was an open secret that the toll would be waived as long as the Caledonian 
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and the Caledonian's Englishpartner, the London &NorthWestem, were favoured in respect ofthrough 
traffic. This disadvantaged the North British and the English Companies allied to the North British - the 
Great Northern, North Eastern and Midland Railways. 

Ifthe Agreement of 1866 had not been entered into..; ifthe Highland Railway had been as open to 
us as to the Caledonian and the traffic ofboth treated impartially then we should not have counten- 
anced any Line competing with yours. (I) cannot understand why (the Highland) Company 
should, for the sake ofE5,000 a year, sacrifice its independenc6l']. 

Although Walker assured Dougall that the North British did not stand behind the Glasgow & North 
Western, he also warned that "you cannot expect us to reject an independent route to Inverness when it 
is presented to ug'1111. At the very least Walker hoped to extract better faciEfies at Perth. Much was made, 
when the Glasgow & North Western B ill came to Parliament o fthe mJusfice and miconvemence which the 
North British encountered there. Relations were stained. Sir James Falshaw, chairman ofthe North 
British, feared that he would be unable to continue as a Highland director[III. However, in June, 1883, 
after the Glasgow & North Western Bill had been rejected, the two Companies renewed their Perth 
traffic agreernenPl. 

The Glasgow &North Westempromoters certainly calculated that their schemewould reorderAnglo- 
Scottish traffic partnerships; and the I-Eghland Railway, handling English traffic by all existing routes, had 
most to lose. There were hints that the Midland Railway, which had much influence over the Glasgow & 
South Western and some influence over theNorth British, was well-disposed to the new route; these hints 
grew when the promoters announced that the Glasgow & South Western Company would accommo- 
date them at Glasgow St. Enoch. The North British was ready to resist proposals for a direct connection 
between the Glasgow & North Western and the Caledonian main line to Carlisle. The London & North 
Western Railway, the Great Northern and the North Eastern all wanted safeguards, should either the 
Caledonian or the North British take up the Glasgow & North Western scheme. As for internal Scottish 
traffic, although the 11ighland Railway's tvaty with the Caledonian held firm, it was not impossible thl the 
promoters would win Caledonian support, at least in so far as would protect the Callander & Oban 
Company. The North British Company might or might not seize the offer of a'westerly'route to Fort 
William and Inverness. The offer ofa. Loch Lomond route to Oban was likely to be more attractive, and 
the Caledonian, in selfdefence, was bound to demand at leastjoint control ofthe new line in respect of 
Oban traffic. Oban apart, the Glasgow & North Western offered the Caledonian a foothold in North 
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British territory northm-of-Clyde. As a precaution, Walker mislisted that the promoters delete the southemmost 
portion oftheirroute (Maxyhill-to-Drymen) and settle for access to Glasgow viaBalloch andDumbarton, 
at this date securely North British. Negotiations were complicated by the need to allow for increasing 
traffic on the Glasgow, City & District Railway, anotherNorth British subsidiary, and by the impending 
partition ofthe City ofGlasgowUnion Railway between theNorth British Company and the Glasgow& 
SouthWesternml. 

The promoters argued that their scheme must be achieved in its entirety (though perhaps in stages) if 
the Highlands were to be best served. In fact they sought such support as could be found. Pending a 
worldng agreement theNorth Britishwas offered running powers to Tyndrum, ostensibly in return for use 
ofGlasgow Queen Street. This suggests that the promoters were more hopeful ofernbroiling Caledonian 
and North British over the cut off route to Oban than of inveigling one or the other to support new 
construction to Fort William and Inverness. The Highland Company might have been persuaded to 
endorse the Great Glen section, so that Fort William became another Perth, where the Highland shared 
through traffic with the Caledonian or the North British, while Inverness remained inviolate. But in that 
case the Great North ofScotland Company was sure to demand through facilities to Fort William, Oban 
and Glasgow via the Great Glen. The Highland Railway might hold the southern Companies at Fort 
William, only to see Inverness fall to a flank attack When the Glasgow & North Western Bill faced defmt 
in late May, 18 83, the promoters entered a special plea that the Commons Committee reconsider a 
modified scheme "from Fort William down to Tyndrum, and to (Ardlui), just at the head ofLoch Lo- 
mond! '. Ifthe Fort Williarn fine was approved, an "extension to Arisaig"would be lodged for the following 
parliamentary session[101. This was a clear appeal to the Caledonian Railway: the Callander & Oban 
Company would acquire a Loch Lomond branch, a feeder line to Lochaber and a second railhead on the 
west coast, all tributary to the Caledonian. But the promoters may well have calculated on North British 
intervention: with a link line fi-orn B alloch or Helensburgh to Ardlui, the North British could claim a share 
of0ban, Fort William and Arisaig traffic over the reduced Glasgow & North Western. 

In short, the Glasgow & North Western was not simply a stalking horse for the North British. It was 
a speculative "contractod line! ', setting Company against Company. But it taught lessons to those who, 
some five years later, successfiffly promoted the West Highland Railway. A simultaneous assault on Inver- 
ness and Oban was likely to fail. Any latter-daywesterly' scheme would have to stress local needs and 
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local endeavour, as the Highland Company and the Callander & Oban had done. Parliament might heed 
the plea that these established Companies were neglecting their duty to the western Highlands; but Parlia- 
ment had to be persuaded that there was sufficient t-affic for a newcomer, and an intrusive"contractors' 
line'would always suggest piracy. The Caledonian Company or the North British had to be committed 
before any bill was lodged; it was not enough to gamble on cajoling or ensnaring them as the bill went 
forward. Moreover, ifinverness was not the target, neither the Caledonian nor the North British would 
readily embrace a Fort William line for its own sake. But there was every chance ofengaging the Caledon- 
ian in a general scheme ifthat scheme protected Oban and gave the Caledonian new opportunities north- 
of-Clyde. And the North British was likely to respond to any project which offered some share of0ban 
traffic and reinforcedNorth British control ofDunbartonshire and Loch Lomond. 

Thomas Waldron-Smith, engineerofthe Glasgow &North Western Railway, was attacked on sev- 
eral counts - underestimating costs, relying on a hasty and incomplete survey and paying no attention to 
amenity. These charges were exaggerated. But the very boldness ofWaldron-Smith's plans made for 
controversy. His line ran the entire length ofLoch Lomond and carved uncompromising and all too visible 
terraces in Glen Falloch, in Glen Coe and along Loch Ness. He drew on Scandinavian and Swiss 
experience, and it is striking that the Commons Committee seemed unimpressed; there was facile but 
effective criticism ofhis proposed avalanche shelters in Glen Coe, as if such provision proved that the 
project was irresponsible. By contrast, Charles Forman's West Highland Railway would be presented as 
tightly costed and engineered to the grain ofthe country. A deviation on upper Loch Lomond, making the 
line less obtrusive, was readily conceded. In avoiding Glen Coe the West Highland promoters would 
avoid the controversy which beset the Glasgow & North Western. Forman on the whole escaped the 
Parliamentary scrutiny which Waldron-Smith experienced. 1be detour across Rannoch Moor would be 
questioned, but not on engineering grounds. Waldron-Smith was an outsider and the agent ofoutsiders, 
who did not themselves appear before the Commons Committee. Great proprietors, including the Duke 
ofMontrose, the Marquess ofBreadalbane and Lord Lovat, had not been won over. Forman was well- 
known- His Preliminary report promised economy in construction and a modest but micreasing traffic. He 
had the active support, or at least the forbearance, ofevery large landowner along the West Highland line 
to Fort William; and his estimates were endorsed by contractors who, though partisan, had their own 
interests to safeguard and stood apart fi-orn the promoters. These issues are discussed more fully in 
Chapter 3. 
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The Glasgow&NordiWestemRailwaywouldhave developed Glasgow'ýresidenfiar'traffictoBalý 
andRowanlemmMieWestlEgWmdpromoterscomtedm6Yesidentiar'busmessnoithfromHelemburgb, 
along the Gareloch and Loch Long. BetweenTyndrum and Inverness, the Glasgow &North Western 
featured concentratim points, where the traffic ofscattered communities, could be gathered - Ballachulish 
for Appin and Duror, Con-an Ferry for Ardgour and Moidart, Gairlochy for Spean Bridge.. - Until the 
Arisaig branch was added, herring fi-orn Loch Hourn would be carted to Invergarry. Cattle and sheep 
'-walked' from Skye and from the far North West would be intercepted at Fort Augustus. The West 
Highland promoters used a similarpresentation, and some ofthe same material, adapted to theirRannoch- 
and-Spean route. All this recalled the old theme of 'optimum route', calculated to show that the West 
11ighland Railway could live offthe country without robbing the I-1ighland Company or the Callander & 
Oban. The Glasgow & North Western promoters argued that exchange oftraffic at Inverness and at 
Tyndrum, together with the general stimulus to railway business which the new line must bring, would 
benefit rather than damage the two established Companies. The West Highland promoters necessarily 
echoed this argument in respect oftheirproposed connectionwith the Callander & Oban line at Crianlarich. 
And they pledged to continue the West Highland route to the coast at Roshven - in effect the Arisaig 
feeder appended to the Glasgow & North Western. 

Chapter 3 explores these parallels. Among the Foil William and Lochaber figures who brought the 
West Highland scheme to ftuition, having first supported the Glasgow & North Westerl`4 were disfiller, 
Donald P. MacDonald, solicitor, Nigel B. MacKenzie, and landowners, Lord Abinger and Cameron of 
LocHel. There were others. Waldron-Smith consulted George Malcolm ofInvergany, an influential spokes- 
man for the landed interest: M]. Malcolm acted for Lord Burton, sporting tenant of Glen Quoich; the 
Midland Railway's alleged enthusiasm for the Glasgow & North Western was in some measure Burton's 
enthusiasmPI). In the 1860s MacDonald, Abinger and Lochiel had backed the proposed Newtonmore- 
to-Fort William line; the two proprietors had offered a year's rental in a vain attempt to engage the 
Higifland Railwayý111. For the Glasgow & North Western promotion, MacDonald, who was also a tenant 
farmer, compiled elabomte tables offivestock-1111. MacKenzie spoke for Lochiel, who was serving on the 
Napier Commission and could not attend the Commons Committed"]. Unlike other landowners, Abinger 
knew something ofthe promoters and appealed to City investors on their behalf'61. 

Thepromoters admittedthat theirprojectwas speculative. But as parliamentaxy counsel put it "con- 
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tractors' linee'could be good or bad. They would bring a tunk railway through a neglected region and 
add a branch line to aid the croffing and fishing communties ofthe West 

(It) will prove ofmore advantage to ... an exceedingly suffering population ... than any amount 
either ofernigation or eleemosynary reliefcould bestow, even were it provided by the country at 
large... [37] 

The established Companies were laggard and must be coaxed or coerced. Landowners hard hit by the 
Depression must be helped to help themselves. State intervention was not desirable. Private enterprise, in 
the form ofa legitimate "contractorsline, would provide the necessary stimulus. Counsel ren-dnded the 
Committee that even unscrupulous promotions C'sheer swindles and mbberiee ) often turned out "an 
unmixed benefit to the district that they pass through, and to the (whole) country afterwarde'. The 
Glasgow & North Western was above board. The promoters were '"gentlemen who venture to think that 
property invested in ... Scotch railways is ... more secure than investments in foreign bondg'I"3. 

The lEgbland Company saw only an in-esponsible, destabilising prornofion. 

Edwin Gerard, James Jarvis, Robert Read and James Wilkinson are (prospective) Directors ofthe (new) Company... (Ibeir) Preamble recites that these persons "with others, are willing, at their 
own expense, to construct the ... Railwayg"but ... no "others! can be shown to exist who are either 
willingorable ... to carry out the... undertaking ... while the persons named are wholly unable to 
do so. James Jarvis and James Wilkinson are Contractors... (Edwin) Gerard... is (an) American 
Agent, and Robert Read is ... the Secretary ofthe Somerset & Dorset Railway.. . None ofthese 
gentlemen are (sic) owners of ... any lands or property on the line.., nor have they any ... interests 
ofany kind in Scodand[191. 

Other opponents kept up the attack. 
The persons named in the Bill ... have no interest pecuniary or otherwise, in the district... They 
seek to raise no less than E2,800,000 by shares and bon-owing, while they estimate the cost ofthe Railway.. . at E1,526,166 13 4, thus asking to be entrusted with power to raise no less than fl, 273,000 for undefined purposes[IO). 

In this climate, the Commons Committee perhaps paid more attention than usual to routine obi ections - 
thl Waldron-Smith's estimates were insufficient or tha the promoters had borrowed theirparliamentary 
deposit. But landed opposition was telling. Not only the great Highland landlords but owners on the 
northern edge ofGlasgow were adverse. Tbough some ofthe hostile petitions were tactical, with an eye 
both to compensation and to new feuing, the overall effect was to undermine the Glasgow & North 
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Westemscheme. In 1888-9 the West I-1ighland promoters would present their project as a "bona fide 
landowners'lind'1411. In 1882-3 the Glasgow& North Western promoters seem to have lacked the skill, 
or the time, to placate those landowners who might have been won over. George Malcolm was factor for 
the Ellice family at Invergairy; Lord Burton was their tenant. But the Ellice Trustees submitted that the line 
was premature and would damage their amenity. And Lord Abinger, who served on the Caledonian 
Canal Commission, was unable to prevent a petition fi-orn his fellow Commissioners, rmiinding Parlia- 
ment that railway competition might make the Canal even more dependent on state subsidy. 

IheNorth British Railway, theForth & ClydeJunction andthe Strathendrick &Aberfoyle all lodged 
$petitions against', whereby the North British Company sought to impose their own terms on the Glas- 
gow & North Western. In 18 8 8-9 the North British would behave very differently, first reaching an 
understanding with the West Highland promoters and then affecting to remain in the background when the 
West Highland Bill mn its parliamentary course. The Strathendrick & Aberfoyle Company asserted a 
prior right to build on to Crianlafich, but the Company's Crianlarich Bill was withdmwn, leaving the field 
to the Glasgow & North Western. All this suggests that the North British expected to secure access to 
Oban, by one means or another. As for the charge that the North British backed the Glasgow & North 
Western scheme in its entirety but chose to dissemble, the verdict must be 'not proven'. There is the 
Dougall-Walker con-espondence. There is evidence ofongoing but unsuccessfid negotiations while the 
Glasgow & North Westem Bill was before Parliament. 1bere is Samuel Mason, sometime Geneml 
Manager ofthe North British Railway, who testified on behalfofthe promoters and possessed, as might 
be expected, an intimate knowledge ofthe rivalry between the Caledonian Company and the North 
British. Masonwas aplausible go-between. He was, on his own admission, something ofa professional 
witness for would-be promoters("]. That the Secretary ofthe Somerset & Dorset Company was in- 
volved, however tenuously, with the Glasgow & North Westem suggests, once again, that the Midland 
Railway had taken some part; for the Somerset & Dorset had Midland affiliations. This need not mean 
that the Midland Company and the North British were in collusion. However, the North British was not 
unwilling to play offthe Midland against the Great Northern and the North Eastern, in respect ofAnglo- 
Scotfishtmffic. 

To combat the Glasgow & Nordi Western, the I-EgIfland Railway and the Callander & Oban Railway 
cra, fted a defence which would be refined and repeated when other attacks had to be faced. The two 
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Companies had pioneered railway development in the Scottishl-Iigblands, offering'optirnum'routes to 
I 

open up the country. Parliament had recognised this, at least by implication, and had a duty to protect 
them frx)mpredators who hopedto dmw offiraffic which had been patiently built up: 'optimurn'routes 
were, by definition, not the most direct routes, and Parliament had a particular duty to sautinise cut-off 
promotions which gave a colour ofpublic interest to speculative and spoiling VentureS[43]. 

TheDuke ofSutherland testified that he had sunkf355,000 in the FarNorth lines andfl. 00,000 inthe 
Highland Railway proper. His personal liability was El 60,000. He did not look for direct returns. The 47-- 
community at large and his own estates would benefit indirectly. 

I amnot afinancier, orI shouldnothave spent so much.. (0 should certainly not have made these large outlays had I not ... been convinced that no one ... would make a competing line, and had I 
not supposed that we should be protected from any speculation ofthat sort[]. 

T. C. Bruce M. P., deputy chairman ofthe Highland Railway, submitted that the Glasgow & North 
WestemRailwaywould destroyhis Company's small margin ofprofit and"preventus carrying out any 
further extensiorf '. Parliament should not heed "London speculators7'. Ibe I-Eghland Railway had been 
made by'ýrnen ofcredit and the gentry in the Ifighland§". whose sacrifice should be applauded. 

(1hey) not only constructed the lines, but ... not having, even with their contributions, money enough to complete them at first, in order to avoid financing... undertook very large liabilities ... which advances have been repaid as the capital was issued..; and the result ... is that ... these fines were constructed as cheaply as ... possible..; the contractors were paid ... in cash, and there was no financing.. [45] 
. 

The Callander & Oban Company, with solid assistance from the Caledonian and the London & North 
Western, could not make such an emphatic plea ofsacrifice. But local endeavour was still the key note, 
as inBreadalbane's submissiom 

Your Petitioner has taken an active interest in providing ... for those residing upon or in the neigh- bourhood ofhis estates by the encoumgement ofcoasting steamers; by having steamers placed on the lakes.. ; and especially by aiding in the fonnation ofthe Callander & Oban Railway (which) 
was commenced.. . by 13 9 gentlemen interested in the district, and after much trouble and delay 
was ... openedin1880. ... Your Petitioner not only accepted payment for almost all the land taken 
... in shares but also subscribed largely for sharesl4q. 
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71be Liberal Goverrment of 1880-5 appointed theNapier Commission CRoyal Commission ofIn- 
quiry into the conditions ofthe Crofters and Cottars in the Highlands and Islands ofScotland! ) in March, 
1883. The Napier Report was published on 28 April 18841411. The Commissioners asserted that the 
Highlands needed1mProved communication by postý telegraph, roads, steam vessels and railways". In 
the Highland context the militmy roads, the parliamentary roads and the Caledonian Canal were solid 
precedents for state assistance. 

West coast fish curers lacked the facilities taken for granted on the east coast and were "entitled in 
common fairness to call on the Government to rectify this inequality". 71be telegraph network excluded 
parts ofSutherland, Bann, much ofLewis and outlying islands in Orkney and Shetland, despite earlier 
proposals that the systmn be completed with support fi-om. the Herring Brand Fund. The Post Office! s rule 
dig mail and telegraph extensions should pay for themselves was unjust. 

(A) department.:. yihých has studied the convenience of ... urban districts... should now use its 
powers ... to anticipate the wants, and advance the ... welfare of those who suffer under the discopragements ofdistance and dispersion. The post-office monopoly would thusjus* its pre- rogativeý and its gains. 

To the theme ofequity was added the theme ofmfional efficiency. War Office returns were quoted to 
demonstr&, the continuing contribution ofthe I-Eghlands and Islands to the Volunteers and to the Regular 
An, ny. Poor refiefexpenditure ofthe 1860s and 1870s was detailed, implying that these sums could be 
deployed to better purpose. Development ofthe west coast fishery would feed the great cities and lessen 
Britain! s dependence on imports: any subsidy for steamers and railways to serve the fishery would soon 
pay for itself. CMe possible loss to the public exchequer would be small; the link between the toiler ofthe 
sea and the toiler ofthe town would be profitable to both! ) The resources and latent enterprise ofthe 
11ighlands would be enhanced by links with'ýhe great centre ofconsumpflon and industr/'. 

A direct mail service from Strome Ferry to Stornoway should replace the roundabout route via Skye 
and Lochmaddy. Pending the promotion ofnew railways, the mail steamers based on the existing railheads 
at Strome and Oban should be given sufficient support to operate daily. Leading lights in Loch Carron 
would make Strome a safe poll ofcall all year round. 7he Dingwall & Skye Railway might be extended 
to Kylealdn (i. e. Kyle ofLochalsh), connecting with "a cheap narrow gauge line through Skye! '. Another 
narrow gauge line was needed in Lewis. There was a clear need for a third mainland railhead "at some 
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centalpoint ontliewest ofhlvemess-shire'. It was regrettable that Parliament had r6ected the Glasgow 
& North Westem, Railway, which had promised abranch "fi-orn Fort William to the sea, nearthe head 
[moutli? ] ofl.. ochNevig". 

Subsidy for new construction aH the way to the west coast fi-om Dalwhinnie orNewtonmore on the 
I-lighland Railway or fi-orn Tyndrum or Comel Ferry on the Callander & Oban Railway was not to be 

expected. But state support for the thirty or forty miles between Fort William and the sea ought to be 
considered. 

0 ion) from some point on the present fines ... would involve abranch ofabout eighty miles... Pf, h=everý the railýv# was brouglit to Fort William, the distance would be reduced by more than 
14n... )totheunaided jy (Left one half The branch line, at all events in the first instance would not ý efforts ofthe railway companies, it might be indefinitely postponed... hnder these circumstances 

... Government.. onbehalfofapqople crippled ... by the stubborn features ofnature, and ... inthe interests ofan industry ofmfional hiiportance as a source offood.., might step in (with) subsidy to 
some existing company or to some company to be formed hereafter. 

Tlius, on the inducanent ofgovenunent assistance to continue to the west coast the Higbland Railway 
might revive Hope-Scotfs scheme for a line by Laggan into Lochaber, or the Callander & Oban Railway 

0 nu e plans for a Fort William fink, via Glen Coe or from Comel Ferry. 

But the Commissioners had taken note ofthe Glasgow & North Western scheme. There was the 
possibihty C'some company to be formed hm=fterl) ofnew construction north from Loch Lomond via 
Glen Coe to Fort William, with a subsidised extension to the sea. And they had the submission ofA. G. 
Monison ofBfidge ofAlIan, solicitor and agent (at Stirling) for the Railway Clearing House. 

To develop fully the fishing industry and give regular employment ... to the fishermen north of... Ardnarnuichari it is ab solui(ely necessary to have a raihyaý ... nearerthm ... Oban or Strome Ferry. 00 the Proprietors... would promote ... aline ... to Arisýig or Mallaig Bay ... subscribiný to the extent ofa, yeds rent paripassuý.. there is little doubt but what certain Scotch and English Railways would ... come forwkd to assist.. . 111) 
From Fort William to Arisaig orMallaigthe line defineditselý andthebestlink fromthe South, cheapening 
construction and thereby allowing landowners to claim that they had funded a larger fraction ofthe cost 
ran from Aberfoyle and across Rannoch Moor to Lochaber. Glen Coe should be avoided. Morrison had 
offered a similar plan to the Scottish Fishery Board in 1878.1111 He had prepared a well-researched 
review ofthe main proprietors along the route and in the islands. They mustý he misistecL take the leA by 
giving land and subscribing to the limit oftheir ability, which would satisfy Parliament that theirs was "a 
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patriotic as well as an interested vieVIIII. 

Ireland, where conditions invited comparisonwith thewesternHighlands and Islands ofScotland, had 
amodest 1,500 route miles ofrailway(5'3" gauge)bythe 1860slIll. ButIrelandwas different- No duty 
was levied on passenger fares. Regional monopoly and amalgamation, long controversial in mainland 
Britain, were accepted and even encouraged. The Public Works Commissioners had advanced more 
than E2,3 00,000 in loans. Some fl, 200,000 had been repayed; but to do so the Irish Companies had 
bon-owed elsewhere. There was no escape from indebtedness without further assistance from the state. 

(1he) Irish railways have been constructecL to agreat extent, bymeans of loans... The Govern- 
ment,.. having lent the money ... and having been repaid large sums, the repayment ofwhich... compe led the copipanies to borrow.., it was not ... unreasonable to allow them, as a temporary loan, a portion ofthe money they had (repaid). P] 

These"temporary loans" soon reached fl, 500,000, at 4% or 5%, for between thirteen and twenty 
years. 

The Devonshire Commission (1864-5) addressed the possibility ofstate purchase. In Ireland this was 
feasible. The notional capital value ofthe main Irish Companies was a small fraction ofthe overall capital 
value ofrailways in the United Kingdom. And Irish opinion held that purchase was the logical conclusion 
ofa policy which had been "paternal"fi-orn the outset. The Commissiorfs majority findings rejected 
purchase but recommended amalgamations, with Treasury support on condition that the economies of 
amalgamatiuon were seriously pursued. The campaign for outright state ownership continued. The thirty 
nine owning Companies of 1865 were subsequently reduced to nineteen; but in 1885 there were still 
twenty working Companies for a network now grown to 2,600 route miles (excluding fight lines). By 
comparisor4 late Victorian Scotland had five main Companies, and the combined mileage ofthe two 
largest (North British Railway and Caledonian Railway) approached the Irish total. Irish M. P. s argued 
that public credit must be brought wholeheartedly into play. With Treasury Guarantees, the Companies 
could contain their chronic debts, reduce their charges, reform their management and o ffer the ordinary 
shareholders some prospect ofdividends. Existing shareholders would have an assured 3% and their 
shares would trade readily. Native enterprise would be set free. Traffic and revenue would increase. 
Ireland would gladly bear the taxes which serviced the Guarantees. 
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(We) s ly asked the rich and flourishing country to give the aid oftheir credit to the poor and b2trXcountry, to do nothing more ... than to extend the same assistance to Ireland as to N 
Canada. P] 

Ireland! s West and South West were badly served. Their fishery lacked railheads or relied on routes 
where two or three quarrelsome Companies gave scant attention to through traffic. Tramways Acts, 
which secured an additional 600 route miles in the 1880s and 1890s, were a partial remedy. This was 
largely narrow gauge. The burden ofguaranteeing an aggregate capital ofmore than f 1,000,000 fell on 
the Irish local authorities. There was Treasury support, usually a 2% Guarantee; but this became available 
only when an approved fine opened for traffic. 1be baronies and counties had to pledge up to 5% during 
the period ofconstruction. Proprietors, including absentee proprietors, chose the schemes; the increased 
cess was carried by their tenants. 

TheReportofthe Commission onIrishPublic Works (AllportReport) in 1888 identified several 
weaknesses in the established methods ofpromoting secondary lines and tramways. When schemes 
fOed on technical detail, the only remedy was a specific Act ofParliament. Central government scrutiny 
prevented local authorities from assuming impossible burdens but also frustrated worthwhile projects. 
Local authorities were bound to complete and operate lines on which the promoters had defaulted. 
Guaranteed capital was often exhausted before traffic could begin. Those who took up guaranteed shares 
had no real stake in the districts to be served - indeed it was sometimes to their advantage that trains did 
not run at all. Where the Public Works Commissioners gave a loan, they might eventually foreclose; 
thereafter they had to cajole an established Company to step in. On one occasion the Commissioners 
auctioned the whole property and, with no takers, wrote it offas a bad debt, while the county seized the 
track and plant in lieu ofcess. 

The Report recommended that Treasury assistance be direct and take immediate effect. Treasury 
Guarantees at 3% might coverboth construction costs and operating costs. Local contributions might be 
flexible, up to the equivalent ofa 6d rate, subsidising worldng expenses or diluting the Treasurys obliga- 
tion. Existing Companies should identify the contdbutory traffic generated by lines which enjoyed subsidy. 
Ifthe receipts allowed, 5 0% ofany surplus income should become a sinIdng fund fi-om which both the 
Treasury and the local authorities could be recompensed. 

Underthe ensuing Light Railways (Ireland) Acts of 1889 and 1893, the Lord-Lieutenant was em- 
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powered to approve lines which he considered likely to aid the fishery or other enterprise. Such lines 
would be given either a Treasury Guarantee or a firee grant. Ihe Conservative Government of 1886-92 
admitted that this was a "new departur6", justified "really and solely in the poverty ofthe districts with 
which we have to deal"P']. The Railway (Ireland) Act, 1890 offered the larger Irish Companies free 
grants to develop fight railways. The Transfer ofRailways (Ireland) Act 1890, authorised them to issue 
shares and debentures guaranteed by the baronies, to expedite the construction offight lines. The Tram- 
ways (Ireland) Act 1895, allowed the Treasury to redeem baronial guarantees ofearlier date. A cumber- 
some restriction remained, in that the board ofWorks was bound to assess each and every scheme, 
which made for competing and blocking promotions. These guidelines and provisions were consolidated 
and, where necessary, improved in the definitive Railways (Ireland) Act of 1896. Treasury assistance 
became available to any Company undertaking a scheme approved by the Lord-Lieutenant, and this 
might include assistance for connecting coach and steamer services. Proprietors and local bodies were 
required to give land and general support. Baronial guarantees might be added. Up to E50,000, or half 
the cost ofconstruction, could be advanced in each case. The Treasury had discretion to make a larger 
contribution in the congested districts. Treasury grants under the 1896 Act came to almost f. 2,000,000. 
3% Treasury Guarantees amounted to FA, 000 annually, with the baronies covering E250,000. The Irish 
network gained 300 route miles, about 100 miles being narrow gauge. 

In the 1880s and 1890s it was regularly claimed that the Scottish Highlands and Islands were owed 
the same consideration as Ireland, not least in the matter ofencouraging further railway development. 
Those who denied that there were idenfical'land'pmblerns nevertheless inclined to agree that Scodand! s 
crofter-fishermen had been more patient and long-suffering than the Irish tenantry and deserved at least 
equal attendont"I. Meanwhile the NapierRepott was selectively turned into policy via the Crofters Com- 
mission and other innovations["]. But a new railhead on the west coast was lacking. A railway to Fort 
William might not be a paying proposition, but there was the possibility that an extension to the coast 
bringing contributory traffic, would be funded in part by the state. On the other hand, there might be a 
better case for new lines in the remote North West cross-country branches fi-orn the Highland Railways 
Dingwall & Skye mute or from the same Companys FarNorth mute. These lines might be longer than 
the Fort Williarn-to-Arisaig line tentatively identified in the Reportý and they might need a larger subsidy-, 
but they did not have to await the prior promotion, by private enterprise, ofa connecting line to the South. 
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'Me Napier Commissioners did not enlarge on options north ofStrome Ferry or south of0ban, but they 
helped to stimulate the promotion of"west coast railways! 'presented to Parliament as adjuncts ofgovem- 
ment strategy. 71he Clyde, Ardrishaig & Crinan Railway (18 86-7) did not bid for subsidy, but the promot- 
ers claimed that it would be cheap and lightly constructed, opening up Argyll more thoroughly than the 
Callander & Oban mute and serving the fishermen ofLoch Fyne and the southern Hebrides. The sup- 
porters ofthe West Highland line to Fort William and Roshven (188 8-9) likewise promised cheap but 
sturdy construction, following the he ofthe land. In the fast version ofthis scheme, subsidy was sought for 
the thirty miles fi-orn Fort William to the sea; and, without subsidy, the fate ofFort William - Roshven line, 
postponed in 1889, was uncertain. Considered as a'Napier'promotion, the West Highland Railway had 
a rival in the Garve & Ullapool Railway (1889-90), an off-shoot ofthe Dingwall & Skye fine. 

0. Chapter 3 explores these pmj ects, giving pride ofplace to the West I-Eghland Railway. But the latter 
day pmrnotions in the western I-Eghlands cannot be understood without additional discussion ofScottish 
and Anglo-Scottish rail tmffic in the twenty years after the key amalgamations ofthe 1860s. 

ConsolidationofthelligbIandRailway (I 865)has alreadybeen noted, togetherwiththe absorption of 
the Edinburgh, Perth & Dundee Railway into the North British (1862). Take-over ofthe Edinburgh & 
Glasgow Company by the Caledonian was all but achieved in 1854 and pursued intermittently thermfter. 
Ibis Promised Caledonian domination ofthe Central Belt, with the North British confined to the Borders, 
Lothian and Fife. In 18 65 the North British faced down Caledonian opposition and amalgamated with the 
Edinburgh & Glasgow. Now established in Lanarkshire and Dunbartonshire, the North British became 
the largest Scottish Company. But this victory was offset when, that same year, the Caledonian absorbed 
the Scottish Central Railway, securing the ftm* route by Stirling and Perth to the North. Caledonian and 
North British would remain embattled - unless, as was briefly in prospect in 187 1, the two Companies 
became one[171. 

Iberewere, ofnecessity, safeguards for Caledoniantraffic north from Edinburgh which ran onNorth 
British (previously Edinburgh & Glasgow) track to Larbert. There were likewise safeguards for North 
British through traffic over the Caledonian (previously Scottish Central) via Stirling and Perth, pending 
completion ofthe'Bridges Route'. TheForthBridge andtheTayBidge, withvmious additions and cut- 
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offs would give the North British an independent main line to the North. East Coast Anglo-Scottish traffic 
also ranvia, Stirling, as didMidland Anglo-Scottish traffic after 1876, when the MidlandRailway reached 
CarlisVIII. North ofPe: rth, the Ilighland Railway welcomed business from all-comers, but was obliged to 
favour the Caledonian and the London & North Western. (Above) The Callander & Oban route was 
similarly thirled to the West Coast partners; the Caledonian was in control and the London & North 
Western contributed E50,000 ofcapital[191. 'Ibe reciprocal provisions of 1865 extended to Callander, for 
the Dunblane and Callander branch was originally Scottish Cenft-al. The Caledonian took East Coast and 
Midland traffic to and fi-om Oban but discffininated against North British traffic west ofCallander. In 
1866 the Caledonian took over the ScottishNorth Eastern Railway, recalling how the original Caledonian 
scheme and allied promotions in the 1840s had aimed at a unified trunk line fi-om Carlisle to Aberdeen. 
North British interests and the interests ofthe East Coast and Midland partnerships were protected. The 
Caledonian andNorth British becamejoint owners ofthe Dundee& Arbroath Railway, theNorth British 
continued independently to Montrose (Kinnaber), with running powers over the Caledonian (previously 
Scottish North Eastern) onto Aberdeen[101. 

Though tile conflict between Caledonian and North British turned into an enduringtruce after 1891, as 
subsequent Chapters show, mutual suspicion died hard. At the tum ofthe century, the Manchester, 
Newcastle & Glasgow pmmofion (Above) revived North British fears that the Caledonian would invade 
the Borders. And the Caledonian h ad tried unsuccessfully to invade North British Fife, besides penetrat- 
ing North British Dunbartonshire. The North British threatened the Caledonian by seeking a new route 
between Glasgow and Carlisle. Amalgamation ofthe Glasgow & South Western and the North British 
would secure the desired route, and Caledonian probing into Ayrshire was not unlikely to drive the 
Glasgow & South Western towards theNorth British. But the Caledonian argued forjoint control, along 
with the North British-, after hard fought parliamentary contests, the Glasgow & South Western remained 
its own master. 

The Caledonian contemplated a supplementary line fi-orn Carstairs to Falkirk, reducing the need for 
running powers over the North British. The Stirling & Western District promotion offered the North 
British anew entry to Stirling, independent ofthe Caledonian. The proposed fine from Dundee to Stanley 
wouldhave given the Highland Railway anew outletviatheNorthBritish Bridges Route, while bringing 
the North British into Caledonian Strathmore. Rivalry and competition was taken for granted by all 
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would-be promoters - the Kirkcaldy folk who wanted the Caledonian to break North British control of 
Fife, the Ayr traders who set Caledonian against Glasgow & South Western, the Dundonians who sought 
to redirect the Highland Company's traffic. Had Caledonian and North British come together, surely 
wasteful manoeuvering and duplication would have been reduced? The three lesser Companies, High- 
land, Glasgow & South Westem and Great North of Scotland, each left to a safe regional monopoly, 
might have been gathered in one by one, to an all-Scotland Company, truly the Caledonian (or truly the 
North British). Instead they were caught between, but also able to play off, the two larger Companies. 
And the Great North ofScotland, sustained in part by competition at Aberdeen, Caledonian and North 
British, West Coast and East Coastý tried to expand at the Highland Railways expense, when arnalgarna- 
tion with the Inverness Company was the more reasonable course. 

Competition for Anglo-Scottish traffic was an important factor. After 1866 the English Companies 
routinely demanded that all promotions calculated to upset the strategic balance in Scotland be qualified 

(61] with special clauses and schedules preserving the an-angementsbuilt in to the 1860s amalgamations . 
The North British Railway bore the cost ofthe fnt Tay Bridge and its replacement. The Great Northern 
Railway, the North Eastern and the Midland all contributed to the cost ofthe Foith Bridge, with the North 
British as operator and part owner(61). Amalgamation ofthe Midland Company and the Glasgow & 
South Western, which continued the Midland route to the Clyde, was a real possibility, with implications 
both for the Caledonian and for the North British. That the North British handled both East Coast and 
Midland traffic was another complication. Ifthe North British amalgamated with the Glasgow & South 
Western and thereafter aligned more closely with the Midland, in the last resort the East Coast would send 
their traffic over the North Eastern Company's Newcastle - Carlisle line and offer it to the Caledonian. 
Hopes ofattracting North Eastern and Caledonian support for a new'direct! Newcastle - Glasgow route 
were not entirely groundless. 1631 

But the Bridges Route was a maj or commitment. It bound the North British system together and 
offered advantages to East Coast and Midland alike, besides benefitting the Highland Railway and the 
Great North ofScotland and in some sense prolonging their independence. Neither the North British nor 
any ofthe English Companies was likely to give wholehearted support to an alternative route to the North, 
such as the Glasgow & North Western promoters offered in 1882-3. 
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Chapter 2 Appendix 
Napier Commission, 1883 -4 Secretary, MalcohnMacNeill Son ofthe laird of Colonsay and a relative of Lady Gordon- 

Cathcart ofSouth Uist and Barra, with experience in Poor Law 
a&ninistration. 

Lord Napier and Ettrick Sometime Governor ofMadras, President ofthe Social Science 
Chahm Association. 
Sir Kenneth MacKenzie of Improving landlord, trained in agricultural chemistry, Gairloch Lord-Lieutenant ofRoss and Cromarty, Liberal candidate for 

Inverness-shire (against the Conservative, Lochiel). 
Donald Cameron of Lochiel Diplomatic serviceW for Invemess-shire, mediator in the 

CroftereWar. 
Charles Fraser-MacKintosh Celtic anfiquariar4 somefime factor forIbe MacKintosh, NT for 

Inverness Burghs and subsequently for Inverness-shire, a 
wavering Crofter-Liberal. 

Alexander Nicholson Sheriff-substitute dKirkudbright, mountaineer, Gaelic scholar, 
member ofthe Argyll Commission on Education. 

DonaldMacKlnnon Professor of Celtic, University ofEdinburgh 

-50- 



FOOTNOTES 
Chapter 2 
I SROIRBP 15965/1-26 

CIA. Robertson, "Railway Mania in the Highlands: The Marquess of Breadalbane and the Scottish Grand 
Junction Railway" 
SROA3"ROS(S)A/15 
Statement in support of the proposed Perth & Inverness Railway, 1852-3 
SRO/BRTROS(Syl/22 
Proposed Morayshire & Perthshire Direct Junction Railway, 1860 
SRO/B"ROS(Syl/15 
The promoters of the Perth & Inverness Railway anticipated a Badenoch-to-Fort William branch 
SRO/BR/PYB(Syl/325 
Lord Abinger, Evidence Glasgow& North Western Railway Bill, Commons, 3 May 1883 
SRO/BR/PYB(SYl/342 
Cameron ofLochiel, Evidence, West Highland Railway Bill, Lords, 26March 1889 
Both landowners consistently asserted that the Highland Railway had discouraged Hope-Scott's 
promotion See also Jos=h Mitchell. Reminiscences, Volume 2, page 2 10 
Jos=h Mitchell. Reminiscences, Volume 2, pages 2 10-1 
SRO/BR/PROS(SYM 
Prospectus ofthe Callander & Oban RaRway, 1864 
SRO/BR/PYB(S)1394 
Lord Malcolm ofPoltalloch, Evidence, Callander& Oban Railway Bill, Commons, 26March 1897 
Malcolm recalled his father's part in the Ardrishaig & Loch Awe Railway 
See also J Thomas The Callander & Oban Railwa page33 WHM 
Sketch Map ofMacLean's Connel Ferry - Fort William line 
Glasizow Herald 7 December 1894 Historical note on proposed railways between Oban and Fort William 
SRO/IUHP 46426/3, with Edinburgh Gazette Notice, 21 November 1873 Fort-Williarri, BaRachuhsh&TyndrumRaflway 
SRO/13RAPYB(Syl/325 
Glasgow& North Western Railway Bill, 188 8-9, Petition Against by the Highland Railway 

10 SRO/BR/PYB(Syl/62 
Strathspey, Strathdon & Deeside Junction Railway, 1883-4 SROMR/PYB(Syl/328 
GreatNorth ofScotland Railway (New Lines) Bill, 1883-4 SRO/PM 25442 
Great North of Scotland Railway Boat of Garten-Inverness cut-off and Highland Railway Aviemore- Invernesscut-off, 18834 N. T. Sinclair, "The Aviernore Line; Railway Politics intheHighlands 1882-98" 
SROVBRAPYB(SYI/325 
Speechby counsel, Glasgow& NorthWestern Railway Bill, Commons, 30 April 1883 Tbomas Waldron-Smith, Engineer of the Glasgow & North Western Railway, Evidence, Glasgow & North Western Railway Bill, Commons, 8 May 18 83 

-51- 



SRO/BR/HR/l/4 
Highland Railway Minutes, 3 July, 4 September, 2 October and4 December 1883, and 2 January 
and I April 1884 
SRO/BRYHR/l/6 
Highland Railway Minutes, 7 September 1887,2 and29 Octoberand3 December 1889, 
and 3 September 1890 
SROVBRAPYB(SYl/326 
Highland Railway (New Lines) Bill, 18834 

13 SROMRIHWI/4 
Highland Railway Minutes, 3 July, 7 August and 2 October 1883 and 2 January 1884 

14 SROA3RMWI/4 
Highland Railway Minutes, 4 September, 2 October and 4 December 1883 
SRO/BRA? YB(SYl/326 
Highland Railway (Northern Lines Amalgamation) Bill, 1883-4 

Is SRO/BR/PYB(Syl/325 
Andrew Dougall, Secretary and General Manager ofthe Highland Railway, Evidence, Glasgow 
& North Western Railway Bill, Commons, 29 May 1883 

16 SROMRAPYB(Syl/325 
This summary of the Callander & Oban Company's traffic is based on testimony adduced by the promoters 
ofthe Glasgow& North Western Railway, 1882-3. 
J. F. Sim, land agent, Oban, Evidence; F. W. Cooper, timber merchant, Oban, Evidence, Commons, 7 May 
1883; and S. L. Mason, former General Manager ofthe North British Railway, Evidence, 24 May 1883 
That the Caledonian Company and the Callander & Oban Company were especially concerned to 
safeguard their Glasgow-Oban traffic appears clearly in the parliamentary contest over the West Highland 
Railway in 1889. See Chapter 3 

17 J Thomas, The Callander & Oban Railw pages 25-6 
SROvDRAPYB(SYl/394 
Charles Forman, Engineer ofthe West Highland Railway, Evidence, Callandei & ObanRailway Bill, 
Commons, 2 April 1897 
Forman recalled that he had laid out a Glasgow-Loch Lomond-Oban line while the Callander & Oban 
Railway was "stopped at Killin! '(i. e. Glenoglehead. ). 

Is SRO/BRAPYB(Syl/342 
James Forman, senior partner, Formans & McCall, Evidence, West Highland Railway Bill, Lords, I April 1889 

19 SR043RNBR/ 1/30 
North British Railway Minutes, I November 18 83 Proposed Gareloch & Loch Long District Railway SRO/13R/NBR/l/32 
North British Railway Minutes, 3 July 1884 Proposed Helensburgh & Tarbet Railway SROVBR/PYB(SYl/342 
James Morrison, Chairman ofthe Shandon Hydropathic Company, Evidence, West Highland Railway Bill, Commons, 3 July 1889 

20 SROARM 15052/1 
Aberfoyle-CrianlarichExtension, 1882-3 SR0VBR/NBR/l/30 
North British Railway Minutes, 5 October 1882 Charles Forman's offer to promote an Aberfoyle-to-Tyndrum line on condition that the North British Company contributed E500 to preliminary expenses North British Railway Minutes, 2 March 1883 Further discussions mooted. SRO/BR/PYB(S)/l/325 
Glasgow& North Westem Railway Bill, 1882-3, Petition Against by Strathendrick & Aberfoyle Railway 

-52- 



21 SRO/RHP 46427/1-3 and SRO/BRWS(S)/2/50 
22 G. Dow, The Stoly of the Wes Highland. page 7 

C. Hamilton-Ellis, The North BritishRailWay, pages 146-7 
J. Thomas, The West Highland Railway, page 31 
Ensuing discussion of the Glasgow & North Western Railway is based on SRO/BR/PYB(S)/1/325 
Thomas, op. cit. page 91, deals briefly with a'Direct Inverness & Glasgow'promotion in 1881-2 

23 SRO/BMBR/l/30 
North British Railway Minutes, 2 March 18 83 

24 SROA3R/NBR/g/1764/6 
DougalltoJohnWalker, General Manager ofthe North British Railway, 3 January 1883 

25 SROA3RNBR/g/1764/6 
Walker to Dougall, 5 January 18 83 

26 lbi(L 
27 SROA3RAWI/4 

Highland Railway Minutes, 6 February 1883 
28 SROABR/NBR/l/30 

North British Railway Minutes (Traffic Conunittee), 23 June 18 83 
29 C Hamilton-Ellis The North British RaiLway, pages 123-5 

SRO/BR/PYB(SYl/I 74 
Correspondence re running powers for the Glasgow & North Western Company over the Glasgow City & 
District Railway and draft agreementý February-March 1883 
See also J. Thomas The North British RaiL=, Volume 2, pages 140-3 

30 SROMIPYB(Syl/325 
Speech by counsel, Glasgow & North Western Railway Bill, Commons, I June 18 83 

31 SRO/BR/PYB(Syl/325 
Waldron-Smith, Evidence, Glasgow & North Western Railway Bill, Commons, 8 May 18 83 

32 SRO/B"YB(Syl/325 
Sir Alfred Bass M. P. (subsequently Lord Burton) Evidence, Glasgow & North Western Railway Bill, Commons, 2 May 1883 
WHM 
Burton, Prooffor West Highland Railway Bill, 1888-9 

33 SRO/BMYWSYI/325 
Abinger, Evidence, Glasgow & North Western Railway Bill, Commons 3 May 1883 WHM 
Lochiel, Prooffor West Highland Railway Bill, 1888-9 

34 SRO/B"YB(SYl525 
D. P. MacDonald, Evidence and Tables, Glasgow &North Westem Railway Bill, Conunons, I May 1883 

35 SROMIMPYB(sym 
N. B. MacKenzie, Evidence, Glasgow &NorthWestemRaflway Bill, Commons, 7 May 1883 

36 SROVBRTYB(SYl/325 
Abinger, Evidence, Glasgow& NorthWestern Railway Bill, Commons, 3 May 1883 

37 SRO/B"YB(Syl/325 
Speech by counsel, Glasgow& NorthWestern Railway Bill, Connnons, 30April 1883 

38 lbicL 

-53- 



39 SRQB"YB(Syl/325 
Glasgow& North Western Railway Bill, 1882-3, Petition Against by the Highland Railway 

40 SRQB"YB(SyD325 
Glasgow & North Western Railway BUL 1882-3, Petition Againstby David MacBrayne 

41 SRQ13"YB(SYV342 
Speech by counsel, West Highland Railway Bill, Lords, 21 March 1889 
See also discussion in Chapter 3 

42 SRQB"YB(Sy1/325 
Mason, Evidence, Glasgow & North Western Railway Bill, Commons, 24 May 1883 
In the course of Mason's lengthy evidence and cross-examination the promoters' strategy and their 
dealings with the North British Company were largely, though not entirely, revealed. See also Petition Against by the Strathcndrick & Abeffoyle Railway, endorsed by the Duke of Montrose; 
Petition Against by the North British Railway-, and speech by counsel, 24 May 1883, indicating that the 
hoped-for agreement with the North British had not been concludedL 

43 SRQB"YB(Syl/325 
Glasgow & North Western Railway Bill, 1882-3, Petitions Against by the Highland Railway and by the 
Callander & Oban Railway 

44 SRQBR/PYB(Syli325 
Duke ofSutherland, Evidence, Glasgow & NorthWestern Railway BUL Commons, 24 May 1883 

45 SRQB%? YB(SyV325 
T. C. Bruce, Evidence, Glasgow & NorthWestem Railway BilL Commons, 25 May 1883 

46 SRQ/BR/PYB(Syl/325 
Glasgow & North Western Railway Bill, 1882-3, Petition Against by the Marquess of Breadalbane 

47 For ensuing discussion of the Napier Repor% including direct quotations, 
see PARLIAMENTARY PAPERS c. 39801894 
(Report of Her Majesty's Commissioners of Inquiry into the condition of the Crofters and Cottars in the 
Highlands and Islands of Scotland. ) 

48 SRQBRANM64/1 
Copy of A. G. Monison! s Notes on the Management of West Highland Estates, sent to John Conacher 
General Manager oftheNorth BritishRailway, in March 1893. 
This replicated, or paraphrased, Morrison! s suggestions to the Napier Commission in 18 834 and to Donald 
Boyd ofFortVilliam in 1887-8. See also Chapter 3. SheriffNicholsonNapier Commission, to Morrison, 9 
October 18 83, acknowledging Morrison's "memo and map" and confmning that Lord Napier already knew 
of the proposed route. 

49 SRO/BRA14IM6411 
Scottish Fishery Board to Morrison 10 January 1878, acknowledging "the line ofrailway you have laid down on one of Murray's Maps" 

so SRO/BRAIXM6411 
Morrison's Notes on the Management of West Highland Estates 

51 The ensuing discussion is largely based on J. C. Conroy, A Histo1y of Railways in Ireland. 
52 Speech by H. Childers M. P., March 1867, quoted in Conroy, op cit. pages 44-5 
53 Speech by C. B. Gregory M. P, July 187 1, quoted in Conroy, op. cit page 63 
54 Speechby AJ. Balfour,, Secretary of State for Ireland, 3 June 1889, quoted in Conroy, op. cit page 275 

-54- 



SROMMNOY764/1 
Alexander MacDonald factor and bank agent Portree, to George Wieland, Secretary of the North British 
Railway, 4 May 189 1, enclosing a copy ofMacDonald! s evidence to the Lothian Commission in May 1890. 
cf MacDonald's dealings with the Napier Commissioners, when he roundly condemned Irish influence in 
the Islands. PARLIAMENTARY PAPERS c. 3980 1884. 
See also I. M. M. MacPhail, the Crofters'W pages 15,22,38,46,157,172,213,221 

56 J. Hunter, The Making ofthe Croffine Communi cf. A. E. Cameron, Land for the People? Government and 
the Scottish Highlands, 1880-1925 

57 SRO/B"YB(Syl/265 
Caledonian Railway andNorthBritish Railway Amalgamation Bill, 1871-2 J. Thomas, The North British Railw -. Volume I, pages 158-62 

58 SRO/BR/PYB(Syl/212 
Caledonian Railway and Scottish Central Railway Amalgamation Bill, 1864-5; North British Railway and Edinburgh& Glasgow Railway Amalgamation Bill, 1864-5 
SROVBR/PYB(SYl/325 
Mason, Evidence, Glasgow & North Western Railway Bill, Commons, 24 May 1883 
For other amalgamation permutations amongt the Caledonian, Edinburgh & Glasgow, North British and Scottish Central Companies, see SRO/BR/PYB(S)/I/ 196,198 and 207 

59 J. Thomas, The Callander & Oban Railway, page 68 
The Marquess of Breadalbane represented the London & North Western Company on the Callander & 
Oban board. 

60 SRO/BMYB(Syl/242 
Caledonian Railway and ScottishNorth Eastern Railway Amalgamation Bill, 1865-6 
J. Thomas, Ibe North British Railwa_ . Volume 2, page 22 and Appendix 
Forexample: - SRO/BR/PYB(Syl/325 
Glasgow& North Western Railway Bill, 18 82-3, Petition Against by Great Northern Railway and North EastemRailway 
SRO/BR/PYB(Syl/326 
Highland Railway (New Lines) Bill, 18 834, Petitions Against by Midland Railway and by Great Northern Railway and North Eastern Railway SRO/BR/PYB(SYlPA2 
West Highland Railway Bill, 188 8-9, Petitions Against by Great Northern Railway and North Eastern Railway (demanding protective clauses "as stringent as those contained in the North British AmalgamationActý 1865") 

62 J. nomas, Ihe North British Railway, Volume 2, pages 18 and 25-31 See also C. Hamilton Ellis, The North British RAMY, page 126 

-55- 



Chapter3 

The West Highland Railway, 1887-95 



Chapter 3 
This Chapter examines the promotion ofthe West Highland Railway. The narrative covers approxi- 

mately two years, fi-om the final months of 18 87 to the start ofconstruction in 1889. It examines how a 
second West Highland scheme overtook or absorbed the first during 188 8 and reviews the progress of 
the West Highland Bill through Parliament between Marchand August, 1889. It sets out to show that this 
was a more complex, composite scheme than popular accounts by Dow, Thomas and others have 
allowed. Canying the new route to the west coast was not the dominant consideration, no matter how 
important this later became. The question ofgovernment subsidy remains muted, while much ofthe 
discussion is concerned with the southern end ofthe route. It examines the motives and methods ofthose 
who supported the West Highland Railway and provides a basis for subsequent discussion ofhow far 
their expectations were ffilfilled. 

In October, 1887 Fort William began a fresh campaign to obtain a railway. According to Donald 
Boyd, president ofthe Merchants' Association, adebatewas, launched by Nigel B. MacKenzie, now 
Provost ofthe burgh, whose arguments in favour ofa line south via Glen Coe "seemed to focus public 
opnuorf '. 111 Coincidentally the final weeks of 1887 saw a petition circulate among the landed proprietors 
OfLochaber, requesting that the Callander & Oban Railway (in effectý the Caledonian Company) revive 
the idea ofa coastal line from Connel Ferry to Fort William. The landlords wanted rail access on any 
terms. Cameron ofLochiel later testified that he wouldjust as readily have accepted the revival ofthe 
Hope-Scott scheme, had the Highland Railway shown any enthusiasmP] But Fort William disliked the 
coastal line. It would feed more trade to Oban, which had been developing at Fort William's expense 
since the Callander & Oban route was completed; and it made for a very circw*tousj oumey between Fort 
William and Glasgow, via Connel Ferry, Callander and Stirling. At the very least, Fort William wanted a 
direct connection with the Callander & Oban line - at Tyndrum, via Glen Coe, as the narrow gauge 
scheme ofthe 1870s had offered. A direct line on to Glasgow, independent ofthe Callander & Oban and 
the Caledonian, would be better still - as the Glasgow & North Western Railway had fleetingly promised 
and the North British might yet provide. 131 

This suggests the emergence oftwo factions; they might be labelled as the Lochaber'country party', 
looldng to the Caledonian Railway to support a branch fi-om Connel Ferry and the Fort William'town 
paityl 9 readY to approach the North British for something more ambitious. But a'two parties'model is at 
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best approximate. Allwere awarethatthey could play offthe rivalry ofCaledonian andNorthBrifish. The 
mere suggestion ofNorth British interest might hasten a Caledonian pledge to underwrite a Callander & 
Oban branch to Fort William, whether fi-orn Comel Ferry or from Tyndrum. Several important figures 
straddled'country' and'town'. Like other factors and land agents, MacKenzie had tried sheep fanning 
on his own account He also sought to encourage new feuing and residential development on the Lochaber 
estates, to the mutual advantage of landlords and the merchants and tradesmen of Fort William-I'l 
MacDonald, whose two distilleries made him Fort Wiffiarn's principal employer, helped to organise the 
petition to the Callander & Oban Company. His tuffic needed no particular route. Like the landowners, 
he wanted a railway, and he did not have to fear loss ofbusiness to Oban. As a sheep fanner, renting two 
substantial holdings on Lord Abinger's Inverlochy estate, MacDonald was as much'country' as'town'. 
He also leased one ofhis distilleries fi-om Abinger. 111 

By December the'town party' was sufficiently confident to approach the North British Railway, 
seeking a statement which could be read at a public meeting. Ewen Cameron, agent for the National 
Bank, exchanged several letters and telegrams with John Walker, General Manager ofthe North British 
company, and George Wieland, the Company's Secretary. N The Caledonian Railway, said Cameron, 
wanted to commit the Lochaber landowners and other influential people to a Connel Ferry - Fort William 
line. (In fact the Caledonian Company had made no such move. ) Fort William greatly desired a railway 
via Glen Coe, the natural extension ofany fine to Crianlarich, and such a railway could be continued to the 
west coast at Arisaig. 171 If the North British did not move, Lochaber and Fort William would close 
reluctantly with the infýrior Caledonian scheme? ] Walker and Wieland explained that they could make no 
commitrnent in default ofplans and traffic estimates; no bill could go forward until parliamentary session 
1888-9.111 

The public meeting took place on 23rd December, with Boyd in the chair. Much was made ofthe 
advantages ofa I 00-mile route to Glasgow by Glen Coe and Loch Lomond as against 170 miles by 
Connel and Callander. A deputationwas appointed to contact theNorth British ComPanyq and the Burgh 
Commissioners were requested to send a deputation on their own account. 1101 D. P. MacDonald later 
recalled that those who attended the meeting wanted above all to "keep clear of Oban! '. 11 1171bat Oban 
had gained disproportionally from rail and steamer services and now sought to relegate Fort William to 
branch fine status was the geneml refi-ain ofthose who supported MacKenzie's "proposed Glasgow & 
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Fort William railway". The 'country 9 petition had notbeen pressed asbrisklyasthe'townparty' feared. 
Lochiel and others had signed it, but took no further responsibility. Lochiel would later exTlain that he had 
signed as a matter of duty with no great hope of success. [M On 28 December MacDonald sent the 
completed petition to John Anderson, Secretary (and de facto manager) ofthe Callander & Oban Com- 
pany. Besides Lochiel and MacDonald, the signatories were Mrs. Ellice ofInvergarry, Lord Burton, 
George Malcolm, Lord Abinger, G. J. MacKay ofGlen Gloy and Sheriff-substitute James Simpson. 
MacDonaldwamed Anderson that the FortWilliarn Conunissioners had refized to sign, havingbeen pemmded 
to appeal to theNorthBrifish, and that others would change sides iftheNorthBritishtookup the direct route. 1"I 
Andemn replied that the Glen Coe route offered no intermediate traffic whatever, NNfiercas the coastal ffie would 
tap Benderloch and Appin. He forwarded the petition to the Secretary ofthe Caledonian Railway and wrote to 
JosephBohorýWho dmiedbollitheCaledonimandthe CAI=Ier& Oban. I'll MalcolAunknowntoMacDonald, 
took it uponbimselfto send anothercopy ofthe petition to James Thompson, General Managerofthe Caledo- 
nian. 1111Wlifle CamcronwamedWielarlddiFoitWffiamwouldtumto the CaledoniarýMxDonaldhintedthat 
lheCaledorianficedNorthBritishintervenfion[161 

Attheturnofthe year, Boyd received two letters echoing earlier projects. Wilkinson& Jarvis, pro- 
moters ofthe Glasgow &NorthWesternRailway, offered theirplans and surveys of 1882-3. MacKenzie's 
fine was essentially their line, and they welcomed its revival. 01 A. G. Morrison, who had submitted his 
Rannoch Moor route to the Napier Commission in 18 83, advised the Fort William interest to make 
common cause with the landed proprietors. Only thus would they engage the North British and attract 
government support. CI know... that, ifthe Proprietors would get it on foot,.. substantial assistance 
would be offered. ') The pledges oflandowners and sporting tenants must make a significant contribuflon 
to the total capital, and to achieve this desirable impression the cost ofconstruction must be limited. The 
Rannoch route, though less'direct'than Glen Coe, wouldbe cheaper to build, and it couldjust as readily 
be continued to the Atlantic coast. 1181 On 4th January, 1888 Cameron submitted sketch plans and traffic 
proj ecfions to Wieland. The material was headed"Proposed West I-1ighland Railway". Glen Coe was sfill 
the preferred route. South ofCrianlarich the line might run as the North British Company pleased - by 
Loch Lomond orby Aberfoyle. A copy was sent to the Secretary of State for Scotland, the Marquess of 
Lothian, seeking assistance for the'West Highland Railway' as the essential stem ofthe new route to the 
sea envisaged in the NapierRepoit. 1111 Early in February Boyd and Cameron met Walker and Wieland in 
Edinburgh. Walker undertook to prevent any attempt by the Caledonian Railway to block the direct line 
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with aCallander & Obanbranch down GlenFalloch. TheNorthBrifish directors, he saicL would endorse 
the'West Flighland', provided the Government contributed; E300,000.1101 

The would-be promoters continued to set Caledonian against Nordi British. On 18 February Cameron 
warned Wieland ofrumours that the Caledonian Company was'ýrnoving! ', in which case support would 
shift to the Connel Ferry line. Four days later Malcolm wrote to Thompson that "circumstances.. . re- 
cently ariserf 'called for a speedy decision on the part ofthe Caledonian, whereuponIbompson assured 
both Malcolm and MacDonald that the'country'pefifion would soon be considered. ["] Since Cameron 
included a copy ofThompson's letter when he wrote once more to Wieland at the beginning ofMarch, 
having earlier reconstructed thecountry'petition for Walker's information, there could be no doubt that 
'town' and'country'were colluding. 1111 And Boyd had already relayed the substance ofthe Edinburgh 
meeting to Lochiel. 1111 On 7 March the Caledonian board discussed the Connel Ferry - Fort William 
scheme. To what extent would landowners subscribe? Would they give land? Malcolm delayed his reply 
until the middle ofMay. Lochiel, said Malcolm, was ready to chair a meeting oflandowners and sporting 
tenants later in the summer, by wl-fich time a campaign for government assistance would have gathered 
pace. P] He did not say that the supporters ofthe'West Highland' route by Glen Coe were bidding for 
state aid, in the hope ofthereby firmly attaching the North British. In effect Malcolm reminded the Cal- 
edonian - ifreminder was needed, that any railway to Fort William might attract subsidy ifthe line was 
continued to the west coast. In a fiuther appeal to Walker at the end ofMay, Boyd claimed Malcolm as 
an ally and pressed the North British to accommodate the landed interest. 

We are all arL-douslywaifing to hear from you... Locifiel, all the Proptictots, and the rest in this wide district 
meant0holdanextmordinarymeefingon ... the proposed RaMy h= in August when the spatsrnen are intheCountry, bitbeforemmgingforititisgikhxispaiskletbatwesboWdhaveanhtzviewwithyotL 
Mr. Malcolm ofinvergarrywill accompanyus... P 

Butwithout aclearpromise fromthe Govenunentfliat an extension fi-omFortWiRiam to the seawouldbe 
subsidised both the coastal scheme and the Glen Coe scheme were set to languish, as earlier projects had 
done. 

As indicated at the begmnm'g ofthis chapter, the West Highland Railway presented to Parliament in 
1888-9 was notthe'West Highland' conceived by the Fort Wilhain'town party' in the early months of 

-59- 



1888, and the explanationis to be found inthe disputed territory between the Clyde andthe Callander & 
ObanRailway, nmning east-west thmugh Oianlarich, Tyndrum andDahnaUy. 

The Caledonian Company sought to share the industrial and passenger traffic along the north bank of 
the lower Clyde and in the Vale ofLeven, where the great amalgamations ofthe 1860s had given the 
North British Railway almost complete control. 'Me North British sought a cut-offfi-om Glasgow to 
Oban; for Glasgow business made up the larger part of the Callander & Oban Company's regular 
income, and much ofit could be diverted to the shorter route which Oban had always wanted. In defend- 
ing Oban, the Caledonian might create a bridgehead north-of-Clyde: in securing Dunbartonshire, the 
North British might gain access to Oban. These calculations have been considered in Chapter 2, which 
also showed how a North British client the Strathendrick & Aberfoyle Company, planned to extend to 
Crianlarich but made way for the Glasgow & North Western promoters, who offered the North British a 
'direct' route fi-om the Clyde to Tyndrum. 

The 1880s also sawpr-oposalsto continue the Helensburgh Railway by Garelochhead to An*Ochar, at 
the head ofLoch Long, or, via Loch Long, to Tarbet and Ardlui on upper Loch Lomond, whence the gap 
to Crianlarich was less than twenty miles. P] It could be filled, too, without the expensive engineering on 
the Aberfoyle - Crianlarich line, carried high above Inversnaid, or the controversy aroused when the 
Glasgow &North Western was surveyed along the entire length ofLoch Lomond. Expectation ofaddi- 
tional "residential"traffic and strategic imperative were likely to secure, sooner or later, North British 
support for extension north from Helensburgh. But this still hung fire when, in 1886, the Glasgow - 
Helensburgh line became the anchor for a promotion minuing at Loch Fyne and Kintyre. 

A large area ofArgyll south ofthe Callander & Oban route remained without a railway. In this area, as 
in Lochaber, the long-delayed completion ofthe line to Oban revived talk of feeder railways, scouted 
twenty Years earlier. Thejourney from, say, Inverary to Glasgow, via Dalmally and Callander, would have 
been even more roundabout thart the Fort William - Connel Feny - Callander mute. The Clyde, Ardridlaig 
& Crinan Railway, which won its Act in 18 87, offered a'direct'route independent ofthe Callander & 
Obar4 and the promoters looked to the North British. ["] The Clyde, Ardrishaig & Crinan thus mivites at 
least rough and ready comparison with the 'West Highland' scheme as first conceived. Theproposed 
line, from Hunter's Quay to the Oinan Canal, had severe limitations, needing ferry connections notjust on 
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the Clyde but across Loch Fyne- However the North British Railway agreed both to work the line and 
to guarantee the capital, on a basis ofrebates for contributory traffic. This tied the Clyde, Ardrishaig & 
Crirmto theNorthBritish at Cmigendomn, without altogether excludmg the CaledonianRailway (Gourock) 
or the Glasgow & South Western Railway (Greenock). And Parliament accepted that the North British 
should be allowed the oppoftunity to develop Crinan, balancing what the Caledonian Railway had achieved 
at Oban. The general priinciple ofan eqtfilibrium between the two main Scottish Companies, with respect 
both to their own traffic and to their Anglo-Scottish traffic, was upheld. [M 

Afternegotiations withWalkerbetween January and May, 1887, the promoters ofthe Clyde, Ardrishaig 
& Crinan accepted the North British terms. These were a commitment to send traffic via Craigendoran; 
a sliding scale ofworldng expenses, decreasing from 60% to 50% ofgross revenue as traffic increased; 
application to the Board ofTmde for fight railway status under the Act of 1868; and eventual take overby 
the North British. The North British would supplement the income ofthe new line to a maximum of 
E8,000 per year, after deduction ofworking costs, though this would be recovered ifand when the line 
began to earn more than 4% on the estimated capital off3 80,000.1111 The rebate formula appears more 
clearly in the renegotiated Clyde, Ardrishaig & Crim Agreement of 1891 -a last attempt at rescue when 
it was becoming clear that the West 11ighland had overshadowed the Crinan scheme. 

Ifthenetrevenue ... isnot sufficient to pay a dividend ofd= and one half'percent. per armum onthepaid up shm capitalthenthe (NorthBritishCornpany) §10 out ofthe nuleage receipts accrwngto them from 
traffic includingniails passing overtheir*ste: rnto, from oroverthe (Clydeý Ankidiaig & CrinanRaflway) 
contribute such sum as may be necessary to make up fl-mt dividend so far as the proportion ofthe mileage receipts accriing in each balf'year... from the traffic passing over the NorthBrifLsh Railway ... fromortothe (UnmRailway) after the deduction offiftyper cent ofstxh revenue (forworkmg oTaism) sImU suffice to pay such deficiency... 1101 

Formans & McCall not only estimated the engineering costs but also provided detailed traffic figures 
embracing livestock, wool, domestic coal, bunkering coal, dressed paving stone and road metal, fish, 
farm supplies and maiUM ClearlyDavid MacBmyne was amenable: an agreement was scheduled to the 
Clyde, Ardrishaig & Oinan. Act making provision for rail-steamer interchange at Anhishaig and 0ý1111 
Powers were taken to acquire the Dunoon - Strachur stagecoach business fi-orn. the Glasgow & Inverary 
Steamboat Company. ["] Everything nevertheless turned on North British support. It is possible that the 
North British would have dropped the Clyde, Ardrishaig & Crinan in return for a larger share of0ban 
traffic, whether via Callander orby anew mute from Glasgow, ifand when built. The Caledonian Railway 
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offeredno, suchconcession, and Walker renewed his pledge to the Crinan Company. Butthis didnot 
attract suf ficient capital. 

Nomorewasheard, after 1883, oftheArdlui -Fort William line which had been the finalproposal of 
the defeated Glasgow & North Western promoters, until the'West Highland' came forward in 1887-8. 
But the strutegic importance of'Glen Falloch, by which valley all the new routes fi-orn Glasgow converged 
on Crianlarich, had been emphasised; and both the Caledonian Railway and the North British were alive 
to the possibilities ofoccupying the Glen. 

The Caledonian Company might not be able, in the end, to prevent the piecemeal development ofa 
shorter route to Oban. However, with the Callander & Oban established at the head of Loch Lomond 
and the Caledonian intent on obtaining independent access to Dumbarton and the Vale ofLeven, the 
damage could be limited. The prospective cut-offline fi-om Glasgow to Crianlarich would not be entirely 
underNorth British control, and anyNorth British claim for access to Obanwouldbe theweaker. Ifand 
when new construction closed the gap between, say, Helensburgh or Balloch and Glen Falloch, the 
Caledonian could press for running powers orj oint ownership. For some observers, the Caledonian 
Company's new concern for Glen Falloch and upper Loch Lomond signalled an indirect attack on the 
North British monopoly ofDunbartonshire. The Glasgow Central Railway and the Lanarkshire & 

IV 01 0 Dumbartonshire Railway, both Caledonian proteges, provided the main assault. What the Caledonian 
called aggression C7he main object of the North British Company is to tap ... Oban traffic... In all 
fairness we ought not to be saddled with ajunction that would so harass us.. . 1))[31] the North British called 
self-defence CIt is a question ofwhether the Caledonian ... are to pierce the Dunbartonshire district from 
the north, or whether we are to protect it by going to Crianlarich. "). [311 No doubt the North British had 
designs on Oban and might be tempted to back any project, like MacKenzie" s direct Glasgow - Fort 
William line, wl-dch intersected the Callander & Oban route. But theNorth British had other concerns, not 
least the safeguarding ofDunbartonshire and Loch Lomond. 

A Glen Falloch Bill was lodged for parliamentary session 1887-8, to authoriseaCrianlarich-Ardlui 
line-1161 This was apparently a local speculation, not to be confused with the Glen Falloch branch spon- 
sored by the Callander & Oban Company in 18 8 8-9. It was a classic" 'contractors'milway", promoted 
in the expectation that Caledonian and North British would bid to control the line once built. The Mar- 
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quess ofBreadalbane, a director ofthe Highland Railway, the Caledonian and the Callander & Oban, 
supported the scheme. Breadalbane's solicitors became agents for the Bill. Duncan Fraser ofDalmally 
the main promoter, had coaching and hotel interests; he was Breadalbane's tenant. William Menzies, 
another Breadalbane tenant, was also named. The survey was by B enj amin H. Blyth ofCunningham, 
Blyth & Westland, who had laid out the Callander & Oban Railway and were now consulting engineers 
for the Caledonian Railway. It is possible that the Caledonian Company had prior knowledge but relied 
on Breadalbane's influence to protect them - as with the Killin Railway, nominally independent but in 
practice an appendage ofthe Callander & Oban. 1111 Whatever the explanation, when the North British 
entered the field the Caledonian persuaded Breadalbane and the contractor to withdraw the Bill. Walker 
had seen his chance to block the Callander & Oban from Loch Lomond. The Caledonian board, accord- 
ing to Thompson, felt strongly that their compliance was being extorted and declined to offer more than a 
working agreement. Walker then offered a North British guarantee, based on the recent agreement 
between his Company and the Clyde, Ardrishaig & Crinan Railway. I'll 

Ostensibly the schane failed not because the Caledonian applied pressure to have it wound up but 
because Sir James Colquhoun and the Colquhoun Trustees (Luss Trustees) would not Co_opffate. [39] 
Their estate marched with Breadalbane's land at the head ofLoch Lomond, and they owned Ardlui pier. 
Blyth later revealed dig the Colquhouns had ffisisted on an impossible clause. Any party undertaldng new 
construction from the South to link up with the Glen Falloch Railway was to be granted running powers to 
Crianlarich, i. e. the Caledonian would not be able to block a future North British attempt to establish a 
more direct route to Oban. Running powers "for a railway that was not yet in existenc6l', as Blyth put it, 
were inadmissible. 1401 The general tenor ofthe Notth British Company's negotiations is revealed in Walk- 
er9s correspondence with the Colquhouns' solicitors, Tawse & Bonar. At the end of January, 1888 
Walker asked the Trustees to proposejoint Caledonian andNorthBrifish control ofGlenFalloch, the 
Breadalbane portion to be Caledonian and the Colquhoun portion North British with the 'frontier' at 
Inveraman. Ifthis was refused the Trustees should oppose the Bill, on the understanding that the North 
British would submit their own Glen Falloch scheme, to the Colquhouns' satisfaction, in 18 8 8-9. The 
Trustees declined. Nor were they ready to part with Ardlui Pier-[41 ]A blocking scheme in Glen Falloch 
offeredthe Colquhouns little. The linernustbe carried southto Tarbet and Arrochar, orbe otherwise 
linked with the often-suggested line north from Helensburgh. The Luss Trustees recognised that this 
wouldcreate anewrouteto Oban but declined to take sidesbetweenthe Caledonian and North British. 
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While they do not wish to stand in the way of ... a public benefit viz a railway connection between 
Glasgow (and) Oban via Helensburgh, they do not think that the advantages ... to themselves or their 
tenants... watrant them (supporting) any railway, fiuther than by giving the land on reasonable terrnSj42] 

When the Fort Williarn'town party' took shape at the end of 1887, the Clyde, Ardrishaig & Crinan 
Railway hadjust been approved and the Glen Falloch scheme hadjust been lodged. The North British 
Company stood behind the one and could not be indifferent to the other. MacKenzie and his associates 
had good reason to hope that their Glen Coe line would become yet another North British option and 
every reason to believe that Caledonian and North British could be set at loggerheads. Tawse & Bonar 
were well aware that a Crianlarich - Helensburgh line could be the Glasgow link which Fort William 
wanted: this was at the very least implied in Walkees correspondence and in press reports ofMacKenzie's 
nutiative-l"I Walker subsequently testified that he had not put the Fort William interest in touch with the 
Luss Trustees. 1411 But Boyd recalled that, when he and Cameron met Walker and Wieland in February 
1888, they re-exan-fined the Glasgow & North Western route (Glen Falloch and the eastern margin of 
Loch Lomond) before considering a route adapted to the wishes of the Colquhouns (Glen Falloch, 
Arrochar and Helensburgh). Nothing was settled save for Walker's assurance that "Breadalbane and his 
ffiends" would notbe allowed to block Glen Falloch. 1111 Thereafter the Luss Trustees decided to commiss- 
ion their own survey north from Helensburgh, while both the Glen Coe line and the coastal line by Comel 
Ferry were stalled. In Walker's subsequent dealings with'town' and'country'representatives, on into 
the summer of 1888, the Colquhouns'plans went unmentioned - or so Walker claimed. 1411 

Did Walker drag out negotiations until a coherent line between Helensburgh and Crianlarich had been 
surveyed? At the end ofApril he wrote to Boyd and to Cameron postponing a fiulher interview. 1"I That 
Cameron now moved away from Fort William, leaving Boyd to "recover"much ofthe earlier corre- 
spondence, explains some ofthe delay. ["] Walkerwas also intent on gamimig control ofthe Loch Lomond 
Steamboat Company, which finally surrendered during 1888 C'We could not help ourselves! ) to the 
threat that the North British would run rival vessels. 141171be Steamboat Company had long been caught 
between Caledonian and North British over through fares to the North via Loch Lomond and revenue 
from summer excursions. Boyd and Malcolm met Walker on 4 August. According to Boyd, Malcolm 
told him, prior to the meeting, that the landowners despaired ofhelp fi-om. the Caledonian and would 
accept any linebackedby theNorthBritish. Malcolm admitted only an'Indirect! 'knowledge ofCaledon- 
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ian intentions. He had "happened" to be in Edinburgh when Boyd invited him, at short notice, to see 
Walker. He had told Boyd and Walker that there had been "nothing definite from the Caledonian! '. The 
country meeting envisaged by Lochiel with a view to giving firmer shape to the coastal scheme was now 
pointless. 1101 Walker's memory was that they had discussed the Glen Coe line in a general way. He had 
indicated that his Company would be willing to work it but made no other promise. He had understood 
that the Caledonian Railway would not support a Connel Ferry - Fort William line. C'Mey came to us 
because the Caledonian Company refused.. '). Is'] 

Boyd also recorded what he claimed was a chance encounter with Thompson later that August. 
Returning fi-om Perth to Fort William via Callander, Boyd had changed trains, at Dunblane. With time on 
his hands, he asked the stationmaster whether it would be possible to contact A. G. Morrison (protago- 
nist ofthe Rannoch route), who lived in Bridge ofAllan. The stationmaster then pointed Boyd out to 
Thompson, who forced a brief, tense but superficially good humoured conversation. Thompson did not 
rule out and would not allow Anderson ofthe Callander & Oban to rule out a branch from Tyndrurn to 
Fort William via Glen Coe. He advised Boyd to hold new public meetings but declined, until he had the 
approval ofthe Caledonian directors, to provide a letter to be mad at such meetings. There is no evidence 
that this was followed up or that Boyd reported the encounter to Walker or Wieland. The episode did not 
reach the parliamentary record. P] Malcolm was later singled out by the Caledonian as particularly blame- 
wofthy, forhelping the'town' interest to pursue the North British while keeping the Caledonian in play. 
Malcolm had promised to re-open negotiations for the coastal line in the course ofthe summer. His 
excuse was that the Lochaber landowners were discouraged by the Caledonian Company's nutial res- 
ponse and by Fort William's hostility towards the Connel route. This had been common knowledge, 
extinguishing any promise he might have given. P] 

Meanwhile the Luss Trustees had instructed Charles Forman offormans & McCall. Forman had laid 
out the Strathendrick & Aberfoyle Railway and surveyed the proposed extension from Aberfoyle to 
Crianlarich. In the 1870s he had prepared plans for a Glasgow - Loch Lomond - Oban line, to complete, 
or supersede, the Callander & Oban Railway, then halted at Tyndrum. 11is firm had been responsible, too, 
for the proposed narrow gauge feeder line fi-orn Fort William to Tyndrum. And he was the engineer ofthe 
Clyde, Ardrishaig & Crinan Railway. 0"] There seems little to choose between Formads notorious "ten- 
dency to project lines"P] and the way in which Wilkinson & Jarvis had promoted the Glasgow & North 
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Western Railway, save that Willdnson & Jarvis were vulnerable as'outsiders'with a controversial trunk 
line scheme, while Fortnan was very much an'insider'with an eye for local schemes which could be 
turned into somediing bigger. 

(Mr)Forman ... whenever he can see an opportunity ofsetting (sic) the North British Company 
and the Caledonian.., does so, promoting these lines all over the country and getting them taken up by the North British... 1161 

But Formans & McCall also handled Caledonian projects, including the Glasgow Central line and the 
Lanarkshire & Dumbartonshire, and Charles Forman, always ready to graft new promotions to his 
current commissions and always his own man, was not entirely congenial to the North British manage- 
ment. I'll This appears more fully in Chapter 8. 

Tawse & Bonardid not deal directlywithFormans &McCall. Thebusiness wasplaced inthehands 
ofEdinburgh solicitor, George MacRae (MacRae, Flett & Rmnie), described as a relative ofthe Colquhoun 
farnily-l"I Forman later claimed that MacRae soon modified his instructions. The survey was to be contin- 
ued beyond Crianlarich by Glen Coe to Fort William and the western sea. At this stage, said Forman, he 
had no dealings with the North British Company or with other landowners. 1191 North ofCrianlarich the 
route was cobbled together from earlier work by Formans & McCall, and west ofFort William thejob 
was hastily done when the proprietors insisted. 1101 In Parliament in 18 89 it would be Walker's version of 
events that the original'West Highland'proj ect had faded away after his final meeting with Boyd and 
Malcolm the previous August while Forman's scheme advanced largely unknown to the North British 
Company. On 3 October 18 88 he wrote to Malcolm, re-iterating that the North British could do no more 
than work and maintain a railway to Fort William for 5 0% ofgross receipts; a capital commitment was out 
ofthe question. Walker admitted that he had been in contact with MacRae during September-, but MacRae 
had wanted only a general promise of good will. A working agreement did not arise until Forman's 
scheme had succeeded. It had been for Forman and MacRae to deal with the promoters. Walker added 
blandly that the North British Company always waited for proprietors to agree amongst themselves. [" I 

A copy ofFormads report, costing the route. from Helensburgh to Roshven via Glen Coe, was in 
Boyd's hands by 20 August, 1888.1111 Some two weeks later, Robert Yellowlees, provost of Stirling, 
wrote to Boyd that Forman would"take a run ... to Fort William! 'to meet both 'town' and 'country' 
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representatives. 

Mr. F. has a great deal ofinfluence with Railway people in the South and would be very willing to 
assist ... your friends in the NoTth.. . It is far better that he should have a personal interview with 
yourself, Lochiel and other interested ... persons... 1611 

Forman had a house in Stirling, which may explain why Yellowlees was go-between. However, 
Yellowlees also appears as a promoter, the previous year, ofthe Stirling and Western District Railway, 
which offered theNorth British Company an independent mute from Glasgow andEdinburghto Stifling, 
parallelwiththe Caledonianmain line overwhich the NorthBrifish exercised running powers. 111 In Ewen 
Cameron's correspondence atthebegminiingof 1888 is a hint that Yellowlees's schemehadenteredthe 
calculations ofthe'town party'. Wieland, wrote Cameron, would be able tojudge whether a new line 
south ofCrianlarich "should go ... to Balloch and thence to Glasgow or Eastward via Stirling to Edin- 
burgW'. 1111 The "Eastward via Stirling7option might have attracted Walker and Wieland ifthe North 
British had decided to take up the Stirling and Western District scheme. 

Forman agreed to see Boyd and "one or two ofthe most influential peopl6". 1661 By late September 
MacRae was in touch with MacKenzie and Malcolm J671 According to Lord Abinger, Forrnan had al- 
ways been prepared to carry his survey to Lochaber. It was the landowners who "made a very strong 
push"to continue beyond Fort William to Roshven, which would bring additional traffic and relieve 
distress. 

Mr. Charles Forman (was) proposing to make a line at the instance ofthe Colquhoun Trustees ... and heard that there was a very strong desire ... that the railway should be continued as far as Fort Wil1i am, and we met (Formari and MacRae) at Fort William. (We) have only the local traffic ofthe mainland unfil we get to Roshven, and we not only want a railway because we think it will benefit our own -q - is FlOpm uesbutwe feel very stronglythat this is a1inewhichwill do more good to the indigentpopulafion 
ofthesewretched Highlands than anyffiffig else that canbe conceived. [68] 

Early in October Fon-nan and MacRae called on Lochiel at Achnacarry. Lochiel guessed that Walker 
was well-informed but primarily interested in the cut-offroute to Oban. Provided Forman and MacRae 
could engage the North British more closely, Lochiel agreed that he and Abinger would go to work on 
their fellow proprietors, using Forman! s figures. 

(We)wiU dowhatwe canwith ourneigibours, to getthem to consentto theirlandbeingtaken Ortraversed bythemilwayandyou ... wiU do whatyou canto gettheNoilhBrifish Con-panyto help us finaricially-, the 
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NordiBritishCorrq)anycamotmaketliemilwaywilhotAus, andwe cannotmaketheraflwaywiffioutthe 
NorthBrifish... (1hey) gaverneto undastand fliattheyhadnot approachedtlieNordiBfi6sh Company, 
iflmayusetheword, 'officially', biitwhethertheyhadhadanyptivateconimuriicafions ... I camot sayj691 

Aa 
,,. with the Clyde, Ardrishaig & Crinan promotion, Forman offered engineering estimates and revenue 
projections. Earnings west ofFort William were put at V per mile per week, between Crianlarich and 
Fort William at E9 per mile perweek, and south ofCrianlarich, including Oban traffic, at El 2 per mile per 
week, rising to fl. 5 per mile per week south ofGarelochhead. 1111 In Parliament in 1889 Abinger would 
allude vaguely to his connections in the City. He certainly approached the prestigious contractors, Lucas 
&Aird. David Lucas Ca very old and valued friend7) arranged for his partner, John Aird M. P., to visit 
Inverlochy, inspect the route and endorse Forman's estimates. ["I 

After the Achnacarry interview, MacKenzie introduced Forman at a public meeting in Fort William, 
where the title "West Highland Railway" was re-adopted. According to Boyd, the same meeting over- 
whehningly approved Morrison' s route by Rannoch Moor and Glen Coe. R It is impossible to believe 
that this important change had not been discussed at an earlier date. And it would be remarkable if 
Forman, Morrison and Yellowlees were not acquainted. But it is not clear when Forman first considered 
Rannoch Moor or whether he took Aird's opinion. D. P. MacDonald recalled that it was "October or 
Novernbef"[after the public meeting? ] when MacKenzie assured him that Rannoch had been chosen and 
that Forman's name would secure North Brifishbacking. Only then did MacDonald advise the Caledon- 
ian that he wasj oinii ng the West Highland carnp. 1731 The West Highland Railway Bill quickly deposited for 
188 8-9 was certainly a piecemeal production. B etween Helensburgh (Craigendoran) and Crianlarich the 
route was largely settled and deviations were negoti ated without much difficulty while the B ill went through 
Parliament in 1889.1'1 Across Rannoch, Forman drew on - or rediscovered, Telford's survey for a 
Killin-to-High Bridge (Spean Bridge) road, and in Glen Spean, he may have used the Laggan survey of 
the 1860s. 1711 North from Crianlarich, landowner opposition had not entirely been overcome. There was 
a fLuther examination ofRannoch moor in january, 1889 -a foolhardy expedition which has passed into 
legend; 1761 and the West Highland Company would return to Parliament in 1889-90 for powers to deviate 
fi-om the route approved the previous session. The Fort William - Roshven section was expendable, a 
marker for the future and a bid for public sympathy. 
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The named promoters ofthe West Highland Railway represented a range ofinterests, but predom- 
inantly the landed interest from Helensburgh to western Invemess-shire. Abinger and Lochiel were the 
principal spokesmen. Abinger's experience as an active supporter ofthe Glasgow & North Western 
scheme complemented Lochiel's parliamentary experience and service on the Napier Commission-71be 
keynote was local endeavour, emulating the earlier efforts ofthose who had created the Highland Rail- 
way and the Callander & Oban Railway. 'Ibe point was pressed at every opportunity: it was a 4%ona fide 
attempt by the ... proprietors ofthe country ... to provide for their own wants and the development ofthe 
district' '; and there was not one dissenting voice of any importance between Helensburgh and Fort 
William. 1'M Abinger hoped that the landowners would find El 50,000 towards Formans figure of 
E740,000.1711 Remembering the Glasgow & North Western and perhaps wary ofWhat opponents might 
make ofForman's activities or the early involvement ofLucas & Aird, counsel for the Bill insisted that it 
was "no contractor's or speculator's line7P] The North British Railway remained in the background as 
long as possible, disclaiming all intention ofdamaging; the Highland Company or the Caledonian Com- 
pany. 

On 5 December, 1888 Lochiel met Walker and theNorthBritish chaffinan, the Marquess ofTweeddalc, 
in London, where they arranged a formal application to the North British directors. On 10 January, 1889 
Abinger and LocMel had a long meeting with the North British board in Edinburgh and, according to 
Lochiel, won over the doubters among the directors. When the West Highland Bill came to Parliament 
Lochiel insisted that the West Highland promoters had approached theNorth British and not vice versa. 1101 
The North British Company thereafter prepared a working agreement and a guarantee, subsequently 
explained at some length to the parliamentary committees. 

(R) the line does not, upon ... its local receipts, earn sufficient to pay 41/2percent out ofall the thmughtraffic 
upon the Noith British systen-4 wherever it is going theNorth British Company will contribute to the ffill 
extent offliat tmffic after taking off .. 50 per cent forworking expenses, so far as is necessary to make up the4Y2per cent. Supposing ... Chi a gentleman at Fort William. was going to London, ... hewouldtravel 
... to Craigendoran, and... go by the North British ... system to Edinburgh and so on to Berwick,... and inrespectofliisfiffr, themfleage ... from Fort William to Crai gendoran woild belong to the West I-Ii g&M Railway. (But) iftheir receipts are not sufficient to make 4 V2perceritthenthemileage ... offliatpassenger from Craigendoran to Berwick after 50 per cent has been deducted..., will be handed over ... tohelp make up their divideml Ghe) Promoters are advised that with ... thatguarantee ... th= will be no difficulty in raising the capital .. 0 1111 

TheNordiBrifish guaranteewas vital, aswasthe Company's pledge to findthe final E150,000 ofcapital 
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ifthe guarantee failed to attract enough investment This promise was made, to good effect, during Walk- 
er'sparliamentaryexamination. 71here is some suggestion that Walker had already undertaken to match 
the landowners' contribution. I'll 

In other respects the hand ofthe North British was largely hidden. Walker advised the promoters to 
drop their branch from Spean Bridge to the Caledonian Canal; it might be taken as a thrust towards 
Inverness, unnecessarily provoking the Highland Railway. It was left to Lochiel and other witnesses to 
show how the West Highland Company would generate its own traffic without Miuring e Highland i th 
Company or the Callander & Oban. Walker required that track be laid to North British specifications 
instead ofthe fighter formation which Forman had costed. He also required some easing ofcurves and 
gradients. ["] Forman claimed that any contractor "would take my railway on my estimate", and fellow 
engineers, including some who had attacked Waldron-SmitlYs, Glasgow & North Western survey, agreed 
that Formads work, within its self-imposed economies, was sound. [M Aird was enthusiastic. CMe way 
it contours the hills ... and at the same time lessens the cost... is something remarkable! )[N Opponents 
disputed his figures but admitted his authority. CVhatever opinion we may have, (io Lucas & Aird say 
they will do it and they lose El 00,000, as we believe they will, they will carry it out. ')1161 The promoters 
could not deny that the North British guarantee was crucial, but they made every effort to present their 
scheme as an independent venture, which had won the backing of an able engineer and prestigious 
contractors. Only then had the North British Company offered benevolent support, since the Caledonian 
declined to do so. It must be assumed thatWalker approved, ifhe did not prescribe, this strategy. 

No doubt Walker always intended to take control. InMarch, 1890, Abinger, Chairman ofthe West 
Highland, moved aside forTweeddale and anotherNorthBrifishdirectorRandolphWernyss, joined the 
board. The MacKintosh and Stewart ofKinlochmoidart resigned. On Abinger's death in 1892 James 
Renton increased theNorthBritishpresence. 1111 7[heNorthBridshtookparfiamentmypowers to contribute 
to West Highland capital, as Walkerhad promised. 1111When Lucas & Airdwon the West Highland contract 
andbegan construction (October, 1889), theybound themselves to take El 90,000 ofshares, which the 
NorthBritishwouldpurchase on completion ofthe work? '] Bybringing forward the date ofpurchase, 
to resolve a quarrel betweenthe WestHighland Company and the contractors over additional payments, 
theNorthBritish holdwas, strengthened. [] However theNorth British guarantee agreed in 18 89 did not 
extendwest ofFortWHEarn. 'IheWestlEglilandBilI confen-edpowers to build theFortWiIham -Roshven 
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line, butdidnot sayhowitwastobe financed orworked; and it is not surprising that the House ofLords 
Committee struckoutthis section ofthe scherne? ] TheNorthBritish Company" s attitude to the ftuther 
development ofthe WestIlighlandroute is examined in later Chapters. 

r%. --- Opponents alleged that the West Highland promoters had drawn the shortest possible line to the sea 
and trailed itbefore Parliament in the hope ofsubsidy. It had been a calculated attempt to divert attention 
from themij, ury which the West Highland must do to the Hi ghland Comp any and to the C all ander & Oban, 
byplaying on public sympathy for the crofters and fishermen ofthe West? '] OpM'l* on remained divided 
betweenRoshven and Mallaig as prospective railheads on the Arisaig coast, the more so afterForman's 
parhamentaryexaminafionconfirmeddiattheRoshvenEneandRoshvenharbourhadbeenhastyaddifions 
to the West Highland project? ] No west-of-Fort William line would be built until the West Highland 
Railwaywas opened. Parliament tookthe viewthatthere was time enoughto examine all thepossiblewest 
coast schemes, includingproposals for lines north ofthe Dingwall& Skye route, afterwhich one ormore 
ofthern might qualify for subsidy as theNapierReporthad suggested. Discussion ofthe subsidy question 
is resumed in Chapter 5. 

MieGlasgow&NordiWestemRailwayhad aimedatInvemess, withan"Arisaig! 'branch as something 
ofan afterthought. Coming to Parliamentbefore the NapierReport was ready, thishad seemed aclumsy 
attemptto givethe colourofpublic interestto ablatantly speculative promotion. TheWestHighland 
promoters marshalled local support much more carefully, denied any intention attacking the Highland 
Company and offeredRoshven as thenewrailhead desiredby theNapier Commission. Theyreminded 
their opponents that they had not asked for state assistance. It had proved impossible to engage the 
Governmeritto support aline toFortWilliarn and the west coast in theway envisaged by the'town'and 
$country' parties in 18 87-8. Now Fort Williamwould have arailway. Ifthis was in some degree the by- 
product ofNorthBritish strategic calculation, itwas also verymuchtheproduct ofa community campaign 
headedbythe landed interest In any case, no subsidywas involved, and thepossibility ofsome assistance 
for a later advance to the sea remained open, much as the Napier Report had anticipated. On the whole 
the WestHighland gainedbythe ambiguity inwhichtheBill emerged fromthe Lords Committee. Had the 
promotionbeen approved onitsmain intentions (providing a'direct'route to Oban, developing Glasgow 
residentialbusiness and openingup the countrybetween Crianlarich and Lochaber)? Was thenew railway 
tobe seen above all as aGlasgow-FortWiUiamroutewithFortWilliam as stepping stone to thewest coast? 
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Lochiel's evidence combinedtwo themes -local endeavourandthe development offiewtrafficbeyond 
the effective range ofthel-EghlandRailway and the Callander& Oban. He reminded the Committees how 
Lochaber proprietors had supported first the Hope-Scott promotion and then the Glasgow & North 
Western. CMis present scherne ... starts on amore hopeful basis ... and iffit) fails, goodbye to any railway 
in the Westl-Eghlands for .. the present generation, ifnot forever! ) The West Highland Railway had all 
thevirtues, claimed forthe older established Highland Company and Callander & Oban. C'We are going 
tohelpourselves ... and without asIdng the Government for a shilling; and we should think it a very hard thing 
ifwe arerefused.. . ')The Highland routehad its own catchment and did not stand to lose a singlepassenger 
or a single bale ofgoods. Callander & Oban tenitory was in some sense being invaded but ' 'we ... willstill 
compensate them in other shapee 9. [94] 

Highland Railway and West Highland seemed to converge north of Rannoch; in reality they were 
sepamWby the ernptyheights ofBen Alder forest whereafter they diverged once more. Lewis and much 
ofSkye, besides the remote North West, would continue to look to the Highland's Strome Ferry route. 
IfLong Island south from Harris and the rest ofSkye looked to Roshven and the West Highland instead 
ofStrome - or Obar4 this would be largely new business, not stolen business. Lochiel conceded that the 
WestHi9blandwould intercept traffic whichreached Obanby steamer-, but much ofthis traffic "naturalV' 
belonged to Fort William and was only being recaptured. He made much, as did Walker, of general 
exchange at Crianlarich: ifCallander & Obanbusiness was transferred to the West Highland route via 
Helensburgh, nevertheless there would be much West Highland business routed via Callander, and the 
Callander & Oban and Caledonian Companies mightwell have thebetter ofthebargain. All experience 
proved that, in the longrun, anew line made for a general increase in traffic, especially tourist traffic? '] 

The Highland Railway and the Caledonianwere at first united in opposition, as they hadbeen against 
the Glasgow &NorthWestem. But, onthe face ofthings, Invemess was not immediately in danger, and 
otherinjuries -for example, the likely diversion ofdroves from Dalwhinnie, could notbe pressed too hard 
when farmers so clearly welcomed the prospect ofreadier despatch via the West Highland? ] It was 
demonstrable that the Highland Railway did not serve Uchaber. With Roshven rej ected, Strome Ferry 
was safe forthe moment. Dougall and his directors chose to come to terms, ratherthan prolong what was 
likelytobe alosingbattle into theHouse ofCommons. The ensuing Great Glen Agreement or"FenYears 
Tru&'(3July, 18 89), saw Lochiel for the West Highland promoters and Walker for the North British 
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Company agree to delay any expansion"north or east ofBanavie7for a decade afterthe completion ofthe 
WestlEgMandfinetoFoitWHEarn, afonnulawhich neutralisedthe Great Glenbutdidnotrule out extension 
oftheWestHighlandto the coast TheNorthBritish contributed; E500 to theHighland Company's expenses 
in opposing the West Highland intheHouse ofLords. Inapostsc-fiptthe signatories agreed that aLaggan 
line between the Highland Railway in Strathspey and the West Highland in Glen Spean would not be 
coveredbythe agreement. Thus thellighlandRailwaywithdrewto fight anotherday forInverness and the 
west coast leaving the Caledonian isolated. The Truce not only eased the passage of1be West Highland 
Billbut also sounded awamingthatneithertheHighland CompanynortheNorthBiifishwouldwillingly 
give into untimely local pressure for Rutherpromotions inthe Great Glen? ] 

N0 eitherAnderson ofthe Callander & Oban Company norlhompson ofthe Caledonianhad expected 
Fonnan'spromofiontoreachParhamentin 1888-9.1111 With insufficient time to lodge acompetingbill for 
aConnelFerry-FortWilliarn line, the Caledonian could onlypledge thatthebranchwouldbe fidly financed 
and properly submitted in the following session, provided that the West Highland Railway was 
abandoned. ["] There was time to lodge a Glen Falloch Bill, based on Blyth's survey of 1887. (Without 
the record ofthe Callander & Oban Glen Falloch Bill of 18 8 8-9, the earlier Glen Falloch scheme would 
be extremely obscure. ) Thompson argued that this was not anotherblock linebut a legitimate attempt to 
safeguard Oban traffic via Loch Lomond. At the very least the Ardlui - Crianlarich section ofthe West 
Highland Railwaymustbejointly operated. 

TheNorthBritishRailway ... have control ofthe south end ofthe loch.. and.. the Callander & Oban Railway.. shouldhave the control attheotherend.. It is more necessary ... since theNotthBritish. - have got control ofthe steamers (and) control ofthewhole district... (Ibey) will positively starve (the) Callander& Obanline ofthetourist traffic. 11001 

ThoughThompson lost the GlenFalloch contest he used itto enlargethe Caledonian case that the West 
Highlandpicture ofexchange atCrianlarichwas flawed and firaudulentPM Itwouldbe difficultto co- 
ordinate infrequent trains ontwo single-track railways, especially when these trains had both English 
connections and stearnerconnections. This iswhatThompson and Anderson could be expectedto say. 
More WhgwastheirattackontheNoithBrifish Company's Westf-EgMand guarantee. Contributory traffic 
beingtheheart ofthe matter, theNorthBritishwould take all they couldviaHelensburgh, whateverLochiel 
andotherwitnesses, said, anditwasto theadvantage oftheWestI-lighlandCompanythattheNoithBrifish 
shoulddo so. The Callander & Oban Glen Fallochbranch would have linked the Loch Lomond district 
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withKillin, Stirling andPerth, viaCrianlarich. The West Highland would carryall the traffic roundby 
Glasgow. The samewould apply to fish fi-omRoshvenorlivestock fi-omLochaber. Assurances that some 
ofthis tr-affic would transfer to the Callander & Oban east ofCrianlarich, compensating for, say, the loss 
ofArdgourbusiness via Oban, were worffiless. 

Suchmisrepresentationmade it doubly objectionable that theNorth Britishwanted accessto Obanvia 
theWest Highland. Walkeroffered to forego fonnal nmningpowers ifthe Caledonian agreed to exchange 
passengerft-affic. 11011 The Westflighland promoters remained confident that theNorthBrifishwould offer 
a Glasgow -Oban service and the Caledonian a Stirling -Fort William service, with coaches transferred 
at Crianlarich. 11011 Thompson alleged thattheNorthBritishwanted to monopoliseLochLomond and create 
acut-offrouteto Oban. Walkerhad alreadywritten-offRoshven by refusing aguarantee and, giventhe 
chance, would abandonFort William too. Why else were Forman's parliamentaryplans so arrangedthat 
the Craigendoran - Crianlarich section and the spur connecting with the Oban line stood apart fi-om the 
sections north ofCrianlarich? Would the latter everbebuiltT 1141 In the event, nmningpowers to Obanwere 
denied and theWestlEghland Companywas required to complete constructionto Fort William in a single 
operation. 11111 

Thepromoters claimedthat every landowneralongtheWestHighlandwas in favourofthe newmilway 
or, atworst, stood neutral. ["'] In fact, theEarl ofMorton andprofessorBlackbum at Roshven refused to 
be placated. 11011 The Roshven line touched Craigag, an outlying comer ofMorton's Conaglen estate, and 
terminatedwithin sight ofBIackbum'shouse. Ibeiropposifion ceased to matterwhen theLords rejected 
this portion oftheproject. With thebackingoftheLuss Trustees, the route wasbroadly secure from 
Helensburgh to Ardlui; to satisfy the Colquhouns, Forman eliminated the obtrusive causeways he had 
planned along upper Loch Lomond. There were alterations at Craigendoran to meet the wishes of 
Middleton Campbell ofColgrain. The small proprietors at Shandon and at Finnart were persuaded to 
withdraw their objections, which the Caledonian Company was said to have encouraged. 11011 North fi-orn 
LochLomond the efforts ofAbinger and Lochiel eventually succeeded. All the landlords were agreeable. 
(RmTiminations came later. ) Through Crianlarich andTyndrum to Bfidge ofOrchy, thepromoters were 
at fimt opposedby the Marquess ofBreadalbane. Despite his association with the Companies hostile to 
theWestlEghland, Breadalbane agreed to withdrawhis petition in return for special clauses protectinghis 
salmon fishing in Glen Orchy and; C1,000 compensation fordisturbance to his Blaclanount deer forestJ 1091 
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Across RannochMoor and into Glen Spean, SirRobertMenzieswas a supporter, while ColonelWalker 
ofLochtreighead washuitially an opponent. It is clear that Colonel Walker's subsequent agreement 
depended onlis selling Con-our forestto SirJohn Stirling-Maxwell andthat Stifling-Maxwell's plans for 
Corrourdepended onrail accessP 101Ihe bestroute through Glen Spean invaded The MacKintosh's Bme 
Lochaberproperty. TheMacKintoshwaswell-disposedto theHigbland CompanywhoseAvianore cut- 
offwould servehis mainproperty- at Moy; buthe agreed to become, thoughverybriefly, aWest Highland 
directorP M The remainder ofthe route lay safely in Abinger's estate ofInverlochy. 

IbeWesfffigblandRailwayBill lodged inNovember, 1889(WestlfthlandRailwayAct, 1890)sought 
powers to alterthe route on Rannoch Moor, in Glen Spean and on the final approach to Fort William-l"'I 
TheRannoch deviationwas part ofthe arrangement between Colonel Walker and Stirling-Maxwell. 
Parliament upheld the objections ofthe AppinTrustees, who protested that the new alignment threatened 
theirBlack Corries deer forest. 0 MThe sale ofCorrourwas completed nonetheless. The Glen Spean 
deviafion, negofiatedwithTheMacKintosh, was approved: it spared the cost oftwo sizeable viaducts-0 N 
The revised entry to Fort William met Abinger's concern for the amenity ofnew Inverlochy Castle 
(Torlundy) and gave sidings into D. P. MacDonald's distilleries. This too was approved, togetherwith atiny 
extension ofthe line alongFort William foreshore to connectwith MacDonald's pier, which the West 
Highland Companynowpurchased. 11 151 

TheAct of 1890 also authorised a shortbranchto Banavie, onthe Caledonian Canal, from ajunction 
ontheTorlundy -Fort William deviation. 0 NThe branchwould link the Oban steamers with the steamers 
plying between Banavie and Inverness, and there would be distillery traffic. The Banavie line was 
complementaryto the agreementwherebytheWestHighland obtained all MacDonald'sbusiness Though 
the ambiguous position ofthe West Highland scheme withoutRoshventurned out, onthewhole, to bean 
advantage, the promoters went forward to the Commons uncomfortably aware that they might have 
overplayedtheirhand inthe Lords, where the value ofnew fishtraffic to railway and community alike had 
beenrepeatedly stressed. WithoutRoshven, they might founder in the Commons. They had to proclaim 
thatthe west-of-FortWilliam armwouldbe revived as soon as possible and that Lochaberin the meantime 
was worth developing. MacDonald's ft-affic, includinghis traffic viaBanavie, wasby farthe largest single 
source ofrevenue north ofCrianlafich. 
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(Our) case onpublic gromdshasbeenmuchweakenedbytheloss of(Roshven) althoughwemay 
still be allowed to show that ... aRailway to Fort William is anecessary step towards ... theCoast 
and that we have this... as an end to be ultimately accomplished.... We will have to produce new (traffic) tables for the Commons (and) I would like to get (Mr. MacDonald) to say that he would 
prefer to obtain his barley and coals by our line.. . 11111 

By stressing the value ofMacDonald'sbusiness, Walkercountered. the Caledonian charge that theNorth 
Bfitishhadno real intm-eg inFortWiUiam. 

NicholsonofArisaigtestifiedthat all the districtswestward sawBanavie as auseful railhead forlivestock 
and general goods, pendingthe revival ofthe Roshven lineP M Thebranchwas in some sense apledge that 
the West Highland route wouldbe extendedto the sea. Itwas also asubstitute forthe Caledonian Canal 
branch (SpeanBridge-to-LochLochy) dropped from the West Highland Bill of 1888-9to appeasethe 
Highland Railway. WithRoshven forthe moment out ofthereckoning, the Highland Company's main 
concernwas to exclude theWestHighland fi-omthe Great Glen. The B anavie branch was acceptable 
provided thatthe TenYears Truce ruled outnewpromotions "north ofBanavie. It is clearthat all this was 
resolved inthemiddlemonths of 1889. August sawtheWestHighland Act secure: thentheBanaviebranch 
was included, along with the three deyiations and the foreshore extension, in the supplementary Bill 
deposited for session 1889-90. 

AtFortWilliarn (orBanavie), the WestlEghlandRailwaywas some sixtymiles from Inverness. The 
Rannoch-and-Spean route reduced the gapbytenmiles. And any attempt by the Highland Companyto 
occupythe Great Glen in defiance oftheTrucewould findtheNorthBritish ah-eadyinpossessionofhorthern 
Lochaber, well posted to argue that the West Highland catchment reached as farasInvergarry andFort 
Augustus. The contest forthe Great Glen during 1894-7 is discussed in Chapter 8. Did theNorthBrifish 
Railway always aim at Inverness, despite disavowals, hoping to achieve in two moves what the Glasgow 
& North Western promoters had tried to achieve all at once? 

A. G. Morrison's arguments, according to Boyd, were decisive, and forMorrison the Rannoch-and- 
Speanroutewas simplythe cheaperwayto Fort William and eventually the west coast. To ensure the 
goodwill ofParliament and to engage the NorthBritisk the WestlEghland promotion needed aprudent 
budget, to which the proprietors who would gain fi-om the project must make as large a contribution as 
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possible. CMe linewouldbe constructed for abouthalfthe cost ofthe Glen Coe line, andwe did nothave 
the money in the Highlands unless we got a railway company to take up the scheme... ')OM A standard 
gaugerailway from Glen OrchybyBlackmount and Glen Coe to Lochaberposed engineeringproblems. 
Waldron-Smith's mswermeantby-passingBallachulish, as Chapter2 has described. Thenarrowgauge 
railway planned by Formans &McCall circa 1870, which tolerated more abrupt gradients and tighter 
curves, tookmuch the same alignment as the modem A82 trunk road and passed ffimughBallachuhsh. In 
1887-8 MacKenzie and his allies envisaged a standard gauge equivalent but did not make a surveyY 101 
Forman's intentions in 18 88 are not fully recorded. Glen Coe did not favourhis "contouring! technique, 
and itwouldbe surprising ifhe did not resort, like Waldron-Smith, to relatively expensive terTacesand 
protectionworks. The'direct'lineby Glen Coe also required amajorviaduct across LochLeven. Rannoch 
Moorwashigh and exposedbutthemethods offounding (orfloating) arailway inboggygroundwerewell 
established. (Forman used them on a small scale to carry the Str-athendrick & Aberfoyle line overFlanders 
Moss. ) The difficulty - and the expense, lay in the sheer volume of 'fill' needed to consolidate the 
roadbed-O"] There is no evidence that the respective costs ofthe two routes were weighed in detail. Press 
comment mayhave entered. The West Highland promoters, intent on the widest public support, cannot 
have forgotten how Waldron-Smithwas attacked for "desecrating! 'the Glen ofWeeping. [1221 

The Rannoch-and-Speanroute entailed thirtymiles oflmh operating conditions, to whichParliament 
gave little attention. Landowners and sporting tenants described their stalking experience (and in doing so 
struck chords with the Committees). ["'] Duncan MacDiarmid, tenant ofSir Robert Menzies's farm at 
Camusericht, was soothingly mendacious: snowfall was light; there was a hard bottom beneath the 
bogs-11"]Nevertheless, the promoters were at pains to hush up the nearly disastrous expedition offinuary, 
1889, whenForrnan's party, includingMacKenzie and the contractor, Robert McAlpine, werebenighted 
onRannochMoor-DIII Themain attack came from the much aggrieved communities ofBallachulish and 
Onich, no longer directly served. Rev. Dr. Alexander Stuart, well-known under the pen-name "Nether 
Lochabee'condemned the Rannoch line. C'I do not think itwould, in fifty years, yield profit ... to supply 
grease enough forthe wagonwheels. ")IIIII And Thompson claimed thathere was ftutherproofhow the 
NorthBritishhadnot looked seriouslybeyond Crianlarich. Itwas irresponsibleto give eventhe semblance 
OfsuPPortto thewandering line across Rannoch, whenthiswould forestall the much more useful line from 
ComelFeny. 11111 
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WitlitheRannoch-and-Spean route chosen, the WestHighlandpromoters affectedtohave calculated 
thatthey couldnot capture Ballachulish slate fi-orn the coastal trading vessels. ["'] Whenboththe Highland 
Railwayandthe Callander& Obanwere ableto show that much oftheirbusiness was affectedbywater 
competition, this was ahazardous argument. 11191 Hadthe Committees probed ftirther, theywouldhave 
exposedhow optimistic were the promoters'proj ections ofexpanding traffic and expanding revenue. 
Quarry business apart, Ballachulish and district had a population approaching that ofFort William. 
Ballachulish, southemLochaberandArdgourwantedthe GlenCoeroute. TheWestHighlandnowoffered 
them only anewrailhead atBridge ofOrchy, little better than Tyndrurn onthe Callander& Oban, ora 
roundaboutjourneyviaFortWilliam. (MeArdgourhinterlandwouldhave usedRoshven and could look 
to a future extensionwest ofFort William. ) Whatever the case forgoing byRannoch, there was a cost in 
traffic surrendered and supporters disappointed. Moreover, the Caledonian Railway would be able to 
arguethat a Callander& Obanbranchbythe Linnhe coastwas still needed. Chapters 6-8 include discussion 
ofCaledonian efforts to reachFort William and, once there, to claim a share in the West Highland Mallaig 
Extension. TheNorthBrifishRailwaywouldbe obligedto obtainpowers foraWestHighlandbranch south 
fromFortWilliarntoBallachulish. Thisblockedthe Caledonian fi-omLochaberthoughthebranchremained 
uribuilt 

Offiecessity, the West Highland case came to include the old argumentwhich the Highland Company 
and the Callander & Obanhad employed to defend themselves. Rannoch-and-Speanwas the'optimum 
route'. Rannoch station, in the midst ofRannoch Moorbutwith anew road to Kinlochrannoch, Inverlair 
(Tulloch) inupper Glen Spean, RoyBridge and SpeanBridgewere desirable inten-nediate railheads. Spean 
Bridge would become the main concentration point for livestock from the Great Glen and the farNorth 
West. The districts south ofFort William, though disappointed ofa'direct'line, would still be served, in 
co-operationwithMacBrayne, whose steamers would connect bothwith the Callander & Oban and the 
West Highland. Economies in constructionwould save resources for anew push to the west coastY 101 

1hompsonchallengedWalkerthat, onhis own showing, hewas supporting alongandmmblingrailway 
through the poorest country forthe sake ofthet-affic oftwo distilleries. Either Walker did not carewhat 
happenedbeyond Crianlarichorhehad othermotives and Invemess was his real goal. 0") Anditwas 
undeniable that some ofthe tmffic to be won on the Rannoch and-Spean route would betaken from the 
Highland Railway, at Aberfeldy, Struan and Dalwhinnie. (Dougall pressed unsuccessfully that 
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compensation for loss ofdrove traffic atDalwhinnie shouldbe written into the TenYears Truce. )OM On 
balance, it appears that Walkerwanted onlyto seethe WestHighland Railway firn-Ay established affort 
William, in control ofthe southern end ofthe Great Glen. He ran the risk thatParfiamentwould preferthe 
Comel Feny-to-FortWilfiarn line, and a future Caledonian assaultremained possible. Onthe otherhand, 
the Great GlenTrucerestoredtolerable relations with the Highland Companywhile leaving options forthe 
future. Alongwiththe clahnof'opfimumroute'wenttheiightto develop theterritorywhichthatroute served. 
Here too theNoith British Company followed the example ofthe Highland and the Callander & Oban. 
LochaberwasnowNorthBritishterfttory Thosewho expected great things fi-orn the WestI-Egblandwould 
learn sooner or later that theNorthBritish was in control. 

IfWalkerdid indeedhave astrategyofreachingInverness intwo stages, begimingwithForman"s West 
Highland proj ect, he was ill-advised in any case, whetherthe line ranby Glen Coe orbyRannoch. To turn 
Forrnan's scheme into amoderately fasttrunkroutewould have taken a great deal more thanthe alterations 
demanded by the North British Company in the 18 89 West Highland Agreement. The Board ofTrade 
imposed a 25mph speed limit, and later pen-nitted a maximum of40mph. 11331 The engines originally 
dedicatedto the fine proved inadequate and the problem persisted until anew generation ofmixed-traffic 
locomofivesbecarneavOablejustbefore 1914. In the meantime theNorthBrifishhad largelyrelaid all the 
track. An extension through the Great Glen to Invemess might be laid out to express standard (though at 
no small cost); the through Glasgow-to-Invemess service would always be constrained by the gradients 
and curves on the ninety miles from Helensburgh to Glen Spean. Speed was not the sole criterion. The 
MgWandRailway's monopolywouldbebroken and theNorthBritishwouldhave themeans to extortbetter 
terms ofexchange atPerth- always provided thattheHighlandRailwaywas not &vento amalgamatewith 
the Caledonian. The West Highland-cum-Great Glen route would capture traffic north and east of 
Inverness. But theNorth British could scarcelyhopeto supersedethe established route viaPerth; andthe 
Aviemore cut-off, shortening the Perth - Invernessjoumey maybe saidtohave settled the matter4134] . 

Onthe evidence available, theRannoch-and-Spean optionwas chosen, economies apart, because this 
helpedto create that very desirable impression ofaunited front arnongthe great landowners. Entryto 
Lochaberwas not the issue. Friendlyproprietors were well-placedbothnorth and south - Abinger andThe 
MacKintoshheld Glen Spean; fi-orn Loch Leven through Onich and Con-an Ferry no one mattered but 
Lochiel andMrs. Cameron-Campbell ofCallart. FromHelensburghto Bridge ofOrchy all was safe, with 
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the support ofthe Colquhouns andthe forbearance ofBreadalbane. ButBreadalbane, who had strongly 
opposedthe Glasgow &NorthWestem, cuttingBlackmount forest fi-om Glen Orchyto, Glen Coe, much 
preferred that the West Highland should skirt Blackmountto the east, by Strathtullainto Rannoch. In 
satisfying Breadalbane the pmmoters could satisfy Stirling-Maxwell, who wanted arailway at Con-our. 
And the sale ofCorrour satisfied Colonel Walker ofLochtreighead. That George Malcolm ofInvergany 
became Stirling-Maxwell's factor gives some inkling ofthe negotiations which must have taken place. 

The calculations of 1888-9 were not the calculations of 1894, when the WestlEghland opened to Fort 
WiRian-LTheNorthBrifishwanted0bantrafficandnewresidenfialbusinesswidiinmngeofGlasgow. By 
1894 itwas clearthat the WestlEghlandwouldbe acontinuingburden. Neither Obantraffic norresidential 
traffic was likely to develop on the scale which the promoters had claimed. Awest coast extension was 
not apaying prospect; but supportedby subsidy, itwould generate contributory revenue and improve the 
ovemUposifionoftheWestlEghland Company. IfWalker aimed at Inverness, itwas in the habitual spirit 
ofthe North British Railway" s twenty years battle with the Caledonian for mastery ofScotland, when 
expansion was the watchword and no opportunity was to be overlooked. The1890s saw anew mood 
ofwary live-and-let-live, exemplifiedby Walker's successor, and the fight forInvemesswhichbegan in 
1894 was not oftheNorthBrifish Company9 s making, save that completion ofthe West 11ighland to Fort 
William sparked offa, new round ofspeculative and pre-emptive promotions. All this is discussed in 
Chapters 5-8. 
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Chapter 3 Appendices 
Bills of 1888-89 and 1889-90 

TheWestlEghlandRailwayBillof 1888-9(Westl-EghlandRailwayAcý 1889) went to theHouse of 
Lords Committee during Marchand April, 1889 and to theHouse ofCommons Committee in July. 

RailwayNo. 1 Craigendomn-Crianlafich 
RailwayNo. 2 Crianlarich-FortWilham 
RailwayNo. 3 FortWiffiam-Roshven LostintheLords 
RailwayNo. 4 Crianlarich spur to the Callander & Oban Railway 
RailwayNo. 5 SpeanBridge-LochLochy (Caledonian Canal) Dropped from the Bill 
RailwayNo. 6 FortWilliamforeshore 

Forparliamentary and construction puiposes, No. I was paired withNo. 4 and set apart from Nos-2 and 
6. The West Highland Companywas requiredto treat the promotion as aunity. 

lbeCallandcr&Oban(GlenFalloch)RailwayBillofl888-89-wasgroupedwiththeWestl-EgblandBilI 
and taken in the House ofLords afterthatHouse had approved the WestHighland. Itwas lost after a day's 
evidence (8 April, 1889). 

TheWestHigMandRaflwayBiUofl889-90(WestlEgMandRailwayAct 1890) included ffime alterations 
to'RailwayNo. 2', ashort extension to'RailwayNo. 6'and abranch from Fort William to Banavie. 

DeviationNo. 1 Rannoch-Con-our Disallowed DeviationNo. 2 GlenSpean DeviationNo. 3 Torlundy-FortWilliarn NewRailwayNo. 4 Distillerypierextension New Railways Nos. 5-7 Banaviebranch, with back shunt to canalpier etc. (Junction onDeviationNo. 3) 
11 Promoters of the West Hi2bland RailwaL 1888-9 

Lord Abinger 
Lord Howard ofGlossop Sir James Colquhoun 
Donald CarneronofLocijej 
Captain Roderick Colquhoun DonaldP. MacDonald, distillerFortWilliam Robert Stewart ofKinloclunoidart Alexander Breingan, banker, Helensburgh James Morrison, chainnan, Shandon Hydropathic Company 
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III Directors of the West Highland Railway Company 1889- 98 

LordAbinger, Cliainnan 
Donald Camerm ofLochiel CaptainRoderickColquhoun 
TheMacKintosh 
Robert StewaitofKinolochmoidart 

Marquess offweeddale, Chainnan 
LordAbinger, DeputyChainnan 
Donald CameronofLochiel 
CaptainRodmickColquhoun 
Randolph G. E. Wemyss 

Marquess ofTweeddale, Chairman 
Donald Cameron of'Lochiel CaptainRoderickColquhoun 
Randolph G. E. Wemyss 
JamesH. Renton 

NorthBfifishRailwayChainnan 

NordiBritishRailway director 

NoilhBritishRailwayChahman 

NorthBritish Railway director 
NorthBritish Railway director 

I"dAbingerdiedin 1892. His successorwas not directly involved with the WestHighland Companybut 
supported the Invergarry &Fort Augustus Railway. James Renton helped to finance the completion of the West Highland Railway in 18934, pending 
retrospective legislation for additional capital powers. 

IV The Great-Glen Agreement CFenYearsTruce! ') 
Westrninster, 3 July, 1889 
1) The Highland Company to withdmw. 2) The North British Company and the promoters ofthe (West Highland) Bill undertake not to 

pi-ornote directly or indirectly, nor to support the promotion by any other company or pers- ons, nor to contribute to nor work any railway north or east ofB anavie for ten years after the opening ofthe West Highland Railway to Fort-William. 3) The Highland Company and North British Company to revise the existing (Perth tmffic) agreement between them, and to renew it on revised terms. 4) E500 to be paid by the North British Company to the Highland Company towards the... costs ofopposing the (West Highland) Bill. 5) (Provision for amplifying these terms). 
DonaldCameron 
J. Walker 
And. Dougall, 
Addendum 
6) The restriction in article 2 shall not apply to any railway between the West Highland line at or near Inverlair and the Highland Railway at any point between Kingussie and Dalwhinnie. 
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FOOTNO17ES 
Chapter3 

WHM 
Donald Boyd, Proof for West Highland Bill, 1888-9 
SRO/B"WSYI/342 
Donald Carneron of Lochiel, Evidence, West Highland Railway Bill, Lords, 26 March 1889 

WHM 
Boyd, Proof 
D. P. MacDonald, Evidence, West Highland Railway Bill, Conunons, 4 July 18 89 
SRO/BR/PYB(Syl/342 
Oban Times. 31 December 1887 

WHM 
N. B. MacKenzie, Proofs for West Highland Railway, Mallaig Extension, Bill, 18934; West Highland Railway, 
Ballachulish Extension, Bill, 1895-6; and against Invergarry & Fort Augustus Railway Bill, 1895-6 
SRO/BRAPYB(Syl/325 
McKenzie, Evidence, Glasgow & North Western Railway Bill, Commons, I May 1883 
SRO/BR/PYB(SYI/93 
McKenzie, Evidence, West Highland Railway, Mallaig Extension, Bill, Commons, 30 April 1894 
WHM 
MacDonald, Proofs for West Highland Railway Bill, 1888-9 and West Highland Railway Bill, 1889-90 
SRO/13RAPYB(Syl/325 
MacDonald, Evidence, Glasgow & North Western Railway Bill, Commons, I May 1883 
SRO/BR/PYB(Syl/342 
MacDonald, Evidence, West Highland Railway Bill, Commons, 4 July 1889 
WHR 
MacDonald, Evidence, West Highland Railway Bill, Lords, 14 March 1890 
SRO/BR/NBR/8/1764/1 
Ewan Cameron to George Wieland, 12,17,21 and 29 December 1887 
John Walker to Cameron, 18 and 21 December 1887 
WHM 
Wieland to Cameron 20 and 27 December 1887 

7. SRO/BRNBR/8/1786/1 
Cameron to Wieland, 12 December 1887 

S. lbid 
SRO/BR/NBR/8/1786/1 
Walker to Cameron, 18 December 1887 WHM 
Walker to Cameron, 20 and 27 December 1887 and 13 January 1888 

10. WHM 
Boyd, Proof 

It. SROMRAPYB(SY1842 
MacDonald, Evidence, West Highland Railway Bill, Commons, 4 July 1889 

12. SRO/BRAPYB(Syl/342 
Lochiel, Evidence, West Highland Railway Bill, Commons, 3 July 1889. 

13. SRO/BRAPYB(Syl/342 
D. P. MacDonald to John Anderson, 28 December 1887, quoted by counsel during Lochiel's Evidence, West Highland Railway Bill, Commons, 1889 
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SRO/BR/NBR/8/1764/1 
Cameron to Wieland, 16 Febnlary 1888 

14. SRO/BRTYB(Syl/342 
Anderson to MacDonald, 29 December 1887, quoted by counsel during Lochiers Evidence, 
West Highland Railway Bill, Commons, 1889 

15. SRO/BWPYB(Syl/342 
James Thompson to George Malcolm, 5 January 18 88, quoted by counsel during Lochiel's Evidence, 
West Highland Railway Bill, Lords and Commons 

16. SROWNYB(Syl/342 
MacDonald to Anderson, 28 December 1887 

17. SRO/BPJNBR/8/1764/1 
Wilkinson & Jarvis to Boyd, 31 December 1887 

It. WHM 
A. G. Morrison to Boyd, 2 January 18 88 
SRO/BR/PYB(Syl/342 
Boyd, Evidence, West Highland Railway Bill, Conunons, 4 July 1889 

19. SROA3R/NBR/8/1764/1 
Cameron to Wieland 
See also Wielandto Walker, 9 January 1888; Walker to Wieland, 12 January 1888; and Cameron to Wieland, 
19 January 1888 

20. WHM 
Boyd, Proof 
Boyd to Lochiel, 10 February 18 88 
SROvBR/PYB(SYl/342 
Boyd, Evidence, West Highland Railway Bill, Commons, 4 July 18 89 

21 SROVBRNBR/8/1764/1 
Cameron to Wieland 
SRO/BR/PYB(Syl/342 
Malcolm to Thompson, 22 February 1888, quoted by counsel during Malcolds Evidence, West Highland 
RailwayBill, Lords, 1889 
Thompson to MacDonald, date uncertain (MacDonald, Evidence, West Highland Railway Bill, Commons, 
1889) 
SRO/13RNBR/g/1764/1 
Thompson to Malcolm, 23 (or 27) February 1888 

22. SROABRNBR/8/1764/1 
Cameron to Wieland, 16 February and 3 March 18 88 

23. WHM 
Boyd to Lochiel, 10 February 1888 

24 SRO/BRI? YB(SYI/342 
J. Gibson, Secretary ofthe Caledonian Railway, to Malcolm, 7 March 1888 (Malcolm, Evidence, West Highland Railway Bill, Lords and Commons, 1889) Malcolm to Gibson, 14 March and 16 May 1888, quotedby counsel during Lochiers Evidence, West Highland RailwayBill, Lords, 1889 See also Malcolm, Evidence, West Highland Railway Bill, Lords, 27 March 1889 

25. WHM 
Boyd to Walker, 30 May 1888 Boyd, Proof 
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26. SROABPJNBR/l/30and32 
North British Railway Minutes, I November 1883 and 3 July 1884 
SRO/BRAPYB(Syl/342 
James Morrison, Chairman of Shandon Hydropathic Company, Evidence, West Highland Railway Bill, 
Conunons, 3 July 1889 

27. The brieftreatrnent here is based on SRO/BR/CAC/3/2 and SRO/RHP 18010 and 3183 1. 
See also J. Thomas, The North British RaiLw-U, Volume 2, pages 117-8; and plans of the Clyde & Loch Fyne 
Junction Railway, 1846 SRO, unclassified. 

28. SRO/BRi? YKSYI/342 
Quoted by counsel during Walkers Evidence, West Highland Railway Bill, Lords, 1889 
See also Joseph Bolton, Evidence, and Thompson, Evidence, West Highland Railway Bill, Lords, 3 and 4 April 1889 

29. SROA3R/CAC/3/2 
30. Ibid. 
31. Ibid 
32 Ibid 
33. Ibid 
34. SROIB"YB(SYI/342 

Thompson, Evidence, West Highland Railway Bill, Commons, 5 July 18 89 
35. SRO/B"YB(SYI/339 

Speech by counsel, Callander & Oban Railway, Glen Falloch, Bill, Lords, 8 April 1889 
36. SRO/BR/PYB(Syl/339 

The Glen Falloch promotion of 18 87-8 can be reconstructed from the parliamentary record of the nearly identical Callander & Oban promotion in 1888-9 
37. J. Thomas, The Callander & Oban Railway, Chapter VI 

For Breadalbane, see also SRO/BRICAL/4/224 
38. SRO/BRTYB(SYl/339 

Brief for North British Railway; 
Benjamin H. Blyth, Anderson and Thompson, Evidence, Callander & Oban Railway, Glen Falloch, Bill, Lords, 8 April 1889 

39. SRO/BMYB(Syl/339 
Note on the withdrawal of the 1887-8 Bill, dated 15 March 188 8; Blyth, Evidence, Callander & Oban Railway, Glen Falloch, Bill, 8 April 1889 

40. Ibid 
41. SRO/J3RMR/8/1764/1 

Tawse & Bonar to Walker, 26 January and 6 and II February 1888 Walker to Tawse & Bonar, 27 and 31 January, and 6 and 7 February 1888 See also North British Railway Minutes, directors'meetings, 9 February and 8 and 21 March 1888 SRO/BR/NBR/l/34 
42. SRO/BPJNBR/8/17"1 

Tawse & Bonar to Walker, 6 February 1888 
43. SROVBRMR/8/l764/1 

Tawse & Bonar to Walker, II February 18 88 See also Glasizow-Herall 29 February 1888, for a good example of the letters etc. in support ofa'direct' railway to Fort William and Arisaig. 
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44. SRO/BRTYKSYI/342 
Walker, Evidence, West Highland Railway Bill, Conunons, 4 July 1889 

45. VMM 

Boyd to Lochiel, 10 February 1888 
46. SRO/B"YWSYI/342 

Walker, Evidence, West Highland Railway BilL Lords, I April 1889, and Conunons, 4 July 1889 
47. WHM 

Walker to Boyd, 27 April 1888 
Walker to Cameron, 30 April 18 88 

48. WHM 
Boyd, Proof 

49. SROVBRTYB(SYl/339 
Anderson, Evidence, Callander & Oban Railway, Glen Falloch, Bill, 8 April 1889 
Alexander McNiven, director of the Loch Lomond Steamboat Company, Evidence, 
Callander and Oban Railway, Glen Falloch, Bill, 8 April 1889 

50. VVHM 

Boyd, Proof 
SRO/BR/PYB(SYl/342 
Malcolm, Evidence, West Highland Railway Bill, Lords, 27 March 1889, and Commons, 4 July 1889 

51. SRO/BR/PYB(Syl/342 
Walker, Evidence, West Highland Railway Bill, Lords, I April 1889, andConimons, 4 July 1889 

52. VMM 
Boyd, Proof 

53. SRO/BRTYB(Syl/342 
Malcolm, Evidence, and Walker, Evidence, West Highland Railway Bill,, Lords and Commons, 1889 

54. SRO/PM 15052and47385 
Aberfoyle - Crianlarich extension SRO/BRAPYB(Syl/394 
Forman, Evidence, Callander & Oban Railway BiIL Commons, I April 1897, for a briefreference to Oban, direct' 
schemes SRO/RJHP 46426 
Tyndrurn - Fort William (narrow gauge) SROIRM 18010 and 31831 
Clyde, Ardrishaig & Crinan 

55. SRO/BR/PYB(SYI/386 
Charles Steel, General Manager of the Highland Railway, Evidence, Invergarry & Fort Augustus Railway, Bill, 
Lords, II May 1896 

56. SR0/BRj? YB(S)l/342 
Speechby counsel, West Highland Railway Bill, Lords, 5 April 1889 

57. J. Tbomas, The North British RaiLway ., Volume 2, pages 122-3 
58. SRO/BR/PYB(SYl/342 

Walker, Evidence, West Highland Railway Bill, Lords, I April 18 89, and Commons, 4 July 1889 
59. SRO/BRTYB(SYl/342 

Charles Forman, Evidence, West Highland Railway Bill, Lords, 29 March 1889, and Commons, 4 July 1889 
60. Ibid. 
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61. SROVBR/PYB(SYI/342 
Walker, Evidence, West Highland Railway Bill, Lords and Commons, 1889 
WHM 
WalkertoMalcohn 
Boyd, Proof 

62. WHM 

Longhand copy of Forman's report 
63. WHM 

Robert Yellowlees to Boyd, 8 September 1888 
64. SRO/BR/PYB(SYl/1 60 and 585 

See also probing questions by counsel re Formarfs and Walker's involvement during Formans Evidence, 
West Highland Railway Bill, Lords, 29 March 1889 SRO/BR/PYB(Syl/342 

65. SRO/BR/NBR/8/1764/1 
Cameron to Wieland 4 January 1888 

66. WHM 
Forman to Yellowlees, 15 September 1888. 

67. WHM 
George MacRae to MacKenzie, 26 September 1888 
MacRae to Malcolm 3 October 1888 

68. SRO/B"YB(SYI/342 
Lord Abinger, Evidence, West Highland Railway Bill, Lords, 27March 1889 
WHM 
Abinger, Prooffor West Highland Railway Bill, 1888-89 

69. SRO/BR/PYB(SYl/342 
Lochiel, Evidence, WestHighland Railway Bill, Lords, 26 March 1889. 
WHR 
Lochiel, Prooffor West Highland Railway Bill, 1888-89 

70. WER 
Formads report SRO/BR/PYB(Syl/342 
Forman, Evidence, West Highland Railway Bill, Lords, 29 March 1889 

71. SRO/BR/PYB(SYl/342 
Abinger, Evidence, West Highland Railway Bill, Commons, 3 July 1889 

72. WHR, 

Boyd, Proof 
73. SRO/BR/PYB(SYl/342 

MacDonald to Tbompson, 26 November 1888 (Lochiel, Evidence, West Highland Railway Bill, Lords 1889) WHR 
See also MacDonald, Proof for West Highland Railway Bill, 1888-89 

74. SR0/RHP 4739 1, with Edkhumh Gazette Notice, 9 April 1889 cf. SRO/RHP 47392 SRO/13RAPYB(Syl/342 
Forman, Evidence, West Highland Railway Bill, Commons, 4 July 1889 

75. SRO/BRAPYB(Syl/342 
Forman, Evidence, West Highland Railway Bill, Commons, 4 July 1889 The Scotsman, 13 August 1894. Forman! s speech, Opening of the West Highland Railway, II August 
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76. J. Saxon-Childers, Robert Mc"l ine, ABioffaphy 
J. Thomas, -The West Highland Railway, pages 44-9 and Appendix 10 

77. SRO/BRTYB(Syl/342 
Speechby counsel, West Highland Railway Bill, Lords, 26 March 1889 

78. SRO/BRTYB(Syl/342 
Abinger, Evidence, West Highland Railway Bill, Commons, 3 July 1889 

79. SROVBRTYB(SYl/342 
Speech by counsel, West Highland Railway Bill, Lords, 26 March 18 89 

so. SRO/BR/PYB(Syl/342 
Lochiel, Evidence, West Highland Railway Bill, Commons, 3 July 18 89 

St. SROA31MPYB(Syl/342 
Speech by counsel, West Highland Railway Bill, Lords, 26 March 18 89 

82. SRO/BMYB(Syl/342 
Walker, Evidence, West Highland Railway Bill, Lords, I April 1889andCommons, 4 July 1889 
SRO/BR/PYB(Syl/342 
Fonnan, Evidence, and Walker, Evidence, West Highland Railway Bill, Lords, I July 1889 

84. SRO/BRTYB(SYl/342 
Forman, Evidence, West Highland Railway Bill, Commons, 4 July 18 89 
William Crouch, Evidence, West Highland Railway Bill, Lords, I April 1889 
See also Robert McAlpine, Evidence, Lords, I April 1889 

85. SROA3RA? YB(Syl/342 
John Aird, Evidence, West Highland Railway Bill, Commons, 4 July 1889 

86. SRO/BR/PYB(Syl/342 
Exchange between counsel and chairman, West Highland Railway Bill, Commons, 4 July 1889 

87. SRO/BR/VýEIVIA 
West Highland Railway Minutes, 18 February 1892 

go. SRO/BR/PYB(Syl/160 
North British Railway Bill, 1889-90 

89. SRO/BR/WEH/23/3 
West Highland Railway, Finance and Miscellaneous SRO/BR/NBR/l/36 
North British Railway Minutes, 14 November 18 89 

90. SROA3R/NBR/l/38 
North British Railway Minutes, 16 April 1891 J. Thomas The West Hip-hland Railway, pages 60-2 See also North British Railway General Managers Files SRO/BR/NBR/1764/3, passim 

91. SRO/BR/PYB(SYI/342 
West Highland Railway Bill, Lords, 5 April 1889 

92. SRO/B"YB(SYI/342 
Andrew Dougall, Secretary and General Manager of the Highland Railway; Dr. Roderick MacDonald M. P.; Anderson; and Thompson, Evidence, West Highland Railway Bill, Lords, April 1889. See also speeches by counsel, 5 April 1889 
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93. SROVB"YB(SYl/342 
Forman, Evidence, West Highland Railway Bill, Lords, 29 Marchand I and 5 April 1889 
See also Professor Hugh Blackburn, Captain Henry Moriarty, Sir William lbompson (Lord Kelvin), Blyth, 
Dougall and lbompson (Caledonian Railway), Evidence, West Highland Railway Bill, Lords, April 1889 

94. SRO/BPRYB(Syl/342 
Lochiel, Evidence, West Highland Railway Bill, Lords, 26 March 18 89, and Commons, 3 July 1889 

95. Supporters of the West Highland scheme asserted again and again that exchange of traffic with the Callander 
& Oban Railway at Crianlarich would be mutually advantageous. For additional examples see Malcolm, Proofand Duncan MacDiarTnid (tenant farmer, Camusericht), Proof, 
WHM 

96. For example: SROVB"YB(SYl/342 
MacDiarmid, Evidence, WestHighland Railway Bill, Lords, 28 March 1889 SRO/BR/PYB(S)/1/342 
Cf, William Menzies (Glen Falloch), Evidence, 27 March 1889, and Donald MacDonald (Skye), Evidence, 
29 March 1889 

97. SRO/BR/NBR/811764/6 and SRO/BR&M/6/1 
98. SRO/BRTYB(Syl/342 

Anderson, Evidence, and Thompson, Evidence, West Highland Railway Bill, Lords and Commons 1889 
See also Bolton, Evidence, West Highland Railway Bill, Lords, 3 April 1889, and Anderson, Evidence, 
Callander & Oban Railway, Glen FallochBill, Lords, 8 April 1889 SRO/BRTYB(S)l/339 

99. SRO/BRTYB(SYI/342 
Bolton, Evidence, West Highland Railway Bill, Lords, 3 April 1889. 
Tbompson, Evidence, West Highland Railway Bill, Commons, 5 July 1889 

100. SRO/BR/PYB(Syl/339 
Thompson, Evidence, Callander & Oban Railway, Glen Falloch, Bill, 6 April 18 89 

101. SRO/BR/PYB(SYI/339 
See also Anderson, Evidence, and Thompson, Evidence, West Highland Railway Bill, Lords and Commons, 1889 SRO/BR/PYB(Syl/342 

102. SRO/B"YB(Syl/342 
Walker, Evidence, West Highland Railway Bill, Lords, I April 1889 

103. SRO/B"YB(SYI/342 
Speech by counsel, West Highland Railway Bill, Commons, 2 July 1889 See also Lochiel, Evidence; Abinger, Evidence; and Malcolm, Evidence, Commons 

104. SRO/B"YB(Syl/342 
Thompson, Evidence, West Highland Railway BUL Lords, 4 April 1889, and Commons, 5 July 1889 Speeches by counsel, West Highland Railway Bill, Lords, 5 April 1889 See also Walker, Evidence (cross-examination), Lords and Commons 

105. SRO/BR/PYB(SYl/342 
West Highland Railway Bill, Lords, 5 April 18 89 and Commons, 5 July 1889 

106. SRO/BRAPYB(Syl/342 
Speeches by counsel, West Highland Railway Bill, Lords, 26 March 1889, and Commons, 2 July 1889 

107. SROVB"YB(SYI/342 
West Highland Railway Bill, 1888-9, Petitions Against 

108. SRO/RHP 47391 cf. SRO/RHP 47392 SRO/BR/PYB(Syl/342 
Speech by counsel, West Highland Railway B ill, Commons, 2 July 18 89 West Highland Railway Bill 1888-9, Petitions Against 
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109 SROMRAPYB(Syl/342 
"New Clauses - for protection ofthe lands of the Marquis of Breadalbane in the counties offerth and Argylr' 

110. WHM 
Sir Robert Menzies, Proofs forWestHighland Railway Bills, 1888-9 and 1889-90 
Speech by counsel, West Highland Railway Bill, Lords, 14 March 1890 
Abinger, Evidence, Fornian, Evidence, and Menzies, Evidence, West Highland Railway Bill, Lords, 14,17 and 18 March 1890 

WHM 
The MacKintosh, Proof for West Highland Railway Bill, 1888-9 
SROVBR/PYB(SYI/342 
The MacKintosh, Evidence, West Highland Railway Bill, Lords, 27 March 1889, and Conunons, 3 July 1889 
SROA3R/WEIi/l/l 
West Highland Railway Minutes 

112. SROAW 46438 
113. WHM 

West Highland Railway Bill, 1889-90, Petitions Against Speeches by counsel, West Highland Railway Bill, Lords, 18 March 1890 
114. SRO/RIHP 46438 

WHM 
Speech by counsel, West Highland Railway Bill, Lords, 14 March 1890 Draft agreement between D. P. MacDonald and the West Highland Railway promoters, 8 May 1889 
See also SRO/RHP 46438 

116. SRO/PM46438 
117. WHM 

MacRae to Malcolm,, 24 April 1889 SRO/13RAPYB(Syl/342 
Walker, Evidence, West Highland Railway Bill, Commons, 4 July 1889 
WHM 
A. W. Nicholson, Evidence, West Highland Railway Bill, Lords, 17 March 1890 

119. SRO/BR/PYB(SYl/342 
Boyd, Evidence, West Highland Railway Bill, Commons, 4 July 18 89 

120 For the route of the narrow gauge line see SRO/RHP 46426 
121.1 McGregor, 100 Years of the West Hiahland Railway, Chapter3. 
122. C. Hamilton-Ellis, The North British Railway. page 147 
123 SRO/B"YB(S)1/342 

For example, Abinger, Evidence, West Highland Railway Bill, Commons, 3 July 1889 
124. WHM 

MacDiamud, Proof, West Highland Railway Bill, 1888-9 SRO/BRIPYB(Syl/342 
Evidence, West Highland Railway Bill, Lords, 28 March 1889, and Commons, 4 July 1889 

125. SRO/B"YB(Syl/342 
See also Note 76 above. Forman, Evidence, West Highland Railway Bill, Lords, I April 1889 

126. SROVBR/PYB(SYI/342 
Rev. Dr. Alexander Stuart, Evidence, West Highland Railway Bill, Lords, 4 April 1889 

-90- 



127. SR0VBRTYB(SYI/342 
lbompson, Evidence, West Highland Railway Bill, Lords, 4April 1889, and Conunons, 5 July 1889 

128. SR0VBRTYB(SYl/342 
Fomian, Evidence, West Highland Railway Bill, Lords, I April 1889 

129. SROVB"YB(SYl/325 
Glasgow & North Western Railway Bill, 18 82-3, Petition Against by the Highland Railway. 
SRO/BR/PYB(SYl/342 
Anderson, Evidence, West Highland Railway Bill, Lords, 3 April 1889 
See also Duncan Forbes, hotel keeper, Inveroran, Proof for West Highland Railway Bill, 1888-9 WHM 
Forbes testified that sea-and-rail charges to Dalmally, via Oban, were competitive. 

130. SRO/BRTYB(SYI/342 
Dr Donald Campbell (Ballachulish quarries), Evidence; Angus Buchanan (Strontian), Evidence; and Stuart, Evidence, West Highland Railway Bill, Commons, 5 July 18 89 
In cross-examining these witnesses, counsel expounded the West Highland case for leaving Ballachulish, 
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Chapter4 

The West Highland Railway: expectations and consequences 



Chapter4 
In contrast to the politics ofpromotion examined in Chapter 3, this Chapter addresses the expecta- 

tions invested in the West I-Egbland Railway and considers how far they were ffiffiHed. 

The West I-Egbland Railway Act 1889 specifiedthat stations wouldbeprovided atupperHelensburgh 
and several other locations along the Gareloch and Loch Long, to encourage feuing on the Colquhoun 
estatesP 1. The Shandon Hydropathic Company, associated with the Luss Trustees in the promotion of 
the West Highland Company, disliked the proposed timetable. Shandon would be served by "residentiar ' 
truins between Glasgow and Garelochhead. Glasgow -Fort William trains, with through coaches from 
England, would not call[]. 

(Shandon) Station is the most important on the Gareloch for long distance passenger traffic... We 
were repeatedly promised that ... this valuable and increasing traffic would secure the closest 
attenfion[31. 

During July - September of 1893 the Hydropathic recorded 1,075 visitors arriving and 1,036 departing, 
"these being principally from England! % The local trains offered little improvement on existing rail and 
steamer connections via Helensburgh. Moreover, many visitors made day excursions and would want to 
sample the new railway; they would be discouraged, and the West I-1ighland would lose revenue, unless 
Fort William trains stopped at Shandon. A new golfcourse and other improvements had been planned in 
anticipation ofa thmugh rail link with Edinburgh and LondonN. Conacher was not sanguine about "resi- 
dentiar' business. Ihe stations at Row (Rhu), Shandon and Garelochhead were sited on the hillside - one 
ofthe penalties ofFormaWs economical engineening; the steamers were more convenienfl]. A tluice-&Iy 
feeder service between Craigendoran and Arrochar & Tarbet, with Glasgow connections, replaced the 
Glasgow - Garelochhead service; and some Glasgow - Fort William trains were retimed to make local 
calls along the GarelochIll. This went some way to meet the Hydropatl-dc Company's complaints. 

Nordi ofGarelocbhead, the West I-Egbland Company's obligations tothe Colquhouns were not clearly 
defined. The line climbed to Glen Douglas (Craggan), descending again to An-ochar & TarbetIbe local 
farmers, most ofthern Colquhoun tenants, petitioned for a siding and loading bank at Glen Douglas 
passingplace(7]. The North British goods manager thought the outlayjustified; no additional staffwere 
needed. 
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0 (Ibe) signalman might ... take the necessary records and transmit same to the Arrochar Agent. 
(He) will be quite able to take a note ofthe ftmflic during the wintermonths, although it maybe a little 
difficultforhim ... during the summeý']. 

Farmers as distant as Luss on Loch Lomond saw Glen Douglas as a useful railhead, when the alternative 
was astearnerto Balloch. The sidingwas ready inMayI 895. In additionthe local passenger trains to and 
num Ci-aigendoran made conditional calls(91 

Conacher was reluctant to provide facilities for Lochlongside, though a site had been chosen near 
Whistlefield inn, to serve Portincaple and Finnaif 111.71be "house-holders, ratepayers and yearly visitors7' 
ofLoch Long protested to the West Highland Company that their station had not been beguril 11. The 
Luss Trustees complained that "the want ofa statioif 'had prevented the let ofGlen Mallie House and 
deterred several feuing enqumes[I 11. Wieland eventually advised Conacher that he had better instruct the 
North British engineer to design a simple station[III. Since Whistlefield lay on the long gradient to Glen 
Douglas, the Board ofTrade might impose expensive precautions. Conacher delayed, hoping that he 
could plead unreasonable cost[N. In the event Whistlefield siding was worked in one direction only. 
(Similarrestdcfions applied elsevvhere on the West I-EgWand, adding a day in tmnsit to wagon load traffic. ) 
The halt was opened for goods and passengers in October, 1896 at a cost of some E60011 11. 

There were sixteen families at Whistlefield and half-a-dozen at Portincaple, a few fmm and two large 
houses. The Glasgow businessmen in this small community habitually drove to Garelochhead. They claimed 
tIA with the new station, "many who travel only once a week would travel almost daily'll 11. Conacher 
was unconvinced. Goods traffic seemed more promising; although Garelochhead was only three miles 
away, the steep road over the hill to Loch Long made carting difficult. On the other hand, domestic coal 
was likely to remain with the coastal fighters["]. Further pressure came fi-orn the fishermen ofLoch Long 
andlochGoil 

When we were requested to sign the Petition in support ofthe W. H. Railway Bill, we were given to understand that our our fish ... would be conveyed from (Whistlefield). (You) receive the fish at Arrochar only (and) we ... get all crowded at the head of the Loch to have the first market,.. neglecting the proper fishing ... and ... causing greatijury to our netsV I]. 

Fish could be carted from Portincaple to Whistlefield, said the spokesman, just as readily as fi-om 
Arrochar pier to Arrochar & Tarbet station. The summer herring fishing in Loch Long and Loch Goil 
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attracted up to 150 boats. Much ofthe catch went to Greenocký benefitting the Caledonian Railway and 
the Glasgow & South Western. Abetter service viathe West Highland would encouragewhite fishing for 
the Glasgow market. (The Greenock steamers called too late offPortincaple to make this worthwhile. ) 
Upper Loch Long was overfished with fixed nets, and reliance on Arrochar & Tarbet increased the 
problem. With drift netting lower down Loch Long and in Loch Goil, and a good rail service from 
Whistlefield, both the herring trade and the white trade would prosper[III. 

Ac , withtheevidencein support ofRoshvenin 1888-9 (and similar evidence in support ofMallaig in 
1893-4), thereal figures belied these optimistic forecasts. InJune, 1895 and againinJuly, atotalof'37 tons 
offierring were booked at Arrochar & Tarbef"]. In later years boxed fish via Whistlefield was readily 
accommodated in the brake vans ofWest Highland passenger t-ains. However, it is clear that the fisher- 
men, in alliance with other petitioners, were able to engage parliamentary attention and so force the 
decision onWhistlefield stationt"]. 

On the West Highland route south ofCrianlarich, the only branch seriously considered by the North 
British Company was the Loch Fyne fight railway, fi-orn Arrochar & Tarbet to St. Catherine's. This pro- 
motion will be examined in Chapter 8. Proposals for a line on the western shore ofthe Gareloch were 
"notedIll. The Carrick Castle and Loch Goil community, largely "residenfiar'Glasgow families, pressed 
for a short branch or trarnway fi-orn Whistlefield to a new pier at Portincaple, with steamer connection to 
Loch Goil. Solicitor J. M. Taylor tried to promote a company, which the West Highland or the North 
British might eventually absorbR31. Taylor's proposals gratified the local fishermen. 'Ibere was some pros- 
Pect that the Luss Trustees orDunbartonshire County Council would provide the pier. Forman offered to 
design a funicular or rack-and-pimion system. Conacher was approached in October, 1893 

I saw Mr. Taylor and Mr. Forman... The cost of a Cable Tramway (sic) ... was estimated at E7,000, exclusive of .. anew road. Mr. Taylor ... was prepared to form a Company if .. aguarantee on the Capital were given[N. 
Campbell Douglas ofDouglas Pier, Loch Goil, whose brother had been an active and controversial 
director oftheNorth British Railway, subsequently recommended Taylor and hinted that another director 
was sympathetic[Ill. 'Ibe North British board was notoriously factious - which eventually brought down 
both Tweedale and Conacher, and it may be that the General Manager chose to tread warily. It certainly 
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appears that he kept Taylor in play, with no real intention ofsupporting the scheme. Not unwilling to have 
Taylor's plans conflated with demands for a station at Whistlefield, both being unwelcome, Conacher 
replied to correspondents that the station should wait the promotion ofthe branch or, on other occasions, 
that the brawh must wait until the station was readyP61. Having failed to extract any commitment in 1893-4, 
Taylor tried again when Whistlefield finally opened. He proposed that the West Highland Company 
promote a rail-and-steamer subsidiary to serve Loch Goil. CIfyou have any desire for local support ... I 
will gladly do what I can. ')(111 

The combined rail-and-steamer fares via the West I-Egliland line and Portincaple could not be greater 
than those available by Gourock (Caledonian), Greenock (Glasgow & South Western) or Craigendoran 
(North British). On that basis, the through rates to Loch Goil would be less than the rail fares between 
Glasgow and Whistlefield. Conacher admitted that rail-and-steamer rates via Craigendoran were calcul- 
ated to the advantage ofthe North British Stearn Packet Company, which the North British Railway 
controlled. He could not allow Taylor's syndicate a like concession. The West Highland route was not 
competitive - unless the North British was ready to risk a fares war on the Clyde Coast[M. These 
negotiations show that the Clyde Coast traffic pool of the 1900s was already taking shape. Echoes of 
Taylor's project persisted. In 1899 the general merchant at Carrick Castle offered to "run a connection to 
Whistle field! ', with passengers left to find their own way between the station and Portincaple. He asked 
only to be'ýrecognised" in the North British timetables and posters1191. 

Forman designed the Crianlarich spur for through running between Glasgow and Oban by the West 
Highland route. Other exchange workings, Callander & Oban to West Highland or vice versa, needed 
reversals and remarshallings. Ibe detailed layout, with new sidings and altemtions to the Callander & 
Oban station, remained to be settled, along with the exact position and structure ofthe viaduct carrying the 
new railway over the Callander & Oban line[101. During 1893 a different plan was seriously considered. 
The Caledonian Railway proposed an east-to-north connection at Crianlarich and a second connection 
across Strathfillan below Tyndrum (as Waldron-Smith had intended for the Glasgow & North Westem 
Railway) - This would allow aj oint station and easier trans fer o fboth p assenger and goods trafflicil 11. 
Thompson and the Caledonian directors refused to entertain North British demands for awider review of 
exchange agmements at CarEsle, Perth and elsewhere besides CrianlarichP'I. Some North Briti sh officers 
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were suspicious ofCaledonian intenfionS[331. Parliament having refused North British running powers to 
^I- 

Oban- the Caledonian hit back by claim g access to Fort William and a share in any promotion from Fort 7 

William to the west coast, as subsequent Chapters will explain. 

0 After mediationby the Board offrade, Forman modified the original spurbut couldnotdo so without 
taking additional land. From 1894 to 1896 there was deadlock. The proprietor, Edward Place ofGlen 
Docbart; owned the Crianlarich hotel; he bargained for the closure ofthe West Highland Company's new 
refi-eslunent room. The North British Company stipulated that any settlement must include water rights, 
land for rai1waymerfs houses and unrestricted public entry to the West Highland station. The Caledonian 
refused to move from the Board offrade award, on which Place's leverage depended, unless negofia- 
dons were reopened for additional connections and ajoint station [34] . By the time Place came to terms the 
West Highland had been two years open and the spur to the Oban line, once the heart of Forman's 
prospectus, had become, for the North British, a tiresome distraction 

The opening of(the) Junction will necessitate the employment ofthree signalmen and a shunter, not to speak ofa, Pilot Engine to do the exchange work, and ... the traffic would notjustify the expense. (The) spur should not be opened as long as we can keep it closed["]. 

By insisting on these elaborate arrangements, Anderson and Thompson weakened the North British 
resolve to compete for Oban business -and Conacher was less committed than Walker had been. The 
Noilh Bfifish urged that the regular goods trains be rostered to shunt as required at Crianlarich Anderson 
eventually agreed, and goods worldngs, commenced in 18971111. Ofpassenger traffic exchange there was 
nomention. 

As Chapter3 has shown, Thompsonhad warned that theNorthBritish Company would not willingly 
transfer fish or livestock, southbound from Fort William, to the Callander & Oban at Crianlarich. The 
West Highland promoters were either deceitful or themselves deceived. And suspicion grew that Thompson 
was right. Place's property was a relatively tiny island in the vast Breadalbane estates. Clainmig that he 
had compromised with the West Highland interest in 1889 for the sake ofhis tenants, Breadalbane now 
demanded a reckoning. 

The supposed difficulties with the proprietor at Crianlarich (are) settled.. . From the excuses put forwardbythe ... Company, it looks as is they have no intention ofopening thejunction until they 
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are compelled... The promoters ofthe West Highland line ... have misled Parliament and the 
public. (All) cattle, sheep and heavy goods for... Dundee, Perth, Stirling and the north must go 
round by Glasgow. Possibly the real motive ... is that it is more profitable to themselves to cany... 
via Glasgow, over the North British... system[171. 

In 1893 the North British Company had decided to back the Loch Eil & Mallaig Railway (better known 
as the West Ilighland Mallaig Extension), and thereafter Breadalbane and others had a weapon. In 1895 
the town councils ofPerth and Stirling voted to petition the Treasury that the Mallaig scheme should not be 
subsidised until all the promises of 18 8 8-9 were fulfilled. (The fishermen at Poitincaple made a similar 
durtat . )E18] The Mallaig promotion and the Treasury Guarantee for Mallaig are discussed in Chapters 5-7. 
Breadalbane continued to urge that assistance for the Mallaig Extension be given on strict conditions - to 
include an undertaking that livestock fi-orn West lEgMand stations could be consigned via Calland&"). 

Breadalbane had other grievances. His shooting tenant in Glen Falloch reported that the railway 
surfacemen and their families disturbed game and polluted streams. Telegram were reluctantly accepted, 
with surcharge; at Tyndrum, there had been no reply to requests that the West Highland wire at Bridge of 
Orchy be made available to the public. The Callander & Oban Company, said the Marquess, had always 
offered these facilities. The West Highland had lost a legal battle over water rights but tried to smuggle the 
necessary powers into subsequent legislation. For all this, Breadalbane blamed Wieland. But he warmed 
to Conacher, who found some remedies. The surfacemen's cottages were resited on Colquhoun land. A 
large hut at Bridge ofOrchy, which Breadalbane had purchased fi-orn Lucas & Aird only to see it demol- 
ished (maliciously, said Breadalbane), was thoroughly repaired. Another hut at Gortan, was offered to 
the Glen Orchy school board[101. The hoteliers at Dalmally, Inveroran and Kingshouse, all Breadalbane 
tenants, proposed to run coaches, connecting with West Highland trainS[41]. On Fraser ofDalmally, a 
substantial local figure (and promoter ofthe Glen Falloch Railway in 1887-8), the Marquess made no 
comment; but Forbes at Inveroran and Buchanan at Kingshouse, he advised Conacher, should be held to 
a contract. Ifthey were to have "some advantage over outsidere', they must provide a "good team! 'and 
a "well-appointed7" coach[421. 

Breadalbane had plans ofhis own for Bridge ofOrchy. 'Ibe West 11ighland would attract more droves 
besides intercepting the established'walks. Converting the huts sold offby the contractors would provide 
a house for the drove-stance keeper, and also a shop, a refreshment room and stableS[43). If Forbes 
obtained the lease - in the end Breadalbane decided otherwise, he would be required to accommodate a 
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horse-and-carriage traffic to Conacher's satisfaction[441. A spirit license was "not desirable! 'Conacher 
indicated tactfully that Cfianlafich was the preferred "refreshment statioe', though Arrochar & Tarbet, 
Bridge ofOrchy and Inverlair (TuUoch), where coaches would meet the trains, all had some claim[411. By 
refusing water at Bridge ofOrchy, Breadalbane lost his customers. Once Place was satisfied, Crianlarich 
became the principal intermediate servicing point The combined saloon-and-compartrnent vehicles built 
for the West 11ighland were well-equipped by then standards, but the 120 miles Glasgow - Fort William 
journey stretched to five hours. Crianlafich was a convenient half-way house, providing brisk sit-down 
meals and food-basketS[46]. 

Breadalbane's correspondence is valuable. His loyalties lay with the Highland Company and with the 
Callander & Oban and Caledonian, but he played the paternalist landlord, whose duty it was to accept 
the West Highland scheme (with due compensation forhimselo and to call the West Highland to account 
over broken promises. He also liked to play the knowledgeable railway director, instructing the North 
British on the constraints and opportunities ofthe Highlands. In this role, Breadalbane rernindedConacher, 
who probably agreed but could not say so, how Forman and Walker had exaggerated the West High- 
land's prospects[411. Wieland on his own adn-dssion used delaying tactics and evasion[411. Conacher found 
it better to be direct and urbane. One way or another, Breadalbane could not he ignored. In the early 
1880s, before the Glasgow & North Western promotion, he had been mivited tojoin the North British 
board, which suggested that Walker was already looking north from Loch Lomond[49) . As a great land- 
owner ambivalent about the West Highland promotion, Breadalbane can be compared with Sir James 
Colquhoun, an indulgent but silent supporter, and with Lochiel, actively comitted from the outset. 

InGlenFalloch, Strathfillan and Glen Orchy the North Brifish Railway, working the West Highland, 
competed for local traffic with the Caledonian. For example, rates for coal fi-om. Lanarkshire were equal- 
ised and therefore reduced, though the Caledonian resisted, since the West Highland route was shorter 
than the Callander & ObanIIII. North from Glen Orchy the West I-Eghland route offered new railheads, to 
a large area ofPerthshire, previously served in part by the Callander & Oban via Killin and otherwise by 
the Highland Company's main line and Aberfeldy branch. John Scott, factor for the Bullough estate in 
Glen Lyon, was ready to testi fy in favour of the West I-E g1fl and. 
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There is a pass ... to Auch ... a little south ofBridge ofOrchy. (10 the road were put in aproper 
condition ... a good horse would easily bring a ton ofcoals fi-orn Auch.., whereas ... wecannotcart 
more than about 16 cwts fi-om Aberfeldy ... or more than 10 cwts fi-orn Killin. The road ... toKillin 
... is generally blocked all the winter and the Road Trustees are not bound to keep it open.. The 
steamers on Loch Tay cannot take ... wool, lime or coals, and this class of goods has to be 
conveyed in barges towed by the steamers. (Coals) cost at Aberfeldy 21/- a ton,.. the same... 
coals being sold at Tyndrum for 14/-. 

The West Highland line, said Scott, would give farmem easy access to wintering ground in Dunbattonshire. 
Wintering inRhum, viaRoshven, was anotherpossibility. CT&Bullough would send ... his hoggs... He 
has already made an experiment in this direction and finds the death rate very low. ") Meggemie's tenant 
farmers would accept higher rents ifthey had the assurance ofsupplies via Auchl' 11. 

George Gow, hotelier at Dunalister, claimed that the population ofStrathtummel and Loch Rannoch 
likewise hoped to benefit from the West I-Eghland Railway. 

The old road from Struan... is extraordinarily hilly and no horse can take more than about 13 cwts. The new road (has) a heavy toll. The nearest (point) on the West 11ighland fine would be about 2 
miles finther from Kinlocbmnnoch than Struan is, but I should certainly prefer to send my carts to 
the West Ilightand (and) the advantages to all the lodges and croffing townships and fanns which He 
West.. would be ... greater.. I get a great deal ofmy furnishings and groceries fi-om Glasgow.. . From Struan to Glasgow is 103 miles while (on) the West 11ighland ... the distance would only he 
86 rnileS[52]. 

Duncan MacDiarmid, farmer at Camusericht, declared that he'walked' sheep to Killin or Crieffmther 
than use the Highland Railway at Struan or Aberfeldy. As a cattle dealer CI have an average of 1,000 to 
1,200head ... through my hands in the yean'), he preferred 'walking' to Falkirk. The West Highland 
would truck livestock directly to Glasgow. To Falkirk, via Callander or via Glasgow, he expected the 
benefit ofequalised rates. The new line would carry wool, winter feed, smearing and dipping materials 
and domestic coal. C'I have to pay at least 45/- a ton for superior Scotch coal at my house, and ... we 
should getit a good deal under El a ton! ) Coal would replace peat, but the excellent peats along the river 
Gauer could be sent to MacDonald's distilleries in Fort William, with a return traffic in draffpurchased by 
the Rannoch farmers. MacDiarmid had another sheep fan-n on Loch Awe. For wintering in Moray and 
Aberdeen, he would truck the sheep via Crianlarich to Inverlair (Moch), drive them to Newtonmore and 
truck them again[53] . 

Save forMacDimnid's figures on sheep tmffic (and his dubious testimony as to conditions on Rannoch 
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Moor, noted in Chapter 3), little ofthismaterialwas deployed inParliament in 1889, perhapsbecause 
competition with the Highland Railway had to be played down, persuading the 11ighland towards the Ten 
Years Truce. It is quoted here to illustrate how N. B. Mackenzie orchestrated all the evidence ofprospec- 
tive traffic onthe West I-Egbland north ofCrianlarich. There is some suggestion ofmakingbficks with very 
little straw (wintering sheep in Rhum, wagon loads ofdistillery peats), but thejob was skilfully done. 
MacDiarmid was primed to say that he expected the Callander & Oban Company to obstruct the 
exchange oflivestock traffic at Crianlarichl-'41. 

The road from Bridge of Balgie to Auch was not improved - and'road'was always a generous 
description. Glen Lyonbrought the West Highland only occasional sheep traffic. Breadalbane alleged that 
Forman had misled the tenants at Auch and Achallader, who hoped to have their own sidings and the fight 
to stop passenger trains[III. But this surely related, at least at Auch, to expectations ofincreasing contact 
with Glen Lyon. (The Callander & Oban allowed calls at isolated houses in section, and the Highland 
Railway long defied the Board ofTrade by running mixed ft-ains without continuous brakes. In that fight 
Forman was not so irresponsible. ) Rannoch station was sited below Cruach hill, whence an ancient path 
ran west to Glen Coe and east to Kinlochrannoch. The West Highland Company built a new road 
eastward, only to clashwith SirRobert Menzies, who tried to restrict its use[N. In 1888-9 Menzies was 
an emphatic supporter, not least in respect ofsporting traffic and the let ofhis own shooting lodg6111. The 
wrangle overthe Rannoch roacL likeThe MacKintoshl s threat oflegal action if"Inverlair"did, not become 
'Tulloch! ', is a reminder how precarious was the unity oflandlords onwhich the West Highland promot- 
ers had so much depended. 

The sale ofCon-our forest to Sir John Stirling-Maxwell removed Colonel Walker's opposition to the 
WestIlighlandRailway and allowedFonnanto amendhis survey across the northernmargin ofRannoch 
Moor, making the line become the boundary between the two proprietors["]. Menzies's land was no 
longer severed and the deviation touched a detached portion ofLochiel's estates. (Lochiel parted with a 
parcel ofland to round offStirling-Maxwell's Con-our. ) In return for the deviation, Colonel Walker was 
ready to give land, waive his claim for disturbance and contribute to the cost ofdeer fences along the 
railway. The West I-1ighland Company met his legal expensest'91. All this strongly suggests that Colonel 
Walker's original resistance was tactical. Forman told a sceptical Committee that the new layout followed 
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firmer ground[w]. As Chapter 3 has explained, the Appin Trustees were not reconciled, and the percep- 
tion that the Company had bought offone landowner at the expense o fanother, while grafifying a director 
(Lochiel) and an ally (Menzies), meant the loss of 'DeviationNo. 1' from the West Highland Bill of 1889- 
90. Colonel Walker had already been promised "facilities" for old Corrour lodge, which lay east of 
Cruachl"). Didthepromise transfer to Stirling-Maxwell, who was to build his new houseby Loch Ossian? 
The long sectionbetween Bridge ofOrchy and Rannoch Stationwas divided at Gortanpassing place; the 
section forward to Inverlair (Tulloch), also long and lonely, had a passing place at Lebruarichd: both 
names were borrowed from shepherds' cottages. "Lebruarichd7', near Loch Ossian, became "Corro&' 
in deference to Stirling-Maxwell, who in 1893 entered into a formal agreement for a siding and basic 
platform. He gave Lucas & Aird free use ofthe sand and gravel which outcropped among the Rannoch 
bogS[621. Conacher was unaware, or chose not to know, of any earlier understanding among Walker, 
Stirling-Maxwell and factor George Malcolm. 

At Con-our, as elsewhere on the West I-Eghland, much remained to be done when the line was hastily 
1m opened in the summer of 1894. That the railway fences had no gates was an additional i itation. Stirling- 

Maxwell complained that his ponies had to make a long detour to cross the railway. Until the siding was 
ready (April, 1895), building materials were unloaded by the lineside and other goods delivered to Rannoch 
or to Inverlair - the one inconvenient, the other useless. Several wagons ofyoung trees were worked to 
Fort William in mror and left in the goods yard there. Stirling-Maxwell had to employ a mail runner for the 
twenty-mile round trip to RannoCh[63). Obliged to cancel building contracts, Malcolm complained to 
Conacher. 

(Sir) Johnafforded every facility andrefi-ained fi-om exactations whichhe mighthave made. Hehas 
been poorly rewarded.., while other proprietors with whom the Companyhashad many difficul- 
ties have received ... concessions in inverse mtio to their amiability... ['] 

This was a hit at The MacKintosh and possibly at Breadalbane. And it indicated Malcolm's growing 
disenchantmaitwitlitlieNordiBrifish Company. 

There was a protracted (and sometimes ludicrous) conflict over the terms on which trains called at 
Corrour. In the general election of 1895 Stirling-Maxwell became a Unionist M. P., and Conacher con- 
ceded that he n-dght halt any trah as parliamentary business dictated. Other passengers were required to 
seek authorisation fi-orn the North British Company's District Supaintendent in Fort Wilham(651. Aswith 
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Whistlefield, Conacherternponsedby shiftingresponsibiEtyto the Board ofFrade. Aprivate stationused 
only by the landowner, his guests, his tenants and his employees, escaped regulation in detail; ifthere was 
ambiguity as to 'public' or'private' status, the Board could demand additional expenditurel6q. There are 
hints thl Conacher wanted not so much to avoid a relatively small outlay but to bring the Board ofrrade 
back into discussions, with Corrour as a test case, whereby construction and operation ofintermediate 
stations could be simpfified[671. The North British Company had already attempted to obtain concessions 
for the West Highland Mallaig Extension, as Chapter 7 will show. 

In the meantime the North British Company inflexibly applied'next stationcharges. Goods trafficwas 
booked to Con-our siding; passengers were booked to or from the next station (Ramoch or Tulloch), and 
the extm mileage accrued to the West HighlandIIII. This penalised the workforce, sometimes 200 strong, 
who were erecting new Corrour house and other buildings on the estate. They made returnj oumeys to 
Glasgow or Fort William every pay-fortnight Conacher allowed the contractors to allocate special weekend 
ficketsl"I. Eventually Malcolm forced the issue. Retuming from Con-our to Invergany in May, he ten- 
dered what he calculated to be the first class fare from Corrour to Spean Bridge, refusing to pay from 
Rannoch. When this was declined he purchased a Tulloch - Spean Bridge ticket and resisted all demands 
for the balance. The North British Company's legal department advised Conacher to adn-dt defeat[IO]. At 
the end of 1895, Stirling-Maxwell had sought definitive intervention by the Board ofTmde, at the same 
time threatening to claim for the sand and gravel taken by the West Highland Company(II 1. Con-our 
became a public station, though few trains were scheduled to call. Special arrangements for Stirling- 
Maxwell were appended to the timetables. (Beasdale, on the Mallaig Extension, would be likewise 
mmimally'Public', with arrangements forNicholson ofArisaig. )MI The Board offradejudged the little 
island platform to be adequate, though longer trains had to pull up twic611). 

The estate continued to depend on the West Highland. 

Sir John, during the shooting season, makes full use of the express trains... for himself and his 
guests, and gives us good notice... (We) have done more for Sir John's people ... than for any other party, (since) meal, grain etc. are put offspecially (and) the Company has allowed the post office and the telegraph into the signalman's place at Con-ourwiththe sole object offacilitating Sir John... [74] 

Malcohn pressed for and eventually obtained a brake van travelling pass ("I must get from Corrour 
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Lodge to Corrour Stationbefore dark, (which) involves alongwait (and) occasionally a special goods 
passes ... by which I might get to Spean Bridge ... earlier... ')1711 

Having chosen the Rannoch-and-Spean mute, the West Highland promoters were bound to empha- 
sise the traffic potential ofBrae (or northern) Lochaber and ofthe Great Glen south ofFort Augustus, 
while misisting thatNether (or southern) Lochaber couldbe servedjust as well via Fort William. Droves 
from Skye, Kintail and Glen Moriston would concentrate at Spean. Bridge, adding to a large local traf- 
fic[N. Distiller D. P. MacDonald, as tenant ofClaggan and Keppoch, shed some 2,000 sheep evay year. 
Other farmers shed a Eke proportion oftheir flocks, besides sending sheep to winterrm. Sheltered Glen 
Roy and Abinger's own home farm raised sturdy cattle[M; with rail transport it would be possible to 
improve the strain and fatten additional stock for the southern market. 

Verymuch more mightbe done in the West Flighlands intheway ofmaring and summering cattle 
.. -A Railway would enable farmers who had plenty ofgood summer grass to buy in 2-year old 
cattle in spring and sell (in) October. (More) extensive feeding ofcattle would impmve the pasture 
which has a tendency to deteriomte while ... stocked ofnothing but sheepm]. 

MacDonald gave details ofthe game taken each season. A limited number ofvenison haunches, grouse 
and salmon went by the coach which ran during the tourist months between Fort William and Kingussie; 
much more would go by t-aint"]. Archibald MacFarlane, Spean Bridge storekeeper and general dealer, 
endorsed MacDonald's figures. He added that relying on water-carriage via Gairlochy or Fort William, 
he could give only the lowest price for eggs. Crofters would find a steady market for eggs, poultry and 
potatoes once the railway came. He himselfwould be able to obtain goods'same day' fi-orn. Glasgow. He 
spoke hopefiffly oflocal granite workings and ofthe high quality building lime which could be obtained 
from Abinger's kiln at Torlundy; here was return traffic to balance domestic coal carried north[' 11. 

The MacKintosh testified that Brae Lochaber was populous by Highland standards, with two club 
farms and a croffing township besides larger farms. The district supported a fidl Company ofVolunteers. 
He implied that conditions were stable, labour in demand and wages fair["]. Abinger said that he gave 
higher wages at Inverlochy than he paid on his Surrey estatd"). Depopulation was a delicate topic, apt to 
disrupt any understanding between the West HigbIand promoters and the Crofter-Libeml M. P. s. Moss 
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ofpopulation weakened the area between Lochaber and the west coast, distress in the Islands was 
attributable to underemployment and overpopulation. In both cases the new railway would be a remedy. 
Lochaber already had the foundations ofprosperity; there the railway would bring renewed economic 
growth. This composite picture survived parliamentary examination, despite opposition complaints that 
the cmfdng population along, or within reach oý the West I-EgWand route had not been rigorously countedr"I - 
It was a picture broadly in accord with the promoters' claim that a railway to Fort William wouldjustify 
itselfand repay the North British Company, while extension to the coast might mcrit state assistance. The 
prospectus remained plausibly coherent and there are further hints ofMacKenzie's drafting and editing, 
prior to the final selection ofparfiamentary witnesses. 

Once again, competition with the Highland Railway was down played. Ewen Cameron, hotelier at 
Loch Laggan, complained that Hamilton coal at Newtonmore, with penalties for demurrage when he 
could not cart the coal at once, cost more than double what he expected to pay at Inverlair. But he also 
held that the coachjoumey ofthirty miles between Inverlair and Kingussie would be the ideal summer 
drive - to travel all the way from Fort William was tedious. Circular tours would incr=611). In Parliament 
the West Highland case stressed the summer traffic which the Highland Company would win, not the coal 
and general traffic which the West Highland would capture. The promoters were not afraid to take what 
they saw as their own. Lochiel asserted that, as the largest "sheep proprietor"in Scotland, he felt no 
obligation to'walk'thirty-to-fifty miles to Dalwhinnie for the benefit ofthe 11ighland Company's share- 
holders, to whose dividends Dalwhinnie made a modest contribution; it was a large matter for Lochaber 
farmers and their landlords["]. He could not deny that the droves which took the Correyairack Pass to 
Dalwhinnie would be diverted to Spean Bridge. Abinger claimed that cattle and sheep in some numbers, 
both from Brae Lochaber and from the North West, were'walked' south by Lochtreighead: these must 
belong to the West HighlandI871. 

The promoters had to take account ofthe feeling that an eventual Laggan branch connecting with the 
Ilighland Company's main line was perhaps preferable to extension ofthe West Highland route through 
the Great Glen to Inverness. 

(Store) cattle (are) largely reared both in ArgyUshire and Western Invemess-shire,.. readily bought by the feeders in ... Banff, Elgin, Moray and Aberdeen. Young sheep will continue to be sent ... to these Counties, to be wintered. (To) comect the West Highland Railway ... with the North East Coast Railway systerns... would be ofgreat benefit to the country, and will, when the Aviemore fine 
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(reaches) Inverness, give ... rapid ... communication not only between West Invemess-shire and 
Inverness but also between West Invemess-shire and all the North Eastern Countiest'll. 

These sentiments belong to 1895, when opinion was divided between the Laggan link and the Invergarry 
& Fort Augustus scheme. But they date back to the promotion ofthe West I-Eghland Railway in 1888-9. 
Farmers in the Ardgour, Moidart and Ardnamurchan, disappointed of a'direct'railway south from 
Con-an Ferry, nevertheless hoped for a new service north from Fort William into Strathspey[191. And 
Duncan MacDiarmid (Above) promised to send his wintering stock north by Inverlair. Ifsuch considera- 
tions did not shape the decision to go by Rannoch and Glen Spean, they certainly served tojustify it after 
the event. They help to explain why the Ten Years Truce did not rule out a Laggan line, as discussed in 
Chapter 3.7he line might have been presented as the'optimum' addition to the West I-Eghland Railway 
and the 11ighland Company mi ght have accepted it on aj oint basis, i fthis prevented any fLuther assault on 
Inverness via the Great Glen. 

A through service to the North East could be achieved not only over the Highland Railway via Forres, 
but also by the Great North ofScotland Company's Strathspey branch. Forman's dealings with the Great 
North are treated briefly in Chapter 8. Another complication was the attitude of Sir John Ramsden of 
Ardverickie. He was neutral to the West Highland promotion and subsequently supported the West 
Highland Mallaig Extension; but wary about his own amenity on Loch Laggan, he suggested that any link 
with the Highland Railway should be diverted by Glen Roy to the foot ofthe CorreyairacV'01- That The 
MacKintosh was the key landowner on the Laggan route partly explains why he was generously treated 
in respect ofthe Glen Spean deviation, receiving E 1,000 additional compensation, and allowed his 
'TulloWstation[I 11. Lochiel. recognised, as did Wieland and MacKenzie, that The MacKintosh must be 
placated against the day when the West Highland Company might be obliged to promote the Laggan 
lind9l]. 

Abinger recalled how Fort William's development fi-orn the 1840s to the 1870s had been determined 
by successive improvements in transport. 

Iremember ... coming down to Inverlochy with my father... We went by railway to Liverpool thence by steamer to Glasgow and then posted. (Afterwards) quick steamers were put on twice a week (to) Banavie. From Banavie the passengers went into the old luggage boats through the Caledonian Canal... (Later) boats ran daily during the summer ... till the Highland Railway was 
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made... 'Ibe Fort William passenger traffic for the South then went to Kingussie ... by... coach. 
Since the Railway was made to Oban the Fort William t-affic goes South that way... 1911 

Construction ofthe Caledonian Canal had established Fort William as abanking centre and market town, 
with an increasing number ofsummer visitors. This had been confirmed when David MacBrayne took 
over and expanded the Hutchison Company's steamer services on the west coast Banker Ewen Cameron, 
merchant Donald Boyd and others ofthe'town party' argued that completion ofthe Callander & Oban 
Railway in 1880, when MacBrayne's sailings were recast to fit the Oban trains, had done more harm am 
good to Fort William and Lochaber. The town was a natural cross-roads and must recover its rightful 
plac6l]. Moreover, any new railway to the seaboard north ofArdnamurchan but south ofStrome Ferry, 
as contemplated in the Napier Report, must first reach Fort William["). As Abinger put it the Caledonian 
Company had robbed the Highland by redirecting Kingussie traffic to the Callander & Oban route. Why 
should the West Highland, with North British support, not now rob the Caledonian? 1161 It was, in any 
case, recapture and not robbery. For the'town party', a branch fi-om Connel Ferry would be very much 
second-best; they wanted a'direct' link with Glasgow, which would not increase their subordination to 
Oban. Attacks on upstart Oban were part ofMacKenzie's campaign. 

To the west ofLochaber is a townlet, which... takes ... a condescending interest in the desires of 
our distfict. (It) endeavours to silence our legitimate aspirations. It refers, with questionable taste, to 
our'bleak and ban-en'regions, and tauntingly asks what ... inducements we are able to offer. (INs) 
'creation ofa day', tl-ds'modem gourd',.. has come into existence by favours ofcertain steamboat 
companies, (and is) posing as the adviser ofthe old capital ofLochaber, and deigning to say what 
... its privileges shall be[111. 
The 1870s had seen f 100,000 spent on private residences and hotels within the burgh All agreed that 

the 18 80s were, by comparison, "sluggish! ', discouraging the Burgh Commissioners, who had hitherto 
made good use of the adoptive powers conveyed by the Police Acts. By 1896, two years after the 
opening ofthe West Highland Railway, the town was making "rapid stridee. Gross rental had increased 
fi-om E7,370 (1893 4) to E9,95 0 (1896-7). Building was "extending up the hillside. A plenti Dal water 
supply was being planned, to serve the feuing ground opened up by the proprietors, Lochiel and Mrs. 
Cameron-Campbell. The Fort William Electric Lighting Company, in which MacKenzie took a leading 
p4 was constructing ahydro-electric plant on the river Kiachnish, south ofthe town, to the pioneering 
designs ofFrederick Yorke. Another company had been fon-ned to build a sixty-bedroom "Station 
Hoter'on a commanding site above the pierhead. (Me hotel, subsequently the"Highland Hotel", had no 
ties with the West Highland Railway or the North Brifisl-LP'3 
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Some hopes went unfulfilled. The small local activity in weaving and dyeing continued to decline. C Tor 
Sale, a large building suitable for a woollen factory or other manufacture, situated in the Low Street, 
adj oin mig the (railway) line ... to which it may be connected by a siding. Upset price,; E3,000.. ')1991 Local 
fishing in Loch Linnhe and Loch Eil, though talked up when the West Highland was before Parliament, 
had become insignificanf 1001. Other developments encouraged by the new railway included a thH distill- 
ery (independent ofD. P. MacDonald), for which a siding was laid inOM, and an up-to-date slaughter 
house[1011. Cattle dealer Angus Cameron established an auction mart. When the new Lord Abinger 
refused a site at Lochy Bridge, Cameron was accommodated at Nevis Bridge, on the northern boundary 
ofthe burgh, within reach ofthe goods yard, where livestock traffic soon needed an additional loading 
bank and sidings11131. D. P MacDonald" s local movements - distillery to distillery, to and from the piers and 
to and from Banavie, amounted to several hundred tons in the average week, besides his regular traffic 
with the South[1011. (MacDonald no longer needed his own steamer, which carried draffto Ireland and 
brought back Ayrshire coals. ) There was a ready market for domestic coal in Fort William and the 
surrounding countryside; for the best peat had been worked ouf 1011. The West Highland competed with 
the coastal lighters. Seveml general merchants and carters expanded their coal deliveries, operating out of 
Fort William goods yard; tacit concessions on demurrage, by this date the general practice, encouraged 
traffic in coal and other bulky consignments[' 011. 

The Banavie branch encouraged tourists on the steamer route between Oban and Inverness to pause 
in Fort William, benefitting hoteliers and shopkeepers. (The short train trip superseded MacBrayne's 
horse-omnibus between Corpach and Banavie, where the Canal steamers terminated. ) The branch also 
connected with the winter steamerwhich left for Inverness early in the morning. Those withbusiness, in the 
county town had no altemative, unless they posted to the Highland Railway at Newtonrnore or Kingussie. 
It had been usual, though inconvenient, to sleep at Banavie, rather than drive therein a winter dawrill"]. 
From 1895 Banavie was briefly the railhead for the West (and, in some measure, for the Great Glen), in 
competition with MacBrayne's passenger and cargo service between Glasgow and Corpach. West 
Highland trains ran through to Banavie, reversing in Fort William, as all trains between Glasgow and 
Mallaigwould later do[1011. The first mile ofthe branch became the first mile ofthe Mallaig Extension. A 
new'Sanavie! 'stationwas provided, wl-dle the ofiginalbecame'SanaviePier". Whendistillery traffic on 
the Canal fell away, the remaining half-mile saw little but summer tourists. Nevertheless the branch is a 
reminder that the West Highland Railway had some very local customers. The Conaglen cro-flers who 
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ferried Loch Eil and took the train at Banavie every other month, to shop in Fort William, are a case in 
poinf'011. With a lean timetable, these occasional visits, via Banavie or fi-om the'main line'stations in Glen 
Spean, often meant an overnight stayV 10). The West Highland thus helped to recapture, or recreate, Fort 
William's 'market town" status, as the promoters had promised. Whether Us was the sort oftraffic on 
which arailway could live, is another question - and within thirty years it had passed to the motorbus, and 
thernotorlorry. 

The WestlEgMand Company claimed that Ballachulish, Nether Lochaber and the Ardgour, though 
denied a'direct'route by Glen Coe, would look to Fort William as their railhead. The Company ac- 
knowledged a special obligation, in co-operation with government to continue the West MgWand to the 
Atlantic coast. A feeder line from Ballachulish to Fort William, along with a Great Glen feeder line to 
Spean Bridge and a Laggan link line, would be considered as traffic increasedO 111. Residential develop- 
ment both north and south offort William - in Glen Spean, along Loch Lochy and along Loch Linnhe, 
would hasten these promotions. Onich bay, south facing and positioned between the important ferries at 
Ballachulish and Corran, ought to be attractive: Lochiel, as landlord, had already built a new pier(I 111. The 
real message in all this was that the North British Company intended to have the widest possible catch- 
ment centred on Fort William. Connection with the other lines already established in the 11ighlands might 
reduce rather than concentrate the available traffic. This was the very argument, now turned to the de- 
fence ofWest 11ighland preserves, which the 11ighland Company and the Caledonian had used against the 
West 11ighland. North British attitudes are discussed more fully in Chapter 8. 

In practice, the districts between Fort William and Oban, including the scattered communities of 
Ardgour and Morvern, continued to rely on water transport. MacBrayne's steamers now connected 
both withNorth British ft-ains at Fort William and with Caledonian trains at Oban. But on the whole the 
pattern favoured Oban. During the winter there was no steamer connection into the afternoon West 
Highland departure for the SouthO 111. In 18 89 the promoters had argued that MacBrayne served both 
shores OfLinnhe and Lome as no railway could. But this was contrived, both to combat the Caledonian's 
last-n-dnute offer of a Connel Ferry - Fort William branch and tojustify taldng the West Highland by 
Rannoch. William Amott, the North British Company's first District Superintendent at Fort William, was 
eager to have the West Highland advance to Ballachulish, containing the Caledonian and winning new 
traffict"']. Tweeddale and Conacher were content, by 1896-7, to draw aboundary between Callander 
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& Oban territory south ofLoch Leven and West Highland terTitorytothemith. 

Amott's submission no doubt reflected some desire to enlarge his own empire 
(The) Quarries (produce) about 19,000 tons per annurn and is (sic) capable ofmuch more. fbe 
main market is Glasgow... The import ofcoal ... is about 2,000 tons. NEscellaneous goods ... runs between five and six hundred tons... (Ibe) slates are sent to shipping ports (but) a large proportion 
... will ultimately be sent inland and ... might be sent by (rail). (The) great tourist t-affic to Glencoe 
and Staffa and Iona could be very much better wrought from Ballachulish) than at present from 
Oban[1111. 

It also recalls the Glasgow &North Western prospectus of 1882-3, outlined in Chapter2, with Ballachulish 
as concentration point for slate, fish and general taffic. And it contrasts with the West I-1ighland presentar 
tion of 1888-9, when Ballachulish was largely dismissed. Con-an Ferry had been another Glasgow & 
North Western concentration point, for all the livestock west to Ardnamurchan: and much ofthe old 
evidence would re-appear in support ofthe West 11ighland Ballachulish line promoted in 1895-6. But 
Conacher's first concern was to block the Callander & Oban route to Fort William, as Chapter 8 ex- 
plains. Tmffic estimates ofthis kind could always be mustered at need, and they were always subordinate 
to strategic calculation. Powers to build south from Fort William, once obtained, were kept in reserve to 
hold the Caledonian at Loch Leven. 

Scheduled to the West Highland Railway's Ballachulish Act of 1896 was an agreement resolving a 
long quarrel between the Company and the burgh ofFort William. The line authorised in 1889 ('Railway 
NoT) entered the town uncontroversially, through the grazings ofAbinger's tenants along the river 
Lochy. A tidal causeway led to the old fort, which Mrs. Cameron-Campbell offered as all-purpose 
depof 1 N. When her late husband, Campbell ofMonzie, purchased the fort from the War Office in the 
1860s, supporters ofHope-Scott's proposed line from Newtonmore obtained a promise that the site 
would be made available for any future scheme' 111. Forman's plans continued to the pierhead ('Railway 
NoV of 1889); the Burgh Commissioners understood that they were to have a sea-wall esplanade, with 
unobtrusive tramway[I 111. Re-aligned to serve MacDonald's distilleries (Teviation NoY of 1890), the 
fine invaded the grounds ofthe Belford Hospital and cut the Craigs cemetery: the short extension ofthe 
foreshore section to reach MacDonald's pier ('New Railway No. 4' of 1890) threatened to obstruct the 
town picil"01. Pro-railway and anti-railway factions now divided the'town party' of 1887-8. The conflict 
deepened when, in 1893, it became known that the passenger station would be built at the pierhead. The 
Smain fine" now occupied the sea-wall. All hope ofan esplanade vanishedE'20] . 
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The Commissioners appealed to the Board offrade, whose Inspector achieved an armistice for rail 
services to begin in 18941111). Thereafter, like the disgruntled Loch Long fishermen and those who 
wanted RM exchange oft-affic at Crianlarich, the opposition faction talked ofchallenging the Treasury's 
Mallaig Guarante6l 111. Town clerk Donald Fraser accused MacKenzie ofconcealing a conflict ofinter- 
est, in that he had become agent for the West Highland Company while still ProvostV 111. MacKenzie's 
enemies, reported Amott, were encouraged by the local solicitor who acted for the Caledonian Rail- 
way[1141. Town and railway continued to squabble over the station refreshment room, which was denied 
a licence, and over temporary houses on railway property, which breached Dean-of-Guild regulations. It 
was alleged that no adequate provision had been made for the families displaced from the old forf ' 111. 

The West Highland Company could retort that their sea-wall reclaimed much of the shore to the 
town. 's advantage. 71he fort could not contain passenger, goods and locomotive facilities. Moreover, the 
townhad invited Waldron-Smith to take the Glasgow& North Western Railway by the seasid6l"]. The 
agreement scheduled to the West Highland Ballachulish Bill in 1896 gave a right-of-way along the sea- 
wall, with access to boat slips; on the landward side a new road was laid out, replacing the old "Low 
Streef ': The Ballachulish line (never to be built) would leave the town on a viaduct preserving the shingle 
beach for fishermen and bathers; severed land would become a public gardenD "]. All this went some way 
to answer the charge that the West Highland had been "built on broken promiseeTut unease remained 
that behind "our"West Highland Company stood the high-handed North British. Lochiel complained that 
the Ballachulish promotion was governed entirely by the manoeuvres ofCaledonian and North British 
with scant regard for local wishes, his interest as landlord, or the needs ofhis croffing tenants["']. Conacher 
was ready to abandon"Banavie Pier"for the less convenient "B anavid" on the Mallai g ExtensionD 101. 
From the Gareloch to Lochaber, enthusiasm for the new route was soon tinged with disappointment and 
foreboding. 
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41 SROMRNBR/8/1764/2 
Breadalbane to Conacher, 23 October 1893 

42 SROA3RMR/8/1764/2 
Breadalbane to Conacher, 14 December 1893 

43 SROA3RMR/8/1764/2 
Breadalbane to Conacher, 23 October and 14 December 1893 SRO/BR/NBR/8/1764/6 
Breadalbane to Conacher, 22 September 1895 

44 SRO/BRMR/8/1764/2 
Breadalbane to Conacher, 14 December 1893 
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45 SROV13RNBR/8/1764/2 
Conacher to Breadalbane, 26 October 1893 

. Ly page 154 46 C. Hamilton-EHis, The North Brifish RailyLa 
47 SRO/BRNBMI764/6 

Breadalbane to Comcher, 21 October 1895 
48 SROMMM1764/1 

Wieland to Conacher, 9 September 1896 
See also MacDougall to Conacher 11 September 1896, indicating that Wieland's efforts to "put off' Breadalbane in the matter of timber to be sent from Blaclanount to Killin had been less than successful. 

49 SROA3R/CAU4/224 
Breadalbane to Joseph Bolton, Chairman ofthe Caledonian Railway and the Callander & Oban Railway, 
seeking advice on conflict ofinterest 14 September 1881 
For earlier North British designs on Inverness and Oban, prior to the 18 60s amalgamations, see J. Thomas, 
The North British Railway Volume 1, pages 116 and 121 
See also speech by counsel, Glasgow & North Western Railway Bill, Cornmons, 30 April 1883 
SRO/BR/PYB(S)/1/325 ("without Breadalbane's consent we cannot go at all. ") 

50 SROA3RNBR/8/1764/2 
MacDougall to Conacher, 27 July 1894 

51 WHM 
John Scott, Prooffor West HighlandRailway Bill, 1888-9 

52 WHM 
George Gow, ProofforWest Highland Railway Bill, 1888-9 

53 WHM 

Duncan MacDiarmid, ProofforWest Highland Railway Bill, 1888-9 
SRO/BRAPYB(Syl/342 
MacDiarmid, Evidence, West Highland Railway Bill, Lords, 28 March 1889, and Commons, 4 July 1889 

54 WHM 

MacDiarmid, Proof 
55 SRO/BRNBR/8/1764/6 

Breadalbane to Comcher, 21 October 1895 
56 SRO/13R/NBR/811764/3 

Forman to Conacher, 14 August and 14 December 1894 Comcher to Gow, 15 August 1894 - 
57 WHM 

Sir Robert Menzies, Prooffor West Highland Railway Bill, 1888-9 SROVBR/PYB(SYl/342 
Menzies, Evidence, West Highland Railway BilL Lords, 29 March 1889, and Commons, 3 July 1889 

58 WHM 
Book ofReference, WestHighlandRailwayBill, 1889-90 Coffespondence re excambion of Corrour lands Lord Abinger; John Burton (sheep manager for Colonel Walker); Cameron of Lochiel; and Menzies, Proofs forWest Highland Railway Bill, 1889-90 Speechby counsel, West Highland Railway Bill, Lords, 14 March 1890 

59 WHM 
Coffespondence between MacRae, Flett & Rennie and Henry Gordon, Dumfries, solicitor for Colonel Walker; adduced to support speech by counsel, West Highland Railway Bill, Lords, 14 March 1890 (The definitive letters were exchanged in June 1889) 
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60 WHM 
Forman, Evidence, West Highland Railway Bill, Lords, 17 and 18 March 1890 

61 WHM 
MacRae, Flett & Rennie to Gordon, 6 June 1889 
See also Note 59 above 

62 WHM 
Correspondence re excambion of Corrour lands 
SROWNBR/g/1764n 
Minute ofAgreement between Sir John Stirling-Maxwell and the West Highland Railway Company, 
March 1893 

63 SRO/BR/NBR/8/1764/*7 
Stirling-Maxwell to Conacher, 12 August 1894 
Malcolm to Amott, 14 August 1894 
Malcolm to Conacher, 25 August and 27 October 1894 
Malcolm to MacDougall, 24 September 1894 
SRO/BR/NBR/8/1764/2 
Amott to Conacher, I and 15 October 1894 
This "bombardmenf'(Stirling-Maxwell's word) ofcomplaint continued in 1895. 

64 SRO/BRNBR/8/1764/7 
Malcolm to Conacher, 27 October 1894 

65 SRO/BRMR/8/1764n 
Form= to Conacher, giving Forman's interpretation ofthe West Highland Company's obligations to Stirling- 
MaxwelL 29 August and 12 September 1894 
Deuchars to Conacher, explaining that, in practice, the Corrour signalman had insuff"icient time to contact 
Amott at Fort William before halting a train, 13 August 1895 
Conacher to Malcolm, insisting that any concession be limited to Stirling-Maxwell himself, 16 August 1895 

66 SRO/BR/NBR/g/1764n 
Forman to Conacher, 12 September 1894 

67 SRO/BRMR/8/1764n 
Conacher to J. Renton, director of the North British Railway, 10 August 1894 

68 SRO/BPJNBR/8/1764/7 
Stirling-Maxwell to Conacher, 5 June 1895 

69 SROWMR/8/1764n 
Malcolm to Conacher, 3 May 1895 
Amott to Conacher, 6 December 1895 

70 SRO/BPMR/8/1764n 
Reports sent to Amott by the Corrour signalman and the Tulloch stationmaster, 12 May 1897 Ensuing correspondence, including Arnott, Conacher, Deuchars and Malcolm, May-June 1897 Legal opinion submitted to Conacher, 15 June 1897 

71 SRO/BR/NBR/8/1764n 
Amott to Conacher, 6 December 1895 

72 SRO/BRqT(S)/52 
North British Railway, Working Timetables for the Western Division 

73 SRO/BRNBR/8/1764n 
Plans for alterations at Corrour, meeting the minimum requirements of the Board ofTrade, 3 and 22 December 1897 and 15 February 1898 

74 SRO/'BPMR/g/176417 
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George Innes, District Superintendent FortWilliam, North BritishRailway, to William Jackson, General 
Manager ofthe North British Railway, 26 June 1903 

75 SRWBRNBR/8/l764n 
Malcolm to Jackson, 20 June 1903 
Jackson to Malcolm, 18 August 1903 

76 SRO/BRi? YB(Syl/342 
Malcolm, Evidence, West Highland Railway Bill, Lords, 27 March 18 89 

77 WHM 
D. P. MacDonald, Prooffor WestHighland, Railway Bill, 1888-9 

78 WHM 

Alexander Craig, factor for the Lochtreighead estate, Prooffor West Highland Railway Bill, 1888-9 
SRO/BR/PYB(Syl/325 
Abinger, Evidence, Glasgow & NorthWestern Railway Bill, Commons, 3 May 1883 

79 WHM 
Craig, Proof, 1888-9 

so WHM 
MacDonald, Proof, 1888-9 

81 WHM 
AlexanderMacFarlane, ProofforWestHighlandRailwayBill, 1888-9 

82 WHM 
The MacKintosh, Prooffor West Highland Railway Bill, 1888-9 
SRO/BR/PYB(SYl/342 
The MacKintosh, Evidence, West H. ighland Railway Bill, Lords, 27March 1889, 
and Commons, 3 July 1889 

93 SRO/B"WSYI/342 
Abinger, Evidence, West Highland Railway Bill, Lords, 27March 1889 

84 SRO/B"YWSYI/342 
Speechesbycounsel, West Highland Railway Bill, Lords, 2 and 5 April 1889 

Is WHM 

Ewen Cameron, Prooffor West Highland Railway Bill, 1888-9 
86 WHM 

Lochiel, Prooffor WestHighland Railway Bill, 1888-9 
87 WHM 

Abinger, ProofforWestHighland Railway Bill, 1888-9 
88 WHM 

Rev D. Cameron, minister ofKilmonivaig, Proofagainst Invergarry &Fort Augustus Railway Bill, 1895-6 
99 WHM 

John Burton, farmer, Ardgour; and Angus Cameron, cattle dealer and auctioneer, Fort William, Proofs for 
West Highland Railway, Ballachulish Extension, Bill, 1895-6 
Burton was previously sheep manager for the Lochtreighead estate. See also Note 58 above. 

90 WHM 
Sir JohnRamsden ofArdverickie to Malcolm, 20 May 1889 

91 SRO/BR/WEH/23/1 
Payment to The MacKintosh for withdrawal ofopposition to West Highland Railway Bill of 1889-90, 
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12 May 1891 
SRO/BR/WEIV4/4 
MacRae, Flett & Rennie to Wieland, 18 June 1894 

92 SRO/BPJWEH/4/4 
Lochiel to Wieland, I July 1894 

93 WHM 
Abinger, Proof 

94 WHM 
Donald Boyd, Prooffor West Highland Railway Bill, 1888-9 
Donald Fraser, sheriff-clerk and town clerk, Fort William, Proof(with statistics) for West Highland Railway 
Bill, 1888-9 

95 WHM 
Fraser, Proof 

96 SRO/BR/PYB(Syl/325 
Abinger, Evidence, Glasgow & North Western Railway Bill, Commons, 3 May 1883 

97 SROVBRMR/8/1764/1 
Press cuttings of letters etc. inspired by, or favourable to, the Fort Williarn'town. party', February 1888 

98 WHM 
Peter MacFarlane, Provost ofFort William, Proof for West Highland Railway, Ballachulish Extension, Bill, 
1895-6 
AUIHOWSCOLLECIION 
Prospectus etc. ofthe Fort William Electric Lighting Company 

99 WHM 
Draft advertisement among the MacKenzie Papers 

100 WHM 
Donald MacKintosh, West End Hotel, Fort William, Proof for West Highland Railway, Ballachulish 
Extension, Bill, 1895-6 

101 SRO/BR/NBR/8/1764/4 
Amott to Conacher, 26 December 1894 

102 SRO/BPJNBR/g/1764/5 
I Carswell, Engineer ofthe North British Railway, to Conacher, 6 May 1896 

103 SRO/13R/NBR/8/1764/4 
Amott to Conacher, 12 September and 26 December 1894 

104 SRO/BR/PYB(Syl/342 
JohnWalker, GeneralManager ofthe North British Railway, Evidence, WestHighland Railway Bill, Commons, 4 July 1889 
WHM 
MacDonald, Prooffor West Highland Railway Bill, 1889-90 

105 WHM 
MacDonald, Prooffor West Highland Railway Bill, 1888-9 

106 AUTHOWSCOLLECITON 
Correspondence and anecdotal material on D&J. McGregor, successors to Boyd's general merchandise business. 

107 SRO/BRTYB(SM25 
Abinger, Evidence, Glasgow &North Western Railway Bill, Commons, 3 May 1883 WHM 
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MacDonald, Prooffor WestHighland Railway Bill, 1889-90 
log SRO/BR/IT(S)/52 

North British Railway, Working Timetables for the Western Division 
109 WHM 

MacDonald, Evidence, West Highland Railway Bill, Lords, 14 March 1890 
Ito AUIHOWSCOLLECnON 

Register ofLilybank Temperance Hotel, Fort William 

The Scotsma , 13 August 1894 
Report of speeches at the Opening of the West Highland Railway, Fort William, II August 

It2 VvrHM 
N. B. MacKenzie solicitoretc., FortWilliam, Proof for West Highland Railway, Ballachulish Extension, 
Bill, 1895-6 

113 SRO/BRnT(S)/52 
North British Railway, Worldng Timetables for the Western Division 

SRO/BRNBR/8/1764/6 
Amott to Conacher, 13 October 1894 

Its SRO/BR/NBR/8/1764/4 
Amott to Conacher, 24 September 1895 

116 WHM 
Feu Charter in favour of the West Highland Railway Company, executed by Mrs. Cameron-Campbell and 
her daughters 
See also SRO/RHP 473 88 

117 SROVBRTYB(SYl/325 
MacDonald, Evidence, Glasgow& North Western Railway Bill, Conunons, I May 1883 

I's WHM 
Minute of a Special Meeting ofthe Police Commissioners of the Burgh ofFort William, 10 December 1888 

119 SROARM 46438 
120 SRO/BRMR/8/1764/2 

Amended plans of the passenger and goods layouts at Fort William submitted to Conacher between 
September 1893 and March 1894 

121 AMOTSCOLLECnON 
Petition ofthe Conu-nissioners of the Burgh of Fort William to the Lords of Committee of Privy Council for 
Trade & Plantations against the Operations of the West Highland Railway Company at Fort William, 1894 
SRO/BRNBP, /8/176Q 
Carswell to Conacher, warning that Major Marindin, Board ofTrade inspector, might recommend moving the passenger station to the original site at the old fort, 12 July 1894 

122 SRO/BPMR/g/l 764/6 
Amott to Conacher, 29 November 1895 

123 SRO/BRNBR/8/1764/4 
Amott to Conacher, enclosing press cuttings in which Fraser identified with the attack on MacKenzie, 
14 December 1895 

124 SRO/BFJNBR/&1764/6 
Amott to Conacher, 29 November 1895 

125 SROMMR/g/1764/3 
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Amott to Conacher, reporting defeat in the Licensing Court, 17 April 1895 
SRO/BR/NBR/8/1764/5 
MacKenzie to J. Watson, Solicitor of the North British Railway, warning that defiance of the Dean-of-Guild 
Courtwas counter-productive, 28 November 1895 
SRO/13R/NBR/8/1764/6 
Arnott to Conacher, enclosing press cuttings on the lack of "replacement" housing, 23 November 1895 

126 SRO/B"YB(SY1/325 
T. Waldron- Smith, Evidence, Glasgow& North Western Railway Bill, Commons, 8 May 1883 

127 PARLIANffiNrARYPAPERS 
West Highland Railway Act 59& 60 Vict. Ch. ccxix, First Schedule 

128 SROA3R/NBR/8/1764/4 
Press cuttings See also Note 123 above. 

129 SROMR/NBR/8/1764/4 
Arnott to Conacher, 19 December 1895 

130 SRO/BRIN0064/1 
Conacher to Wieland, 22 March 1893 
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Chapter 5 

Competition for subsidy: the "Lothian Lines" 



Chapter 5 
This chapter examines how the question of subsidised. railway development, as proposed by the 

Napier Commission, was reopened by the West I-EgMand promotion of 18 88-9. It examines the Lothian 
Commission Report of 1890 and the complementary Treasury Committee Report of 189 1. It explains 
how the West 11ighland route, terminating at Roshven or Mallaig, came to be seen as the prime option 
$south ofStrome Ferry', as against the several possibilities 'north ofStrorne Ferry' and the extension of 
the Dingwall & Skye route fi-orn. Strome Ferry to Kyle ofLochalsh. The discussion subsequently centres 
on the reaction ofthe I-Eghland Railway to the demand for new and unprofitable construction. This cannot 
be separated from the story ofthe West 11ighland Railway begun in Chapter 3 and resumed in Chapter 6. 
The Callander & Oban Railway, and therefore the Caledonian, were also affected. And this chapter 
reinforces the argument that the North British Railway was at first ambivalent about completing the West 
HigWandroutebeyond Fort William. 

When Forman's West Highland Railway reached Parliament in 1889, the promoters careffilly pointed 
out that they were not seeking financial assistance from the state. On the whole they successfully created 
the impression that it would be unj ust to rej ect the West Highland B ill. Here was a scheme, widely 
supported by landowners and guaranteed by the North British Company, which met an acknowledged 
need but made no demands on the public purse. It was questionable whether the Roshven section would 
ever have been commenced without subsidy in some form. But Roshven had been struck fi-orn. the Bill, 
and opponents could not exploit the ambiguous status ofthis part ofthe proj ect, save by casting doubt on 
pledges that the west-of-Fort William arm would be revived as soon as possible. Subsidy had featured 
more prominently in the attempted'West Highland'promotion. of 18 87-8. The Fort Williarn'town party' 
did not count on immediate help from the Conservative Government but they hoped for some expression 
ofapproval, eventually translating into a grant or guamtee, which would help to engage the North British. 
Cameron approached the Marquess of Lothian, Conservative Secretary of State for Scotland, at the 
beginning of 1888 on the basis that, although Lochaber would be satisfied with a railhead at Fort William, 
extending the line to the west coast would complement the Government's croffing reforms. 

(Me) Govemment would scarcely feel themselvesjustified in advancing the fimds for the construc- tionofa, ... Railway (from the South) but ... they might find it within theiriurisdiction to guarantee a certain Percentage for a specified time upon a limited amount ofthe Capital for the portion ofthe linebetweenFortWilliam and Mallaig BayM 
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This echoed the Napier Report. A. G. Morrison s argument also reappeared: the landlords must first 
commit themselves. Cameron ofLocl-del held that Lochaber would have accepted a railway by any route. 
He also believed that the construction ofa line to Fort William was bound to reawaken public interest in 
theNapier Commission's findings, whereupon the Govemment "would be compelled to aid in the forrna- 
tion ofan extension to the western seaboard7.111 Though Lochiel endorsed the 'country' scheme for a 
Connel Ferry - Fort William connection, it is clear that he was consulted and kept informed by the'town' 
interest when they sketched theirWest Highland'route (Glen Coe - Fort William - Arisaig) for submis- 
sion to the North British and to the Scottish Office. ("Arisaig" meant the broad district from Moidart to 
Morar, with Roshven bay, on Loch Ailort, and Mallaig bay, just south ofLoch Nevis, as the two most 
likely harbours. ) On 11 February, 18 88 Lothian replied that he could not provide a Treasury Guarantee 
such as Cameron had suggested. P] John Walker ofthe North British had already indicated that his Com- 
pany favoured an arrangement whereby the Government became an ordinary shareholder (for; E300,000) 
in the proposed'West Highland'line. Cameron wanted to involve "influential men in the Western Is- 
Iands! ', while C. Fraser-MacKintosh, M. P. for Inverness-shire, presented a petition to Parliament. ['] When 
the Govemment did not respond, Walker declined to commit the North British beyond promising to work 
a Glen Coe line to Fort William on reasonable terms, as Chapter 3 has shown. 

James Thompson, the Caledonian General Manager, did not pursue the suggestion that a Connel 
Ferry - Fort William - Arisaig line would attract subsidy. A Callander & Oban branch need not reach 
beyond Fort William. Oban was to remain the Caledonian railhead for the west coast, dividing the trZ-ic 
with the Highland Railway at Strome Ferry. Thompson probablyjudged that the Noith British would not 
be drawn unless subsidy was cettiný in which case the Caledonian would have time to intervene. Throughout 
1888 he left the next move to the Lochaber'country'pefifioners. He did not grasp, until Forman's West 
I-EgWaridBill was submitted inNovember, how rapidly Forman's scheme had overtaken the rival plans of 
ctolý& and'country'-I'l Imperfectly informed, the opposition assumed that the revamped West Highland, 
Re the original, would bid for state aid. In December, 18 88 the Highland Company, besides making the 
usual preparations for a parliamentary contest drafted a special protest "against the Loan Commissioners 
giving public money to the scheme7.111 This missed the target. The West Highland promoters made sub- 
sidy seem a secondary consideration. Government assistance might be appropriate when the time came 
to continue the line to the west coast or add other branches along the route; the main scheme, from 
Helensburgh to Fort William, rested securely on community endeavour and the Noffli British guarantee. 
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Walker reinforced this presentation, at the same time parrying the Caledonian charge that the North 
British, seeking a cut-offroute to Oban, would abandon the West Highland north of Crianlarich. His 
testimony was measured: 100 miles to Fort William was a large first step and, Eke the Highland Railway 
and the Callander & Oban Railway in their day, the West Highland must proceed step by step. Local 
efforts and North British confidence in the proj ect would call forth sufficient investrnent to build the line to 
Fort William. Ifnecessary, theNorthBritishwould find the final El 50,000. Roshven might ormight notbe 
appmved in 1889; whatever the outcome, the route would eventually be pushed to the coastP] 

Thus, despite all the earlierindications, Forman"s West Highland scheme achieved its Actwithout any 
provision for subsidy. However, with the new railway under construction (October 1889-August 1894), 
Lochiel's prediction would sooner or later be put to the test. The Conservative Government, or their 
successors, would be obliged to address the Napier Commission's tentative proposals for assisting a 
west-of-Fort William extension. That Lothian responded sooner rather than later is largely explained by 
the intervention ofJoseph Chamberlain, whose land campaigns had come to embrace the Highlands and 
Islands. Throughout the parliament of 1886-92 Chamberlain, detached from Gladstone but not firmly 
allied with Salisbury`s Conservatives, sought a programme around which the Liberal Party could reunite. 
His ideas on land were unwelcome to most proprietors, but his advocacy ofr-ailway development in the 
Highlands, including fight railways for the Islands, helped persuade the Conservatives that a technocratic 
approach could contain discontent. The policies designed Widir'Home Rule in Ireland, iftransfen-ed to 
the Scottish Highlands, would make fimdamental land reform unneccessary. 111 

At the end ofMarch, 18 89 Chamberlain headed a deputation of Crofter-Liberal M. P. s and various 
allies, who pressed the Govemmentto apply their Irish policies, suitably modified, in Scotland. He sub- 
sequently appeared before the Lords Comnittee exammimig the West lEghland BiH. 

(We) were aware that the principle hitherto adopted ... was to leave all such matters to private enterprise. But we thought that ... private enterprise could hardly be expected to undertake the 
work with(out) some kind or Government guarantee. (The) precedent was created by proposals ,,,, with regard to the western districts ofIreland; and we thought that the claims ofthe 11ighlands,... 
were ofthe sarne character, 191 

Ifthe Govemment agreed in principle that railway promotions in the Ifighlands deserved a "small guaran- 
tee! ', they should appoint a new Commission to review all the lines which might bid for state support. The 
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Committee asked whether Chamberlain had discussed different forms of aid with G. J. Goschen, the 
Chancellor ofthe Exchequer: Chamberlain emphatically favoured a Treasury Guarantee fi-orn the Con- 
solidated Fund. 1101 Counsel for the West Highland flourished Chamberlain. Ibe promoters" strategy pre- 
cluded a late appeal for subsidy, and there is no suggestion that Chamberlain was deployed to save the 
Fort William - Roshven line. Counsel for the Highland Railway urged Chamberlain to agree that a line 
north ofStrome Ferry - to Ulapool or to Lochinver, would serve the crofting and fishing communities 
better than the West Highland route, WI-Ale counsel for the Callander & Oban Railway reminded him that 
the West Highland offered little to the population ofLinnhe and LomeY II The deputation had included 
declared supporters ofthe proposed Garve & Ulapool Railway, the one scheme ofwhich Chamberlain 
had any detailed knowledge. He repeated that it was'ýhe general principle ' which most concerned him, 
and not the particular merits ofRoshven or Ulapool. 11 11 He certainly helped to make sure that the putative 
West Highland extension to the coast would be weighed against other promotions 'north of Strome". 

Lord Lothian visited the west coast for himselfduring the summer of 18 89, when he made abriefcall 
at Roshven and heard something ofthe case for Mallaig, as against the various options ftuther northY 11 
His Western 11ighlands and Islands Commission, chaired by Spencer Walpole, was appointed at the end 
ofthe year. 'Lothian Commission' andWalpole Commission' are interchangeable designations; the 
former is used throughout this discussion. ["] Walpole and his colleagues were to concern themselves with 
theHebrides $ giving attention to the adjacent mainland'ýn a secondary degree". In April, 1890 their renit 
was widened to include the north coast and the Orkneys and Shetlands. Lothian stipulated that the 
Govenunent did not intend "any expenditure ofapurely charitable character, or such as merely aims at the 
reliefofternporary distress or the temporary employment oflabour"; nor did they intend'lo establish at 
the public expense any competition with existing private enterprise". Speed was enjoined, and the Com- 
missioners were criticised in some quarters as too perfunctory and "flippant' 1.1151 

The Report was ready by July 1890.1111 It identified six rail routes to the west coast: - the West 
HigMand line continued to Mallaig; the Dingwall & Skye line, continued to Kyle ofLochalsh; Achnasheen 
- Aulthý Garve - Ulapool; Invershin (Culrain) - Lochinver; and Lairg - Laxford Bridge. It also sketched 
fight railway systems for Skye, centred on Portree, and for Lewis, centred on Stornoway. An appendix 
detailed new or improved steamer routes which, taken together, would offer an integrated rail-sea net- 

-123- 



work, based, for the time being, on the two existing railheads at Strome Ferry and Oban. The Fort 
William - Mallaig linewas estimated at E285,000; the Strome Ferry- Kyle ofLochalshline at El 15,000, 
the Garve - LMapool line (whichwas before Parliament during the Commissiorfs invesfigations) at El 95,000 
and the Achnasheen - Aultbea, line at E293,000. No surveys were available for the Lochinver scheme or 
for its Laxford Bridge competitor: the Commissioners put them at E260,000 and E220,000 respectively. 
The Aultbea and Ullapool schemes were likewise competitors; the Commissioners considered that the 
former would have to be realigned to serve Loch Maree and Gairloch before terminating on Loch Ewe, 
while the latter would have to be carried finther down Loch Broom. The 15 0-mile coastline from Loch 
Carron (Strome Ferry) to the Pentland Fifth (Scrabster) might well require two new railheads, besides a 
light railway from Thurso to Gills Bay. The Commissioners thought in terms o fAultbea versus Loch 
Broom, and Lochinver versus Loch Laxford. The Aultbea promoters counted on receiving a grant of 
E40,000, which could be taken as a marker for each of these four lines. If the Government chose to 
support two ofthem, some E80,000 ofaid would be needed. Pending the completion ofnew railways, 
the steamer service should to be reorganised, and David MacBrayne or another operator should be 
subsidised to the tune ofE8,000 - El 0,000 per year. Only one Hebridean light railway (Stomoway-to- 
Carloway) had been surveyed in any detail, after the Commissioners had asked that it be done. The 
Islanders were too ready to draw parallels with Ireland and must be disabused. The inhabitants ofLewis 
had no otherproposal "ffian that Government should find all the capital, and should also be responsible for 
the cost ofWorkine'. The HigWand Company hoped that the state would bear the full cost ofconstructing 
the Kyle ofLochalsh extension; this was also "quite inadmissible! '. 

On railways for the Islands, the Commissioners explained their attitude at some length. ("As the action 
ofGovemment in respect oflight railways in Ireland has often been quoted to us in connection with similar 
lines in ... Lewis and Skye, we may perhaps be permitted to point out several essential points ofdiffer- 
ence. ") Irish light lines were generally feeders to existing routes, with no intervening sea passage. Irish 
agricultural traffic was regular and evenly spread, which made rail feeders relatively efficient; Hebridean 
traffic had seasonal surges, especially in fish but also in livestock; and the real need was abetter rail 
service on the mainland, in conjunction with the stearners. State assistance for Irish light lines was always 
conditional on some input from local authorities and other interested parties, besides the established 
Railway Companies which agreed to operate these fines. 
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Clearly the Commissioners were mindful ofLothian's injunction that aid in any form was not to be 
offered without "co-operation ... fi-om local source!? '. 1171 And they considered that it was the business of 
central government to keep the biggerpicture in view. Development ofa few strategic harbours, with rail 
facilities where appropriate, was the heart ofthe matter. The parochial clamour for piers and boat slips 
should be addressed to the local authorities. They added some particular recommendations. Stomoway 
HarbourBoard might usefully take responsibility for the whole ofLewis, with a grant off50,000; before 
new roads or fight railways into Stornoway were developed, a steamer strong enough to ply the outer 
coast ofLong Island should be tried. The telegraph network, which the Fishery Board already supported 
out ofthe Herring Brand Fund, ought to be completed as quickly as possible. Improved mail and tel- 
egraph services had already shown their worth, allowing fishermen and fish-buyers to report the move- 
ments of the herring and to order supplies as required. Before allocating the proposed new steamer 
subsidy, the Government should consult the Post Office, which already supported the mail steamers. 

All the 'north of Strome' schemes requiredjunction arrangements with the Highland Railway - at 
Garve (forUllapool) orAchnasheen (forAultbea) ontheDingwall &Skye route, at CuIrain orInvershin 
(forLochinver) orLairg (for Laxford Bridge) on the FarNorthroute. Unless others intervened, itwould 
be a question ofpersuading the reluctant Highland Company to support one or more ofthese projects; 
and unfair competition would not arise. But the West Highland route to Mallaig would compete with 
Strome Ferry. The Loch Eil & Mallaig syndicate, whose efforts are more fully considered in Chapter 6, 
gave the Commissioners to understand that the North British Railway Company would support their 
scheme in order to complete the West Highland Railway to the sea. They sought an outright grant for a 
new harbour at Mallaig (the Commission suggested E 15,000) and a Treasury Guarantee of2/20/0, fOr a 
limited period on their estimated capital of E285,000. The advantages ofthe new route were held to 
outweigh the limitations ofMallaig bay, where the deep-water anchorage was constricted and vulnerable 
to a northerly fetch. Mindful ofLothian's warning against subsidised competition, the Commissioners 
advised that the Highland Railway should be given "proportionate assistance" to carry the Dingwall & 
Skye line onto Kyle ofLochalsh. Thereafter the Highland Company and the West HigWandwould be "on 
nearly equal terms as to convenience and propinquity to the fishing grounds and lines ofsteamboat route! '. 
With new railheads, in place, the grant-aided steamer service could be restructured and ovemll distribution 
ofsubsidy reconsidered. State support for steamers operating out of0ban would be to the advantage of 
the Callander & Oban Railway and might be considered roughly equivalent to any assistance offered to 
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the Mallaig and Kyle ofLochalsh lines. 

Overall the 1, othian Report was an unsatisfactory production, giving ammunition to those who held that 
the worst distress in the Flighlands and Islands was already over. It seemed to accept that poverty, ifnot 
actual destitution, must be the crofter's lot, especially when he insisted on remaining a crofter. State- 
assistedmilway development wasjustified in so far as itwould counter conditions unfavoumble to comm- 
erce, challenge the indolence ofthe people and tum crofter-fishermen into full-time fishermen. ["] On 
which scheme to support, the Report gave little help. Two'north of Strome! lines besides extension to 
Kyle ofLochalsh, in addition to the Loch Eil & Mallaig proj ect and fight railways in Lewis and Skye, were 
more than the Treasury would entertain. The general proposals, including steamer subsidies, were em- 
bodied in the Western I-Eghlands and Islands Works Act, 1891.1191 But the question ofnew railways was 
refen-ed to aTreasury Cornmittee. C'Special Comn-dttee on the Improvement ofRailway Cornmunicafion 
on the West Coast of Scotland" or "North West Coast of Scotland Railways Committee"), who were 
required to complete their work before the end ofthe parliamentary session. 

Appointed in May, 189 1, the Committee repoited in November. The Treasury's instructions declared 
an intention to assist "any one ofthe lines", provided that"the remainder ofthe cost can be raised fi-om 
other sourcd'. The Garve & Ulapool Railway was already authorised. The Loch Eil & Mallaig promo- 
tion appeared to have substance. Supporters ofthe other routes reviewed in the Lothian Report deserved 
ahearing. 1101 

Like the Lothian Commissioners, the Treasury Committee felt obliged to endorse more than one 
scheme. COne railway, wherever constructed, will not meet the requirements ofthe districts lying respec- 
fively north and south ofthe existing terminus ofthe Highland Railway at Strome Ferry. 11)[211 Loch Laxford 
offered little to the western parts ofRoss-shire, Aultbea little to the western parts ofSutherland. No local 
contributions to the Lairg - Laxford Bridge line were forthcon-drig, though it could be assumed that land 
would be given at a nominal price. The Aultbea interest claimed to have raised f 12,5 00 in addition to 
offers ofland. The Invershin - Lochinver line would have the backing ofthe Duke of Sutherland. Local 
landowners had met all the preliminary and parliamentary costs ofthe Garve & Ullapool promotion. They 
were able to do so because the Highland Railway, though less than enthusiastic, did not oppose them. 1211 
The crofters who would be employed as navvies were ready to accept a proportion oftheir wages in 
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shares. 

All the 'north of Strome' lines passed through relatively easy country east ofthe watershed, but in 
every case the final miles to or along the west coast would push up costs, which were likely to average 
more than E8,000 per mile. Ullapool was not a suitable railhead. Isle Martin, further down Loch Broom, 
was more promising; any other site to seaward would require expensive protection works. Lochinver, 
midway between Cape Wrath and Skye, offered a good harbour C3 V2miles fi-om. the open sea, and 7 
miles from the passing trade route), which needed only to be fit and buoyed. 

With a railway terminus and fishery centre established at Lochinver, and extended steamboat com- 
munication ... between Lochinver and various points on the coast,... the pressing wants ofthe 
districts north of ... Skyewouldbemet. 

The Committee's ideal solution'north of Strome" was to extend the Garve & Ullapool line north to 
Lochinver, but, recognising how expensive this would be, they settled for the Invershin - Lochinver line. 

The'LochEil &Mallaig'promotionwas strongly recommended. Just as communities north OfLoch 
9* Tonidon would be best served by a new railway to Lochinver, so communities south ofKylerhea would 

be best served by the West Highland route. 
To meet the wants of the parts southward.., including the south-west coast of Skye and the 
neiglibouring islands, the most suitable locality for a railway terminus and fishery port is Mallaig 
Bay.. . (Ihe) benefits whichwould accrue ... from the construction of(this) line, in conjunction with 
the maldng ofthe West Highland Railway, are so great that the scheme, whenever ripe for adop- 
tion, would be deserving of assistance from such funds as the Government might have at their 
disposal for the encouragement ofrailway development. 

But the Committee warned that the promoters' estimate of E260,000 for a Fort William -to-Mallaig 
railway - E25,000 less than the Lothian Commissioners had calculated and equivalent to about E6,500 
permile, was inadequate. There was easy going along Loch Eil, but thereafter the Mallaig line could not 
avoid some twenty five miles ofheavy works across the Rough Bounds and along the Atlantic coast. 
fA5,000 for Mallaig harbour was also a low figure, ifthe limitations ofthe site were to be overcome. The 
Committee did not query the promoters" ready assumption that the North British Company would work 
the line, but they doubted, at least by implication, whether a grant ofEl 00,000 with an additional contri- 
bution towards the harbour, the terms suggested by the Loch Eil & Mallaig syndicate, would attract the 
rest ofthe capital required. And they added that "Mallaig could only be recommended for the want ofa 
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more favoured position being attainable". The harbour would be congested and the proposed break- 
water would give only lmiuited protection, though larger vessels could shelter, at need, in Loch Nevis. 
Though they did not explicitly weigh Mallaig against Roshven, they implied that a more commodious 
harbour well inside Loch Nevis would be better than either. Rail access to Loch Nevis would be difficult 
and expensive to achieve. 

Thus the Committee's choices, both'north ofStrome' (Lochinver via the FarNorth line) and'south of 
Strome' (Mallaig as terminus ofthe West Highland route), were second best. This was not the clear-cut 
decision that the Conservative Government wanted. Like the Lothian Commissioners, the Committee 
assumed that any'north of Strome' line would fall to the Highland Railway, while any injury which the 
Highland Company might suffer fi-om the Mallaig scheme, which must give the'south ofStrome'route to 
the North British, would be redressed by subsidising the extension ofthe Dingwall & Skye route from 
Strome Ferry to Kyle ofLochalsh. They concluded that state assistance was, in any case, inescapable. 

(None) ofthe suggested railwayprojects canbe regarded as possessing a commercial basis ofthe 
elements ofsuccess as ordinary railway undertakings (sic). If ... the districts in question, or any of 
them, are to obtain the advantages ofrailway communication, these must be afforded on grounds 
other fl= anticipation ofdirect financial return. 
It is easy to forget the criteria which the Lothian Commission and the Treasury Committee had in mind 

when assessing prospective west coast railway harbours; for their criteria were rapidly overtaken in the 
twenty years before 1914 by the advance ofthe steam drifter and steam trawler, much less likely to be 
storm-bound north ofArdnarnurchan and able to run on fi-orn Kyle to Mallaig, or fi-orn Mallaig to Oban, 
ifcrowded wharfs orpoor prices impelled them to do so. P] In the 1880s and 1890s Mallaig (or Roshven) 
was seen as the focus ofan underdeveloped local fishmy in Loch Hourn, in LochNevis and offthe south- 
west coast ofSkye. The sailing smacks ofthe crofter - fishermen could run to Mallaig, where fishbuyers 
would compete for business, and return to the fishing grounds inside a day. Making Oban, round 
Ardnamurchan, was seldom a practical option, and Ballachulish, suggested by the Glasgow & North 
Western promoters, was not a realistic alternative. Making Strome Ferry via Kylerhea, where the fides 
dictated sailing times, could mean a forty-eight hour round trip. With a convenient railhead and no longer 
tied to a steamer which might be only only a few days on station, the fishery would become more 
specialised and professional, following the example ofthe east coast J241 But in the short tam everything 
turned on the range and limited sea-keeping qualities ofthe existing west coast fishýng boats. That the 
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weakestboats found even Arisaig Point hazardous was an argument againstRoshven and in favourof 
Mallaig. The doubtful capabilities ofthe west coast sail boats in land-locked Loch Broom likewise told 
aginst UUapool and in favour ofLochinver. I'll 

Both Comn-dssion and Committee took it for granted that any new railway port would accommodate 
MacBrayne's mail steamers and other passenger and cargo vessels. And it was to be expected that the 
buyers and curers who regularly chartered steamers to follow the shoals or carry fish fi-orn Stornoway or 
Lochboisdale or Castlebay to the mainland would try a new rail route instead ofsending direct to the 
Clyde. The "Stornoway Senders" syndicate, generally known as the Fleetwood Company, had high 
hopes ofMallaig. Their Stornoway - Fleetwood shuttle needed three steamers, but a daily link with 
Mallaig would need only one. P] It does not appear that there was detailed examination ofthe ability of 
this or that harbour to handle such traffic alongside local landings, if and when the latter increased. Yet 
increase was the whole ob ect, and east coast boats working the west coast were already setting the 
pace. Moreover abetter rail service was expected to increase the trade in fresh (or lightly "sprinkled) 
herring and encourage a greater catch ofwhite fish. Expefience would show that the seasons forherring 
fishing and white fishing were not so neatly complementary as to sustain a steady business; there could be 
simultaneous gluts, when the two trades came into conflict And in time ofg1ut chartered steamersjostled 
with local boats. As the steam drifters multiplied there came a new demand for coaling facilities. Chapter 
9 returns to these issues. 

Neither Commission nor Committee called for dedicated railway steamers. The 11ighland Railway at 
Strome, after various experiments, had come to rely on MacBrayne and other carriers, as did the Callander 
& Oban Company, though they both chartered additional vessels on their own account during the fishing 
seasons. ["] In 18 8 8-9 the West Highland promoters had negotiated with MacBrayne for connections at 
Fort William, Corpach and Roshven. Neither the West Highland Company nor the North British sought 
powers to operate steamers out ofMallaig; but it was widely, though erroneously, assurned in the Islands 
that such powers would go hand in hand with any subsidy which the Fort William - Mallaig rail link 
obtained. [281 
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During 1890-1 the directors ofthe Highland Railway had to decide how to respond to the recom- 
mendations ofthe Lothian Commission and the Treasury Committee. Allowed apreview ofthe Lothian 
Report, Andrew Dougall, Secretary and General Manager ofthe Highland Railway, responded that to 
subsidise the Mallaig line would be contradictory, since Lothian had ruled out unfair competition. The 
Loch Eil & Mallaig project, ostensibly a private initiative by Baird ofKnoydart and other landowners, 
was "practically a revival o fthe West Highland scheme to Roshven! ', which Parliament had examined and 
rejected in 1889. 

IfMr. Baird ... wishes to have a railway.., he should go to Parliament ... in the ordinary way,... and 
ifhe provides the capital, as the proprietors ofthe (Dingwall &) Skye Line did, he will be entitled to 
a fair hearing, but he has no right to have a line made at the public expense (to) interfere with an 
existing line.., the proprietors ofwhich have already submitted to great sacrifices. 1191 

In September, 1890 the Highland directors continued the attack in a Memorial to W. H. Smith, the Leader 
oftheCommons. 

The Dingwall & Skye Railway was constructed ... wholly ... by private persons ... to provide better 
communication to (their) estates..; but another motive ... was to provide access ... to the fishing 
grounds .. - The Line ... never paid.., and when it was amalgamated with the Highland Company 
the Ordinary Stock was taken over at 50 per cent discount. at) would be a very grave injustice... if'public money were contributed for a competing line, which would still fluther diminish the value of 
the Dingwall& Skye... (The) application ofpublic money in any shape to ... new lines in any degree ofa competitive character on the Mainland of Scotland ... would kill private enterprise, as 
no one would venture his money in ... alinewhich ... might have a rival set up by the Government. 
... (Railways) have been... extended by private enterprise in the Highlands as mpidly as the cir- 
curnstancesiustify; ... with only one fourteenth ofthe population of'Scodand, the Highlands possess 
one seventh ofthe railway mileage. P] 

Dougall had already pledged, when he met the Lothian Commissioners, that his Company would 
extend the Skye line to Kyle ofLochalsh and build a new pier there for EI 20,000 outright, thereafter 
worIking and maintaining the route without any finther state support. But he implied that this depended on 
whether the Mallaig scheme was abandonedP II On the various'north of Strome' schemes, the IE ghland 
board sought advice from the Midland Great Western Railway ofIreland, which operated subsidised 
lines to the Irishwest coast. W] Early in 1891 the Scottish Office formally invited the Highland Railway to 
state terms for building and operating the new routes identified in the Lothian Report. Dougall reiterated 
the 11igWand Company's obj ections to the Loch Eil & Mallaig Railway. His directors were now prepared 
to contribute E25,000 to the first cost ofthe Kyle ofLochalsh extension. They would contribute nothing 
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to the northerly schemes, all ofWhich would divert traffic from Strome and Kyle; but they would "work 
and maintain any ofthem which may be made, at 2s. 2d. per train mile7'. 1111 

By the end ofMarch, 189 1, after negotiations in London, Dougall was convinced that he had obtained 
as much as could be won for the Dingwall & Skye route -a Treasury grant ofE45,000 towards the ten 
difficult miles ofnew construction between Strome Ferry and Kyle ofLochalsh. The I-Eghland directors 
were still reluctant; but Dougall, back in Londor4 assured W. L. Jacksorý Fianciial Secretary to the Treas- 
ury, that under a Late Bill or other arrangement, construction could begin at once; for all the land to be 
taken belonged to Sir Kenneth Matheson, a member of the board. [N (In the event a regular Act of 
Parliament would be obtained in 1893. ) This decision owed something to the threat that the Great North 
ofScotland Railway would intervene. Alone among thenorth ofStrome'lines, the Garve & Ullapool 
Railway had secured its Act (1890). The Great North now entered the field, promising to build, maintain 
and operate the Garve - Ullapool line in perpetuity, in return for a Government guarantee off6000 per 
annurn over twenty five years. ["] On 24 April 1891 the Treasury asked Dougall to submit his "observa- 
tions! 'on the Great North offer, which ofcourse entailed running powers for the Aberdeen-based Com- 
pany over the 11ighland system to Dingwall and along the Dingwall & Skye to Garve. 1111 

Dougall protested first to Jackson at the Treasury (28 April) and then to Lothian (5 May). W] The 
Gave & Ulapool Railway must not be the means of"introducing a hostile company into their district! ', 
and the 11igbland Railway insisted on working the Ulapool line as Parliament had envisaged. The Great 
North would send Ulapool fish traffic via Aberdeen, when the Higl-dand main line was seventy miles 
shorter - 100 miles shorter once the Aviemore cut-offwas ready. The Great North wanted only access to 
Inverness and had no real concern for the North West, despite dishonest attempts to raise support in 
Lcwis. The Loch Eil & Mallaig scheme amounted to subsidised invasion, and the Great North approach 
to the Garve & Ullapool Company was even more blatant, utterly at odds with Lothian's declared desire 
to preserve fair competition. To subsidise the Loch Eil & Mallaig, which could only become an append- 
age ofthe West Highland, was really to subsidise the North British. To subsidise the Garve & Ulapool, on 
the terms suggested, was really to subsidise the Great North of Scotland. North British and Great North 
would filch the 11ighland Railway's hard-won traffic. All this recalled Caledonian complaints about North 
British designs on Oban. The Highland directors were prepared, ifnecessary, to match the Great North 
offerjust as they were prepared, in the end, to find the larger part ofthe capital to advance to Kyle of 
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U)chalsh. They would work the Ullapool line in perpetuity, given a twenty five year guarantee. Kyle or 
Ullapool (or Kyle and Ullapool), safely in the Highland Company's hands, ought to settle the whole 
questionJA But the Govemment, well aware that the Lothian Commission had complicated rather than 
resolved the choices, resorted to the Treasury Committee. 

When the Committee met the Flighland board in Inverness at the end ofJuly, 189 1, they were already 
moving towards the formula embodied in their Report -anew railhead'north ofStrome', anew railhead 
'south ofStrorne' and extension ofthe Dingwall& Skye route to Kyle ofIochalsh. 1191 Two months lateT 
the Commiftee sought the I-Eghland Company's terms'ýo construct work and maintaid'a line to Lochinver, 
the best'north of Strome' option. Lochinver was to be reached either from Invershin on the Far North 
route or from Ullapool, by continuing the Garve & Ullapool Railway along the coast. 1401 Dougall once 
more indicated reluctant co-operation. 

(The) present line ... to Strome Ferry was laid out ... to accommodate the traffic of Skye and Stornoway, and it fulfils that purpose, so that either ofthe lines (to Lochinver) would ... be in 
competitionwith it. Ifthe Government, howeverwish another line.., the Highland Companywill 
not oppose it provided it is worked in fiiendly relationswith the Highland Company. W] 

For the Invershin - Lochinver line, passing either north or south ofLoch Assynt and Suilven, the Highland 
Railway wanted E250,000 outright. For the Ullapool - Lochinver extension, a much tougher proposition, 
they wanted E420,000 outright, additional to the cost ofconstruction. from Garve to Ullapool. Both 
estimates included a new pier at Lochinver. Dougall added a rider that the Highland Company did not 
accept the need for a'south of Strome' scheme. It was to be understood that the Lochinver scheme 
would "supersede any other Line to the West Coast which has been suggested7. 

In the knowledge that Lothianwas underpressure to endorse Mallaig, the Company continued, during 
thefirsthalfof 1892, to lobby both the Scottish Office and the Treasury against the Loch Eil & Mallaig 
Railway[111. It is convenient to pursue discussion of the Kyle of Lochalsh extension and the 'north of 
Strome'lines through 1892 into 1893 before turning in more detail to the Loch Eil & Mallaigproject, in 
Chapter 6. On I June, 1892, Dougall wrote both to Lothian and to Goschen. 

(Ibe) Company will ... extend their Line ... to Kyle, on condition that the Government does not subsidise any other Line to the West Coast, and that they pay the ... Company ... E20,000 towards 
ill 



... a suitable Pier at the Kyle terminus. The Directors... concur... that the Culrain and Lochinver 
Line is best suited for the development ofthe Fishing and Crofting interests ... and will be prepared 
to construct work and maintain that Line in perpetuity, provided the Government guarantee 5 per 
cent on a sum off25 0,000 for ... thirty years. 1411 

It will be seen that the Highland board had fluice modified their terms in respect ofKyle ofLochalsh - first 
demanding the entim cost ofconstruction (June, 1890), then promising to find E25,000 (January, 189 1), 
then agreeing to accept a grant off45,000 (April, 189 1), and ultimately asIdng only the cost ofthe new 
pier, provided the Mallaig line was refused assistance. As for the terms suggested for the Invershin - 
Lochinver line, the 11ighland board cannot have been unaware that the Mallaig promoters were seeldng a 
similar arrangement. The Goverriment's decision on Mallaig was him=i ent and it maybe that Dougall's 
letters should be seen as part ofthe I-Eghland Company's preparations to contest the Mallaig scheme mi 
Parliament On 2 June the Treasury officially informed the 11ighland Railway that the Loch Eil & Mallaig 
scheme would be assisted. 1441 But thereafter the 11ighland Company had to deal with the Liberal Govern- 
ment of 1892-5, whose attitude to the findings ofthe Lothian Comn-dssion and the Treasury Committee 
was undefined. It added to uncertainty that the Loch ER & Mallaig seemed becalmed after the promoters 
had failed to secure an improved offer fi-orn the outgoing Conservative Government as will be discussed 
in Chapter 6. 

In October, 1892 W. C. Dunbar, Permanent Assistant Under-Secretary at the Scottish Office, re- 
examined the Garve & Ullapool line. Would the Highland Railway consider "an amicable settlement' ' 
whereby the route might be developed (and perhaps extended to Lochinver)joindy with the Great North 
ofScotland Railway.? At the same time Dunbar asked Dougall to clari fy how the Invershin - Lochinver 
fine mightbe guaranteed. 

(Do) you mean that, in the event ofthe surplus revenue ofthe Line being sufficient to pay, say, a2 per cent dividend, the Government will still continue to pay ... the guaranteed 3 per cent..: orthat 
... they will only pay I per cent..? I'll 

Dougall replied that in all circumstances the Highland Company would insist on working the Garve & 
UllaP001 Railway, without any form ofpartnership. For the Invershin - Lochinver scheme he envisaged 
'top up'payments by the Treasury, not an absolute guarantee of 3% unrelated to earnings. ["] What 
prompted Dunbar's nhitiative is not clear. There may have been renewed probing on the pail ofthe Great 
NortIL Both the Scottish Office and the Treasury were known to be examiinmig ways oNarying a guaran- 
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tee in relation to revenue, though their new political masters gave no particular lead. ["] 

Sensing that the Liberals wanted only a quick solution, the Highland directors reopened negotiations. 
They reminded the Government that the Dingwall & Skye promoters had always intended to reach Kyle 
ofLochalsh. But for the limitations ofStrome Ferry, there would have been no agitation for other routes. 
Ifthe fine was now extended to Kyle the agitation would soon recede. In November, 1892 Dougall made 
a direct approach to Sir William Harcourt, the Liberal Chancellor ofthe Exchequer. 

The surveys and estimates made in 1864havebeen revised, and estimates havebeenmade (for) 
aPier ... at Kyle, at which the largest steamers may call at all states ofthe tide, and (for) a Pier at Kyleakin, on the Skye side, suitable for a Steam Ferry. The total cost will be about El 80,000... 
The Directors have resolved to ... revive the powers oftheir Act of 1865 (and) to proceed with the 
works provided an arrangement can be made to get financial assistance from the Treasury. They 
do not see their way to throw the whole burden on the Shareholders, as the reasons for extending the Line are more the benefit ofthe population and the fishing industry than profit or dividend. W] 

The pier at Strome would be written off, having cost some E20,000 "from first to last' '. Ibe extension 
would generate little or no local traffic. The Company proposed to return to the "extremely moderate" 
terms suggested in 1891 -an outright grant ofE45,000. In December the Treasury, in consultation with 
the Scottish Office and the Board ofTrade, agreed to support the Kyle of Lochalsh scheme. E45,000 
would be paid to the Highland Railway when the Dingwall & Skye route was completed through to Kyle 
and the new Kyle - Kyleakin ferry was in operation. [49] In January, 1893 Dougall promised "all due 
expedifloh'1101.71he Dingwall & Skye Extension Actwaspassed in June. Construction began in Septem- 
ber. The fine was opened through to Kyle in 1897. The Garve & Ullapool interest fought a stubborn 
defensive action; but authorization ofthe line to Kyle was followed by an Act winding up the Garve & 
Mapool Railway. ["] ALoch Maree and Aultbea'scheme was lodged alongside the Highland Railway's 
Kylepromofior4 perhaps with the connivance ofthe GreatNorth ofScotland Company. The AultbeaBill 
made provision for running powers whereby the Great North could reach Achnasheen. 1111 This may have 
been no more than an attempt by the Aultbea interest to embroil the Highland Company with the Great 
North, delaying the Kyle extension and keeping their own scheme in play(III. Dougall impressed on the 
Government how any "duplicatiorf 'on the Dingwall& Skye route (by which he meant the Ullapool fine or 
the Aultbea fine) would only ensure that the Kyle extension never paid its way "even approximately", ["] 
The Lochinver scheme, as a feeder to the Far North route, was more acceptable - if the Government 
reaUYwanted to pursue it. In January, 1893 Dougall, conceding that"agitation! " for a'north ofStrome' line 
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was likely to continue, renewed his Company"s offer to promote a Lochinverbranch, so that"the ques- 
tion ofthe West Coast Railways might be .. finally disposed of '. The Conservatives had never intended to 
build "government lines" without some input from the working Company, and it was even more unlikely 
that the Liberals would do so. The I-Eghland directors accepted that the Lochinver scheme would have to 
be promoted in conventional fashion, in the expectation that a Treasury Guarantee would help to secure 
the necessary investment. They also accepted that the Liberals would not supplement a Guarantee with 
mileage payments. But they asked that 90% ofrevenue be allocated to working and maintenance when 
the line opened, reducing to 65% or less after six years, so that a gradually increasing proportion of 
revenue would be devoted to diluting the Treasurys obligation. [-"] 

BoththeGarve&Ullapool Bill in its original form in 1889 and the LochMaree&AultbeaBill of 
1892-3 included clauses which anticipated state assistance. P] A very similar clause would be included in 
the Late Bill for the'West Highland Banavie & Mallaig' line in 1893 and in the West Highland Mallaig 
ExtensionBillof 1893-4. But Treasury support in guarantee fon-n required a separate Public Bill in every 
case. This is discussed more fully in Chapters 6 and 7. Dougall and his directors were influenced by the 
knowledge that the Conservatives had offered a Treasury Guarantee to the Loch Eil & Mallaig scheme. 
The North British Company would not take up the Mallaig line as a West Highland promotion unless the 
Liberals made the same commitment. Like the North British, the Highland Company wanted, ifat all 
possible, amore generous allowance for working and maintenance expenses. The Caledonian Railway 
worked the Oban line at cost but helped the Callander & Oban Company to service debentures. ["] The 
North British made a virtue oftheir promise to work the West Highland at 5 OWN When the railway 
industry as a whole increasingly had to devote some 60% ofgross revenue to working and maintenance 
this was fooffiardy. 1111 The North British proved reluctant to work a west-of-Fort William line at 50%, and 
the Highland Company, with experience ofworIdng the Dingwall & Skye and FarNorth lines when these 
were nominally independent, was sU'M* larly wary in respect ofany new'north ofStrome' line. 

Despite Dougall's hopes that the Kyle ofLochalsh extension would simplify ifnot conclude the'north 
of Strome' debate, a lively argument persisted. Supporters of the Garve & Ullapool line asserted that 
Loch Broom was perfectly accessible and that the Garve - Ullapool - Lochinver route, which the Treas- 
ury Committee had reluctantly rejected, would serve a larger crofting and fishing population than the 
cross-country line from Invershin. 1111 They also alleged that the Duke of Sutherland, having originally 

-135- 



endorsed Ullapool when the Highland board decided to give their qualified supportý later used his influ- 
ence as a great landowner in favour ofthe Invershin - Lochinvcr line, because it would serve his estate; the 
duke had "button holed'Gladstone when the prime minister visited Dunrobin, but the proprietors behind 
the Garve & Ullapool Railway had used no improper influence. 1191 The Kyle line itselfgenerated contro- 
versy-, some Highland Railway shareholders rebelled against the cost. 1601 The Mallaig interest seized on 
the grant which the Liberals had given, arguing that E45,000 outright for ten miles was relatively more 
generous than a Treasury Guarantee for the forty miles fi-orn Fort William to Mallaig. [61 ] Dougall's inten- 
fion, during 1893 -4, was to use Lochinver against Mallaig, just as he had used Ullapool against Roshven 
in 18 89. The Highland Company had little enthusiasm for any'north ofStrome' fine. The real aim was to 
prevent, or at least delay, completion ofthe West Highland route to the west coast. 
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Chapter6 

The genesis of the West Highland Railway Mallaig Extension, 1889-93 



Chapter 6 
Discussion now turns to the proposed Loch Eil & Mallaig Railway. State support was essential, and 

it was necessary to engage the North British Railway much more closely than that Company had been 
willing to contemplate in 18 89. By 1891 the Conservative Government was broadly committed in prin- 
ciple to subsidising one or more west coast railway promotions, as Chapter 5 has explained. The Liberal 
Govemment of 1892-5 did not at first declare a position. The North British Company had modi fled ifnot 
abandoned the expansionist strategy ofthe 1880s and now saw the West Highland route as a burden- 
some subsidiary which would make a better showing when completed to the sea. By 1893 the Loch Eil 
& Mallaighad become the'West I-EghlandBanavie & Mallaig'(or'West Highland Mallaig Extension'), 
underNoithBrifish auspices. 

The railway schemes of the 1840s aiming at Inverness via the Great Glen had included, though 
vaguely, a western arm to the Atlantic coast north ofArdnamurchan, in addition to whatever line might 
reach Oban. The Hope-Scott promotion ofthe 1860s, for a Lochaber branch fi-orn the Highland Railway 
via Loch Laggan and Glen Spean, had included a possible extension to the sea. The obvious route west 
ofFort William followed Telfords Lochnagaul roadby Loch Eil, Glenfinnan and Loch Eilt to Arisaig. This 
was broadly the line which the Glasgow & North Western promoters promised to add at the earliest 
possible date and which A. G. Morrison submitted to the Napier Commission. It would terminate at 
Roshven, on Lochailort, or at Mallaig, near the mouth ofLoch Nevis. The Mallaig option demanded 
some fifteen additional miles ofheavy works by Lochnanuamh, Borrodale and Morar. It bears repeating 
that the Napier Report did not specify a particular railhead, though the general sense suggests Mallaig. In 
1888-9 Charles Forrnan chose Roshven when the West Highland promoters insisted on including an 
extension to the west coast. His survey beyond Fort William was hasty, on the understanding that he 
would notbe paid ifthe extensionwas rejected. The Roshven line went to Parliament as an unconvincing 
and speculafive postscript to the main WestHigNand scheme, and it did not survive scrutinyby the House 
ofLords Committee; but it served its immediate purpose, enhancing the promoters' claim that they were 
opening up the country for the benefit ofcrofters and fishermen. 

In disnýissing Roshven, Parliament was certainly influenced by the opposition ofthe 11ighland Railway 
and by the not unreasonable obj ections ofthe Roshven landowner, professor Blackburn, who was ready 
to give way to public interest but strongly questioned whether Roshven was a suitable harbour. The 
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Highland Company would subsequently attack the Loch Eil & Mallaig Railway as Roshven all over 
gai on the argument dig the west-of-Fort William line had been tried and found wanting in 1889, so 

that it was unfair to put the Highland Railway (and the Caledonian Railway) to the expense ofa renewed 
opposition. When the North British Railway came to support Mallaig it was good tactics to play up 
Blackburn's part in defeating the previous promotion, rather than admit that the Highland Company's 
case had carried the day. In any case, Parliament was mindful that as matters stood in 18 89, the Roshven 
line was not to be guaranteed by the North British. Approval would block, or deny a hearing to, other 
west coast schemes like the Garve & Ullapool, without ensuring that the West I-Eghland route would in 
fact be completed to the sea. Roshven (or Mallaig) could be promoted anew, before the West Highland 
Railway was opened to Fort William, andjudged against the various proj ectsnorth o fStrome!. This was 
the equitable course, especially ifone line and one line only was to attract subsidy. Unfortunately for the 
Conservative Government of 1886-92, there was no one rail route to the west coast capable ofsafisfying 
all expectations, as the Lothian Commission and the Treasury Committee were to discover. 

During 1890-1, when Commission and Committee were at work, John Baird ofKnoydart and Robert 
Stewart ofKinlochmoidart became the principal movers ofthe Loch Eil & Mallaig Railway. Stewart, 
along with Lord Howard of Glossop, had represented what might be termed the "Roshven interest' 
among the fisted West I-1ighland promoters of 1888-9, and he subsequently became, ifonly briefly, a 
director oftheWest Highland Company. Baird commissioned the engineering firm. ofSimpson &Wilson 
to resurvey the route to Mallaig and re-evaluate Mallaig bay as an anchorage and harbour. 111 Among the 
MacKmzie Papers is a statement resembling abrieffor promoters, which gives some idea ofthe way in 
which B aird! s venture took shape 

(Ihe) Engineer ofthe West Flighland Railway selected Rostiven as the best terminus ... becausehe 
considered the expense offnaldng a railway to Mallaig would be very much greater and ... because 
he considered that Roshven was naturally a better harbour.. . It is possible ... that he did not give the proposed Mallaig Railway the fidl attention the scheme deserved. 121 

The statement continued that the WestlEghland promoters had always intended to meet the recommen- 
dations oftheNapier Commissionby establishing anew railheadbetween Ardnamurchan and Strome 
Ferry. EitherRoshvenorMallaig wouldbe satisfactory, but"pubEcfeeling! 'hadcometofavourMaHaig. 
Iherewas a good case for government assistance, notnecessarily forthewhole projectbut"to meet the 
cost of (continuing) to Mallaig!. The Mallaig line would diverge from the West I-1ighland Railway's 
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Banavie branch. To Kinlochailort the route was identical with Forman's Fort William - Roshven survey, 
andto, Kinlochailort Fon-nan's linewouldhave cost; C137,000. This figurewas obtainedby deducting the 
approximate cost ofthe final miles along Loch Ailort to Roshven from Forman's overall estimate for the 
Fort William - Roshven section. Building on fi-orn. Kinlochailort to Mallaigwith something set aside for the 
harbour there, would bring the total cost ofthe Banavie - Mallaig line to some; E280,000. Thispresenta- 
tion side-stepped the question ofhow Forman's line would have been financed in default ofNorth British 
support and implied that the Governmentwould be asked to support only the additional miles to Mallaig. 

Despite Baird's bold showing to the Lothian Commission and to the Treasury Committee, the Loch Eil 
& Mallaig syndicate did not have the whole-hearted support ofthe North British Company. Ifthe Mallaig 
proj ect went ahead the North British would negotiate a working agreement; ifstate support was forth- 
coming the North British would reconsider. It was very much the same response as had met the original 
'West Highland' promoters, Boyd and Cameron, in 1887-8. And, far fi-om offering to bring the Mallaig 
scheme within their West Highland guarantee, Walker and Wieland ofthe North British sought a'rriiinii- 
mum traffic'undertaking fi-om the syndicate, with 60% ofrevenue earmarked for working expenses. No 
doubt there was bluff and manoeuvre. Baird and his friends knew that the North British would always 
want to control any new development west ofFort William, while Walker and Wieland hinted at easier 
terms ifthe Mallaig line could be begun (and completed) without delay. In November, 1891 Wieland 
relented. CIf ... ahigherrate ofworking expenses for aperiod ofthree years is really to stand in the way 
ofyourobtainffig your capital ... I should not insist! ) But he also stressed that a 50% working agreement, 
onwhich theNorth British was boundto lose for aconsiderable time, was support enough. The Govern- 
ment, not the North British, should assist with the immediate costs ofconstruction. On 19 November 
Wieland finally pledged the NorthBritish Company to work the LochEil & Mallaig line as a continuation 
ofthe West Highland Railway for 50% ofgross receipts, provided Parliamentary approval was obtained 
by 1893, with a suitablej unction at Banavie. 111 

In the Outer Hebrides and in Skye there was concern that Roshven had been too readily surrendered 
in 1889. Ranald MacDonald, factor for Lady Gordon-Cathcart, complained that the case for Mallaig 
had notbeen properly considered before the West Highland Bill went to Parliament, where the case for 
Roshven had been badly handled. P] In May 1891 the Skye Railway Committee had ren-dnded the North 
British Railway that "until it reaches the Sea the Fort William Line cannot be regarded as fully developed"' 
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only to receive a careful reply from Walker that the North British would consider working any new fine 
but had no plans to extend the West Hi gWand Railway, on their own account beyond B anavi e"to Mall ai g 
or elsewher6". 111 When the Garve & Ullapool Railway was approved (1890). the Skye Committee had 
feared that Ulapool. would rule out the short route to Glasgow via Mallaig and Fort William. 1hey urged 
the North British that the chance ofsubsidy for Baird's scheme had to be pursued, even ifthe landowners 
did not contribute as much as had been expected. Neither a new railhead at Ullapool nor the expanded 
steamer service out of0ban could meet their needs as the West Highland route would. Like the various 
figurehea& ofLochaber and Fort William in 1887-8, Alexander MacDonald offreaslane, secretary of 
the Skye Committee, assumed that he could setNorth British against Caledonian. He reminded Walker 
that Mallaig could capture much of0ban's Hebridean traffic. Moreover traffic through Ullapool, like 
existing traffic via Strome Ferry, would go by Inverness and Perth - unless specifically consigned by 
Aberdeen, and at Perth the Caledonian was the main beneficiary: some ofthis traffic could be diverted to 
Mallaig to become exclusively North British. 111 

But the protracted parliamentary bdtfles of 188 8-9 1, when the Caledonian and North British fought 
over the Glasgow & South Western - and over the West Highland, made for a new mood ofcompro- 
mise. John Conacher, who succeeded Walker as General Manager ofthe North British, wanted co- 
existence withthe Caledonian. "We are endeavouring to arrive at some ageement for fature relations... ", 
explained the Marquess ofTweeddale, Chairman ofthe North British, prior to Conacher's appoint- 
ment. rn Conacherwanted to develop the West Highland route, but not on abasis ofopen-ended comrnit- 
ments. He did not share the promoters! expectation ofa. speedy growth in traffic, and the cost ofconstruc- 
tion was mounting. The Loch Eil. & Mallaig syndicate and their allies in the Islands could no longer count 
on turning to advantage an ongoing conflict between Caledonian and North British. 

The Great Glen Truce negotiated by the North British Company and the 11ighland Company in 1889, 
foreshadowed a similar treaty between North British and Caledonian. During 1891 theprospects of a 
comprehensive agreement were widely aired. Ae Glasgow Herald guessed that the Caledonian would 
henceforth respect the North British monopoly ofFife in return for access to Dunbartonshire and Loch 
Lomond and nmning powers over the as yet uncompleted West I-Eghland Railway. Thereafter the two 
Companies would gradually pool most oftheir traffic. 111 The "New Lines Agreement! ', usually called the 
"Peace Agreement", finally emerged on 31 October, 189 1. It was less ambitious than the press had 
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scouted, but it emphasised the determination ofboth Companies to avoid conflict over new promotions. 
Article 10 deserves to be quoted more fully. 

The Companies agree ... that they shall not, except with the consent of the other, promote or 
support any new line ... in the district ofthe other, or in the districts common to both, and that they 
shall give no assistance to ... promoters ofany new lines in any ofthe foresaid districts, but they 
shall ... in good faith discourage and oppose all applications to Parliament for... new lines by any 
other Company or persons in the districts of either Company, or in districts common to both 
Companies. If, notwithstanding such discouragement and opposition, new lines are authorised, 
neither Company shall, directly or indirectly countenance (them) nor enter into any Agreement for 
... maintenance or worldng ... without the consent ofthe other Company. 191 

The Peace Agreement is to be taken seriously. Though often strained, it continued to 1914. Both parties 
accepted that it might eventuallybe endorsed by Parliament; but the vociferous hostility ofcommercial 
and industrial interests to anything that suggested rate-fixing made any such approach hazardous. 1101 Where 
the West 11ighland route was concerned, arbitration under the Peace Agreement would offer a way out, 
bothwhen the North British asserted the unfettered right, which the Caledonian contestecL to control the 
Fort William - Mallaig line andwhenthe Caledonian sought access fi-orn Comel Ferry to Fort William and 
Mallaig. 

1892 saw the Loch Eil & Mallaig promotion move towards fruition, only to become deadlocked 
over the terms on which the Treasury would give assistance. When Baird fell ill and sold his Knoydart 
estate, Cameron ofLochiel increasingly assumed responsibility for negotiations with the North British 
Company, the Scottish Office and the Treasury. Lochiel's position as the new leader offlaird's syndicate 
sat a little uneasily with his position as a director ofthe West 11ighland Railway. On the West 11ighland 
board, by this time very much under North British control, Lochiel and Captain Colquhoun, who was 
mainly concerned with the southern part ofthe route, were the only representatives ofthe 1888-9 pro- 
moters. Lochiel's remained an independent voice, urging the North British not to underestimate the con- 
tributory traffic which a west-of-Fort William extension would secure. Conacher thought it expedient to 
pretend that there had been no disagreement: an advance to the sea had always been intended and was 
only postponed when Roshven was lost. In reality, as discussed in Chapter 3, there was substance in the 
charge that the North British had supported the West Highland in order to occupy the territory between 
Helensburgh and Crianlarich and to raid the Caledonian's Oban traffic. The price was having to under- 
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write the West Highland all the way to Fort William. A further thirty miles (Roshven) or forty miles 
(Mallaig) ofunpmfitable constructionhad set the price higher than the North British, atthattime, hadbeen 
wiUingtopay. 

The Loch Eil & Mallaig syndicate engaged Innes & MacKay ofinverness, who subsequently acted in 
a similar capacity during the battles to carry the West 11ighland route through the Great Glen. The West 
Highland Company was represented by MacRae, Flett & Rennie, no doubt with some input from N. B. 
MacKenzie. W. C. Dunbar spoke for the Scottish Office. The Board ofTrade and the Treasury were 
kept informed. As in 1888-9, the North British Railway remained very much in the background until 
matters were well advanced. V 11 Stewart ofKinlochmoidart opened direct dealings with Conacher during 
May, 1892.1111 MacRae explained that the Treasury required a specific promise fi-orn the North British. 
The syndicate trusted to Wieland's commitment ofNovernber, 189 1.1111 But Wieland, though still Secre- 
tary ofthe West Highland Railway - and the only real executive figure during the period ofconstruction to 
Fort William, was no longer Secretary ofthe North British. He had retired, well rewarded, during the 
interregnurn which followed Walker's sudden death, though he remained a player in the Company's 
always murky internal polifics. 1111 On 28 April, 1892 the North British board not only consented to worIk 
the Loch Eil & Mallaig for 50% of gross receipts but also agreed in principle that, ifthe Treasury offered 
to guarantee 3% on the necessary capital over twenty five or thirty years, then the North British might 
continue this guarantee at the end or that period, on condition that the proprietors along the he gave land 
free. P] On 3 May J. Cathles, who had succeeded Wieland, summed up the directors' position. Any 
guarantee which might eventually fall on the North British must apply only to the railway, excluding the 
harbour at Mallaig, and be based on the estimated cost as presented to Parliament, not the final cost. 
Nothing should be done until the attitude ofthe Caledonian Company was known. This seems to have 
been something ofa warning to Conacher that the directors remained divided. V 11 

Conacher had already approached James Thompson, the Caledonian Railway's General Manager, 
44as a matter ofcourtesy". Tweeddale made a similar approachto JosephBolton, the Caledonian Chair- 
man. The Caledonian Company ought to understand that the Loch Eil & Mallaig interest had been dealing 
directly with the Treasury; the North British had in no way taken the Hitiative. But the Mallaig line was 
"practically an extension ofthe West Highland Railway". and the North British, already committed to the 
West Highland, was honour-hound to respond favourably now that the syndicate wanted a working 
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agreement. P] This version of events did not satisfy Thompson or the Caledonian directors. At first, 
Tweeddale believed that the Caledonian reaction was "not serious", but by the end ofJune, resort to the 
Peace Agreement was in prospect. The Caledonian wantedj oint ownership or, at least, j oint working 
west ofFort William. 1111 In anticipation ofthe new West I-EgMand service to Foil William, theNordi British 
had already offered the Caledonian exchange facilities at Crianlarich; ifthis was accepted, Caledonian 
traffic might be taken in due course notjust to Fort William but to Mallaig: Tweeddale and Conacher 
would concede no moreP 11 

Meanwl-dle, Lochiel had led a deputation to the Scottish Office, pressing the Mallaig project upon 
LordLothian. On 9 May, 1892 the Statement presented by the deputationwas forwarded to the Treas- 
ury. This submission quoted Simpson & Wilson's estimate for a Banavie-to-Mallaig line - E260.000, with 
an additional fA5,000 for Mallaig harbour. Besides three prospective directors, Lochiel, Baird and Stewart, 
six mainland proprietors and six Islands proprietors were named as supporters, together with the Provost 
ofFort William and Invemess-shire's M. P. They were ready to promote a bill in parliamentary session 
1892-3, seeking a share capital ofE240,000 and loan capital off80,000 (the conventional proportions). 
Lord Lovat, though not an active supporter, would give land free, including the harbour site. The other 
landowners immediately affected were almost all in favour ofthe scheme. Local subscrýpfions ought to 
reach E40,000, though this included the value of some ofthe land to be taken. The Government was 
requested to assist with E30,000 outright for Mallaig harbour and either a "free grant' 'of El. 00,000 
towards construction ofthe railway or a guaranteed dividend of3% over thirty years on the estimated 
capital (f260,000). 1101 

The Govemment's decision on Mallaig, and on Kyle ofLochalsh as against Lochinver, would be made 
in the surnmer of 1892. Chapter 5 has already brought the narrative to this stage. While Andrew Dougall, 
for the Highland Company, sought to have the Mallaig scheme ruled out, Tweeddale and Conacher were 
not convinced that sufficient aid wouldbe available and wary that new obligations might be thrust upon the 
North British. On 17 May Tweeddale urged Conacher (then in London) to see Lothian as to "whether 
they mean business"P II Tweeddale himselfsaw Lothi an in Edinburgh. C'I warned him there was no 
chance ofthe NBR providing capital. Working the fine at 50% was a sufficiently onerous undertak- 
ing. ')P] By early June it was known that the Government intended to back the Loch Eil & Mallaig 
promotion. On 6 June the Highland Company protested at this "very grave injustice"["]. On 8 June 
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Conacher met Stewart to begin shaping the Mallaig Bill. P] The Government was questioned in the House 

ofCommons. Couldthe mallaig line matchthe solid supportwhich the Highland Railway andtheDuke of 
Sutherland were ready to give to the Invershin - Lochinver schemeTfl On 16 June the Treasury advised the 
Scottish Office that "the terms offered by the promoters ofthe Mallaig line should be at once accepted", 
although this did not preclude aid for other schemes. The Treasury Guarantee which the promoters had 
solicited would he embodied in a Public Bill during session 1892-3. Parliament would be asked to vote 
00,000 for Mallaig harbour "at the proper time" -i. e. when railway and harbour were ready. 'Ibere were 
four conditions. A bill authorising construction was to pass through Parliament in the regular way. The 
North British Company was to work and maintain the line in perpetuity for 50% ofgross receipts. The 
rmiamg 50% ofincome was to be applied, as an unqualified priority, to meeting the guaranteed dividend 
(3% ofE260,000), diluting the Treasury's obligation. The harbour was to be approved by the Board of 
Trade. [26] 

In arevised Statement early inJuly, Lochiel explained that the Government's offerwould have to be 
adjustedbefore the Mallaigproject couldbe financed. ["] The cost oftheharbourhad to be absorbed in 
total, at least inthe short run, since the; E30,000 grant towards the estimated E45,000 would notbe paid 
until construction was completed to the satisfaction ofthe Board ofTrade. Allowance had to be made, 
too, for payment of interest during construction, engineers' fees, legal and parliamentary expenses and 
incidentals. To float the promotion the overall capital had to be fixed at approximately E340,000, some 
E20,000 more than the combined share and loan capital proposed in May. C'Unless power be taken to 
raise the full amount requirecb no one in the city will look at it. ') 

'Ibepromoters now asked that theTreasury Guarantee coverthe full E340,000 for flotation purposes. 
This was a commitment which, in practice, the state would never have to meet; for "certain reductior&, 
"Probable reduction! e'and "Possible reduction! e'would come into play, by which Lochiel meant the 
eventual grant for Mallaig harbour, land given fi-ee and saving ofunderwriter's commission fi-orn parlia- 
mentary costs and from '"contingencies". The nominal E340,000 could be brought down to roughly 
E300,000 andmightbe reduced still fintherifthe cost ofconstruction stayed within Simpson & Wilson's 
estimate. Ifpreference shares and debentures were avoided, the Mallaig line ought to pay 2Y2% on the 
final capital, or 21/, 49/o on the flotation capital, after deduction ofthe North British Company's working 
expenses. The Treasury would be assuming only a very small additional obligation by agreeing to revise 
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the terms of 16 June - simply the difference between'topping up! to 3% on E260,000 and'topping W to 
3% on E340,000. 

HoweverpamasiveLochiel"s argument may havebeen, theTreasury learnedwith dismay (and some 
resentment? ) that the syndicate wanted to retreat fi-orn the role ofpromoters. Lochiel indicated that they 
would gladly submit to the Govenunerit, for Treasury approval, whatever flotation arrangements could be 
made "with a financial house! '. They now wished to be seen'In the fight oftrustees to carry into effect the 
decision ofthe Govenunent under such conditions as the Chancellor ofthe Exchequer may reqUire9%[28) 
Mie Treasury replied on 29 July. 71bough "conscious ofthe serious liability which they were imposing on 
public funds! , mhusters had decided that the benefits which the Mallaig proj ect would bring were suffi- 
cient tojus* limited state assistance. They had chosen the forrn ofsupport which the Mallaig promoters 
preferred for their railway, a guarantee on capital rather than an outright grant; they had "relied upon the 
representations made on behalfofthe promoters, that with this measure ofassistance the project could be 
realised! '. Ifthe estimates were deficient, iflocal support was inadequate, then"the Government offer 
must be regarded as having lapsed, and the whole question ofrailway extension on the west coast must be 
reconsidered! '. It is not clear whether the outgoing Conservadve Govement, defeated in that summer' s 
general election, intended to allow further negotiations. 1111 

During 1892-3 theNorthBritishRaflwaybecame fully committed to the Loch Eil & Mallaig schcme, 
which re-emerged as the Banavie & Mallaig Extension or, the title now familiar, the West Highland 
Mallaig Extension. Lochiel remained the key figure. The new Liberal Government wavered, but in the 
end the Liberals kept open the possibility ofa Treasury Guarantee. 

On 20 August 1892 Lochiel wrote to Conacher seeking discussions before approaching the North 
British board for more support. He was still in touch with the pertnanent civil servants at the Treasury. 
Estimates were being reviewed. Would theNorth British show some flexibility? On 27 August and on 30 
August he wrote again, stressing the need for a speedy outcome. 

(The) sooner your Directors can make up their minds about Mallaig, the better, as I think the Treasury under this new Govt. are likely to prove slippery customers. I will show the correspond- ence I have had with the permanent officials. I foresee plenty ofintriguing on the part ofthose who wish for Railways in Ross-shire or Sutherland.. So unless the Govt offer is now accepted it will never be repeated. 1101 
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Lochiel fearedthatthe Crofter-Liberals electedin 1892 would exploit the railway question fortheirown 
ends, whichmight oblige the Govenunentto retreat or give them the excuse to do so. ("', (Your) regular land 
league M. P. doesn't care in reality much about any railway. It is not his game. ')M] Ifthe North British 
missed the opportunity ofsubsidy only to decide later that the West Highland route must be continued to 
the sea, then the entire cost would fall on the North British. Once again he ren-dnded Conacher that the 
Mallaig line would bring vital contributory traffic to the West Flighland proper. ["] There can be no doubt 
dig Locl-del wanted to meet with Tweeddale and the North British directors, after preparing the ground 
with Conacher. He may have calculated on repeating his success of 18 88-9, when he dealt inlitially with 
Walker and Tweeddale before putting the West Highland case to the full North British board. (Lord 
Abinger, who had played an equal part in 1888-9, took little more to do with the West Highland Com- 
pany afterhis brief Chairmanship; he died in 1892. ) But Conacher and Tweeddale were anxious, first of 
all, to redefine the North British commitment to the West Highland, in view ofthe mounting cost of 
construction. They were unlikely to countenance yet more obligations to the Mallaig Extension, beyond 
what had been agreed in April, 1892, unless the original North British guarantee was rewritten. 

By January, 1893 Conacher was able to propose that the North British Company's West Highland 
Agreement of 1889, the rebate - based guarantee of41/2% on West Highland capital described in Chap- 
ter 3, be replaced by an absolute guarantee of3 1/2% on the final capital cost ofthe Helensburgh-to-Fort 
Williarn-and-Banavie line. In return the West Highland Company must accept that their undertaking 
would eventuallybe absorbed into the North British, with conversion oftheir stock to 3% North British 
stock. 1"I The West Highland directors proposed that West Highland shares be endorsed in favour ofthe 
North British, instead ofoutright arnalgarnation. 1111 At least a semblance oflocal control and local endeav- 
our had to be preserved if Parliament was to look kindly on a Mallaig subsidy. M. P. s hostile to the 
Railway Interest were ready to argue that the North British had ample resources to support the West 
Ilighlandjust as the MgMand Companyhad ample resources to complete the Dingwall & Skye route to 
Kyle ofLochalsh, without any state aid.. Ihe recast guarantee was scheduled to the North British Railway 
Act, 1893.1111 

Only when this had been settled did the North British directors agree to put their Company's credit 
0 behind anotlierEI00,000 ofcapital for the Mallaig Extension, onthebasis that theT=ury Guarantee on 

the first E260,000 could still be secured. Tweeddale and four directors formed a special committee to 
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draft a combined worldng ageement and guarantee -i. e. the new North British guarantee, additional to 
the Treasury', s cornmitment. 1161 rIbus fortifiecL the West Highland Company decided to pursue a Late B ill 
in the current parliamentary session for the Banavie & Mallaig line, though the attitude ofSir William 
Harcourt, the Liberal Chancellor ofthe Exchequer, was at best lukewarrn. 1171 Other steps were taken 
during the winter of 1892-3. Tweeddale and Conacher sounded Lucas & Aird, the contractors engaged 
on the West Highland, whereupon Aird set one ofhis engineers to report on the Simpson & Wilson 
survey. Aird confirmed that the fine was feasible; but his firm would be reluctant to tender for it until they 
had completed the Helensburgh - Fort William contract on wlich they expected a heavy JOSS. [31]Forman, 
whose Fort William - Roshven survey of 1888 had been incorporated into the Mallaig scheme, believed 
that he could irnprove the Kinlochailort-to-Mallaig section. 1391 Conacherwanted to make s= that in any 
event the Mallaig fine would not be significantly more severe, from an operating point ofview, than the 
rest ofthe West Highland route. 1401 Alexander Simpson reftised to co-operate with Forman . 1411 At the 
be ii ofMarch, Tweeddale reminded Conacher that Forman had not been paid for the abortive 9MM9 
Roshven survey; in return for "some consideratioe' now, he would leave the Mallaig Extension to 
SiMpSorL[42] 

A Late Bill faced serious scrutiny by the Standing Orders Committees in both Houses ofParliament. 
It was necessaryboth to show that the Loch Eil & Mallaig promotion could not have been rescued from 
the impasse of July, 1892, in time to be recast as a West Highland promotion before the November 
deadline for session 1892-3, and to show that public interest would be served by taking the West High- 
landBanavie & MallaigBill in 1893 mtherthanhave it follow the normal course in 18934. But in making 
a case for special consideration the West Highland Company ran the risk ofrevealing how much had still 
to be resolved, including the respective obligations ofthe Treasury and ofthe North British Railway. At the 
be innin ofMarch, 1893 the parliamentary agents, Durnford & Co., warned Conacher that"many 9MM9 
points in comectionwith the financial powere'were outstanding and that they could not decide "the most 
polific course to be taken in dealing with the Treasury". ["] Simpson, instructed by Lochiel to make sure 
that there could be no fiuther accusations ofundercosting, produced the new figure of; E3 08,240 for the 
Mallaig line (excluding Mallaig harbour). 1441 By the end ofMarch the parliamentary plans were ready, 
together with traffic estimates as ambitious as Conacher was prepared to risk-14'1 Dumfords expected 
opposition both from the Caledonian Railway and from the Flighland Railway. They anticipated that 
Parliament would pay more heed to the latter, since Mallaig, Eke Roshven in 1889, on the face ofthings 
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menaced the Dingwall & Skye route rather than the Callander & Oban. But it could be argued that the 
Highland Railway, having accepted state assistance for the Strome Ferry - Kyle ofLochalsh extension as 

M [461 discussed in Chapter 5, had forfeited any right to challenges' ijar assistance for the Mallaig line. 
Despite hostile submissions from Thompson and Dougall, the Commons Standing orders Committee 
allowed the B ill to go forward. It was Dumfords' intention, after this first victory, to delay until the Govern- 
ment could be brought to promise a subsidy equal to the Conservative offer of 1892 J471 But the Lords 
Standing Orders Committee proved intractable. Pem-lission to bring in the Bill was refused on 27 April, 
1893.1411 

The Caledonian case before the Standing Orders Committees echoed what the 11ighland Company 
hadbeen arguing sincetheLochEil &Mallaigproject first emerged. Mallaigwas anotherRoshven and 
the two Companies should not be put to the expense ofopposing for the second time what had been 
examined and rejected in 18 89.1411 The Caledonian also argued that three years had now elapsed since 
the Lothian Commission; there could be no good reason forrushing a Mallaig promotion in 1895, when 
the West Highland Railway, on which the Mallaig line depended, would not open to Fort William for 
another twelve or eighteen months. Hasty approval wouldjeopardise both the Highland Company's 
plans for Kyle ofLochalsh and the Caledonian's own plans to extend the Callander & Oban route by 
Appin and Ballachulishto Fort William. 1101 

Whether the Caledonian would support a Connel Ferry - Fort William line remained to be seen. In 
18 89 Thompson had declared that a Callander & Oban branch to Fort William was ruled out i fParli a- 
ment approved the West 11ighland Railway, but that was tactics. The North British remained wary, so 
much so that rumours ofa. most unlikely route by Glen Coe, Ardgour and Loch Sunart to Kentra, as an 
alternative to the Mallaig Extension, w= taken at least halfseriously. 11 11 Without "the fullest powers and 
Wlities! 'over the Mallaig line, Thompson would not waive the Caledonian Company's fight to arbitration 
under the Peace Agreement, while Conacher would only repeat the North British o ffer o fmutual ex- 
change at Crianlarich. 1111 So matters rested until the Mallaig Extension returned to Parliament in 1893 -4. 

For theHiglflarid Company, the campaign against Mallaighad begun in 1890, when the findings ofthe 
Lothian Commission first emerged. Chapter 5 has examined how Dougall and his directors had tried to 
ensureUwhen apoRcyofsubsidywas adopted, onlytheDingwall &Skye line orone oftheproposed 
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'nordi ofStrome'lines should benefit In 1892, when the Conservatives finally offered to assist the Loch 
Eil & Mallaig scheme, the Highland made ready to oppose the Public Bill which would give effect to the 
Treasury Guarantee. With the Liberals in office and the Conservative offer more or less suspended, 
Dougall chose to go over the old ground. He sent to Gladstone copies ofall the correspondence ofthe 
previous two years, with a lengthy covering letter. 

It has always been in contemplation to extend the (Dingwall & Skye) Line to Kyle when circum- 
stances permitted. Were the Line so extended all the reasonable wants of ... the Invemess-shire 
Mainland north ofFort -William, and also the wants of the Inverness-shire Islands, would be 
adequately provided for, but in view ofthe possibility ofthe Government ... aiding in the construc- 
tion ofa competing line to Mallaig, the Directors ... feel themselves paralysed with regard to... 
Kyle. [53] 

This had laid a foundation for DougalPs subsequent approach to Harcourt, which led on to the Liberal 
Government's decision to support the Strome Ferry - Kyle ofLochalsh line. There was some prospect 
that the Liberals, anxious to dispose ofthe awkward legacy fi-orn the Lothian Commission and the Treas- 
ury Committee, would accept what their predecessors had not accepted: Kyle would rule out Mallaig. 
And this was what Lochiel feared, along with the danger that the Crofter M. P. s would muddy the waters, 
or throw their weight behindnordi of Strome! promotions. In other respects, Dougall's tactics were iisky, 
challenging the North British to abandon the fiction that the West Highland Company was independent. 
C"Ibe West Highland Railway ... really belongs to the North British Railway ... and the ... MallaigLine 
wouldbe an extension ofthat Line, whichoughttobe made, ifat all, by theNorthBritish Company.. "). ["] 
The North British could readily reply that the Highland Company, despite protestations ofpenury and 
concern for the public, was well able to finance the improvement ofthe Dingwall & Skye mute but would 
never have done so but for the threat ofa West Highland railhead at Roshven or Mallaig. 1111 

InMarch, 1893, when the Goverrunent's attitudeto the impendingLate Bill fortheWestHighland 
Banavie & Mallaig promotion was still unknown, Dougall renewed his aftacký writing both to the Treasury 
and to the Scottish Office. 

As the representations ... continually repeated, with regard to the'supposed public advantages to be derived from a Line to Mallaig, are extremely fallacious,.. the Directors ofthe Highland Railway 
... diihk it their duty, as much in the public interest as in the interest oftheir shareholders, to place (the facts) before you.. . There is ... no local traffic, and there is no fishing in the Mallaig district. There would no doubt be again in distance ... but the distance is much more than neub-alised by the 
additional sailing to Mallaig, and the very inferior character, in curves and gradients, ofthe Line 
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from Mallaig to Hel ensburgh. 71bere would ... be no saving in through rates, as these are groupedi"I 

Dougall reminded the Government of"two extremely important circumstancee'. Construction ofthe Kyle 
ofLochalsh extension would soon commence, and the Aviemore cut-offwas advancing to completion. 
With an improved route between Kyle and Perth in prospect, "there does not now exist any plausible 
reason for Government funds being contributed towards the construction ofthe (Mallaig) Line! 'PlAs for 
the Govemmenfs pledge of; E45,000 for the Kyle line, assisting an established enterprise was not at all the 
same thing as assisting a new compefitor. 1111 

When the Liberals replaced the Conservatives in 1892, Lochiel looked to the permanent civil servants 
to uphold continuity ofpolicy. 1191 On 10 March 1893 Tweeddale reassured ConacherthattheTreasury 
officials saw no difficulty in rewriting the lapsed offer to guarantee the Mallaig scheme, but could not 
answer for Harcourt. Lochiel should "lose no time in intimating to the (Government) that the line was to be 
proceeded with und er the auspices o fthe N. B. ". 111 On 24 March Durn fords form al ly approached the 
Treasury, enclosing copies ofthe West Highland Railway Acts of 1889 and 1890, which recorded the 
North British Company"s commitment to the West Highland route, a copy ofthe proposed Banavie & 
Mallaig Bill including plans and estimates, and a copy ofthe petition craving that the B ill be takcnIate'. 011 

Dumfords explained how the tenns insisted onby the previous Government in the Treasury Lettcr of 
June, 1892 made it "difficult... to adjust the capital powers ... or to decide ... the capital required over and 
above the (guaranteed) E260, OW'. TheNorth British Railway would help to find anadditional El 00,000, 
though the precise forni ofthis assistance remained to be fixd The clauses in the dmft Bana%4c & Mallaig 
BiU were open to amcildment in Parliamentý to incorporate whatever formula the Treasury might ag=. It 
was understood that state aid, as a general rule, required separate legislation; the promoters had fmmed 
acomprehensive Parliamentary Notice which refer-red to the possibility ofsuch aid and they had incorpo- 
rated into theirBill clauses to the same effect; but this was only to establish abasis for negotiation. 

The promoters proposed an alternative form ofguarantee. 3%. on f260,000 would be paid annually, 
irrespective ofthc revenue earned by the Mallaig line. The shareholders would receive 0,900 per half 
year fi-orn public funds; the Treasury would recoup up to 0 . 900 every six monthso as the income o Me 
fine might permit I'his would make it easier to float the promotion, but the Treasury's net obligation would 
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be no greater. However little the Mallaig line might earn, however slowly its traffic was built up, the 
Treasury's commitment would always be to some degree diluted. It was impossible that the full annual 
sum guaranteed (0,80%) would ever have to be paid. The North British Company was prepared to 
consider other formulae. Conacher sketched various proposals which Durnfords might make, at discre- 
tion, to the Treasury. ["] A fixed annual grant ofE6,000 over thirty years was acceptable. Ifthe Treasury 
chose, E260,000 could be rendered as government shares. Traffic receipts in excess of working and 
maintenance costs would be allocated relative to the final cost ofthe railway - i. e. the Treasury's E260,000 
ofordinary shares would eventually be expressed as a proportion o fthe final cost, and the Treasury would 
be entitled to that proportion ofany surplus income. It will be appreciated that this arrangement did not 6e 
the North British to a5 0% working agreement which suggests that Conacher, like Wieland and Walker 
before him, wanted to impress on the Government how working the Mallaig fine at the unrealistic figure of 
50% was a concealed subsidy at the expense ofthe North British shareholders. Walker had favoured a 
goverriment shareholding arrangement in 1888, when the original'West I-Eghland'promoters had tried to 
commit the North British to their Glen Coe - Fort William - Arisaig fine. On one point the Norlh British 
Company was vigilant: "reasonable costs! ', in addition to the 5 0% ofgross revenue to be set aside against 
working expenses, ought to be reserved before the balance was devoted to diluting the Treasury Guamn- 
tee. These costs included passenger duty, directors! fees, local authority rates etc. P] 

Harcourt remained elusive. Conacher pressed Dumfords to do their utmost to ascertain his position 
"tWs weele', after which Wieland could be brought in, to preserve the fiction that the West Highland 
Company and not the North Bfifish was dealing directly with the Govemment[641. On 18 April, when the 
Banavie & Mallaig Bill was poised between Standing Orders in the Commons and Standing Orders in the 
Lords, the Treasury replied to Dumfords' submission. 

You askthatthe offer ofthe late (Government) maybe modified intwo important points. 1. That instead of 50 per cent of the gross receipts being applied to the first instance towards payment ofthe 3 per cent on the guaranteed capital . -, the Treasury should be empowered to pay in the first instance the 3 per cent ... to the company, receiving back from the company each half- year the proportion ofthe receipts accruing to the company (sic). 2. That very considerable deductions should be made from the 50 per cent of gross receipts, which are to be applied towards payment ofthe dividend of3 per cent. (Me Treasury) cannot entertain any modifications ofthe conditions laid down... a 
[65) 

Conveying this dusty answer to Conacher, Durnfords, stressed that the principle ofsubsidy had not been 
abarldoned andthatthis was largelybecause ofcivil service pressure. The Treasury's replywas "satisfac- 

- 156 - 



tory in as much as it inferenfially asswnes dil ... the Govemment are bound by the offer oftheir predeces- 
sors! '. But Harrourt might seize on any demand for modifications as an excuse to withdraw the offer. 

(Harcourt is) personally strongly opposed to the guarantee and grant and ... only prevented fi-om at 
once refusing them by the representations of ... Treasury officials, that there must be continuity of 
policy ... and that the present Government are bound by the offer ofthe late one. [66] 

It would be politic to make no mention at all ofbetter terms, until subsidy had been agreed. The detail 
could perhaps be amended when the Treasury came to examine the requisite working agreement be- 
tween theNorth British Company and the West Highland Company. And the Liberal Govemment might 
be more amenable to the idea of an annual grant, as Conacher had already suggested, or an outright 
payment of; E1 00,000.1111 In the end the Mallaig Extension Bill submitted in 1893-4 retained the Con- 
servatives'fonnula -a Treasury Guarantee ofcore capital plus a grant towards Mallaig harbour. 
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Chapter 6 Appendices 
Statement of the deputation, headed by Cameron of Lochiel, 
enclosed in a Letter from the ScotCh Office to the Treasury-$ 

_dated the 9th of May 1892. 

1. The railway proposed is a single line of the ordinary gauge, commencing at Banavie, by a 
jmction ofthe West lEghland Railway, and passing along the shores ofLoch Eil, across Glerifinnan, 
and down the south side ofLoch Ei% to the head ofLochailoM and thence via Arisaig to Mallaig, 
a little west ofLoch Nevis. 
The railway will be about 38 miles in length, and Messrs. Simpson and Wilson, civil engineers, 
Glasgow, who have made a survey at the expense ofMr. Baird ofKnoydart, estimate the cost of 
constructing and completing the line at 260,000 1., and the harbour, ifconstructed in accordance 
with the suggestions ofthe Board ofTrade, at 45,000 1. 

2. The project is supported by I-Ochiel, MacLeod ofMacLeod, Lord Abinger, Lord Lovat, Lord 
MacDonald, Lord Howard ofGlossop, Sir John Ramsden, Mr. Fraser Mackintosh, M. P., Mr. 
Baird ofKnoydart, Lady Scott ofNorth Harris, Lady Gordon Cathcart of South Uist, Colonel 
MacDonald ofGlenalladale, Mr. Stewart ofKinlochmoidart, MrNon-nan Macpherson ofEigg, 
Professor Blackburn of Roshven, Mr. Alexander MacDonald of Treaslane, Mr. Birkbeck of 
Amisdale, Mr. Macintyre, Provost ofFort William, and others. 
3. A committee of landowners and others are prepared to promote a Bill in the next Session of 
Parliament to incorporate a company to construct the railway, with a share capital of240,200 I., 
and power to borrow 80,000 1. 
Lochiel, Mr. Baird ofKnoydart, and Mr. Stewart of Kinlochmoidart are prepared to become 
members of the board of directors and no time will be lost after the act has been obtained in 
constructmg the Une, and operung it forpubfic traffic. 
4. Lord Lovat has promised to give a free grant of his land which the proposed railway will 
traverse for a distance ofabout fourmiles, and the site for the harbour at Mallaig. The majority of 
the landowners through whose estates the line will pass are favourable to the scheme. The local 
subscriptions towards the undertaking are estimated at 40,000 1. This sum includes the value of 
some ofthe lands to be taken. 
5. TheNoithBfitishRailway Company havebeen consulted, and have intimated their wilbgness 
to enter into a working agreement (which would include maintenance, plant, and all expenses 
comected with the working ofthe line) for 50 percent ofthe gross receipts fi-orn all tr-afficpassing 
overtheline. 
6. The promoters submit that the Government should assist the scheme eitherby (1) maldng affee 
grant ofthe sum of 100,000 1. towards the cost ofconstruction ofthe railway, or guaranteeing for 
a period of30 years a dividend of3 percent on said cost; and (2) contributing, whichever alterna- tive maybe adopted, two-thirds ofthe cost ofthe harbour. 
7. In view ofthe time WI&hhas alrwdy lapsed, the promoters desire respectfully to impress upon 
the Government that an immediate intimation oftheir intentions is absolutely necessary, to enable 
the promoters timeously to complete the arrangements WI-Ach must be made for the deposit ofa, Bill 
in Parliament next Session. 
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11 Revised 'West Highland Agreement', North British Railway 1893 

I send herewith a print ofthe Agreement of 1889 altered by the Solicitor ... to carry out the new 
arrangement, except as regards power to acquire the Undertaking as to which he has prepared a 
separate Draft also enclosed. (I) feel that the fon-n ofa Working Agreement is not suitable to the 
circumstances, and thatthere should simplybe alease for999 years, therentbeing the sum necessary 
to paythe fixed charges, the reasonable expenses ofdirectorial and financial management, and 3 VP/o 
percent on the capital expended, theNorthBritish Company paying Govenunent Duty and Rates 
andTaxes. 
J. Cathles, SecretaiyoftlieNordiBrifLshRaflwaytoJ- Conacher, GenemIManager, 3ODecember 1892 

(D return the print ofthe Agreement with the West Highland Company of 18 89 altered ... to form 
the proposed new Agreement, and as instructed1have included... a clause givingthis Company 
powers to acquire theWestHighland instead ofputting, that power into separate agreement. 
J. Watson, Solicitor ofthe North BritishRailway to Conacher, 4 January 1893 

(I) still think the power of acquiring the ... West Highland Company should form part of the 
Agreement securing the absolute guaranteeto them,.. areasonable condition.. when so valuable a 
consideration was being given. I do not know .... ofanyreasonwhy ... the guarantee should not 
contain this... There are ... reasons why it should, if ... one object ofthe new agreement is to relieve this Co. ofthe necessity ofexercising its power to subscribe to the West Highland, or only to a 
comparatively small extent... (A) stock absolutely guaranteed is less likely to be held in largeblocks 
than stock issued underthe existing contingent guarantee, which is ofamore speculative nature. It 
is ... conceivable that ifthe new Agreernentwithout the option clause were confirmed by the West 
Highland shareholders they would ob ect at a subsequent date to confirm a separate Agreement j 
giving us the powerto acquire theirundertakingwithout any further advantage to them;.. give more 
... than 3 1/2% on their entire Capital Expenditure. So far as the North British shareholders are 
concerned, I cannotimagine that anyonewho approves ofthe absolute guarantee ... willreflaseto acceptthe optionto purchasewithout furthercost... I sent your Lordship some figures about two 
months ago, comparingtheresult ofworking underthe old and newAgreements. I assumed ... atotal costnot exceedingthe amount ofthe authorised capital ofa26,000, but... this ... willbeconsidembly exceeded, and I think itwouldbe well ifwe knew forwhat sum the line canbe completed.. 
Conacherto the Marquess ofrweeddale, Chainnan. oftheNorth British Railway, 5 January 1893 
(Durnfords) made it clear ... thatthe additionofany suchprovision asyou suggestwouldbe at once struckout.... (1) cannotseehow, ifwemake itperpetual, it couldbe the interest ofany saneperson 
... to outbid the N. B.... I quite see that it will be necessary forme ... to state what the line will cost 
- or as near as possible. 
Tweeddale to Conacher (draft), 13 January 1893 
EstimatedEaniingsofWestl-EgMandRailwaY 

MrWalker's evidence, 1899 Net revenue onbasis ofCallander & Oban line ; E29,467 
Dividend on Capital ofE644,676 as then estimated ; E4.8.8 percent Dividend on E826,000 as estimated up to 1890 E3.11.4 
Dividend onEI . 000,000 E2.18.10 
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fl, OOO, OOO3V2%ifissuedatc. 1 10wouldyieldfl, 100,000 atacharge fortheN. B. Co. ofE35,000 
peramum. 
Costto finish now estimated atE950,000 
Memorandum in Conacher's hand, 19 January 1893 

ForAppendixl see SRO/BR/PYB(S)/1/93 

ForAppendixH see SRO/BR/NBR/8/1764/2 
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FOOTNOTES 
Chapter 6 

SRO/BR/PYB(Syl/93 
Alexander Simpson, Evidence, West Highland Railway, Mallaig Extension, Bill, Commons, I May 1894 

2 WHM 
Statement re proposed Loch Eil and Mallaig Railway 
The statement is undated, but it belongs with other material submitted to the Lothian Commission in 
1889L90 

3 SROMR/11%0064/1 
George Wieland to John Baird of Knoydart, 9,13 and 19 November 1891 

4 WHM 
Ranald MacDonald to MacRae, Flett and Rennie, (? ) April 1889 
See also MacDonald to Baird, 9 March 1889 
SROA3R/LNE/81764/1 
Alexander MacDonald, Skye Railway Committee, to Wieland, 4 May 1891 
John Walker, General Manager of the North British Railway to MacDonald, 12 May 1891 
See also North British Railway Minutes, 12 May 1891 SRO/BR/NBR/l/38 
SRO/BRANFA764/1 
MacDonald to Wieland, 4 May 1891 
SRO/BR/SPC/9/1 
Tweeddale to Conacher, 15 August 1891 
Glasgow Herald, 23 October 1891 

SRO/BR/CAL/3/12 and 60 
SRO/BRNBR/3/15 
The press was confused by separate negotiations between the Caledonian Company and the North British for exchange oftraffic at Crianlarich SRO/BR4W(S)/1/18 

10 G. Alderman, Ibe Railway Interest Cliapters 9 and 12 
SRO/BR4NV8/764/1 
MacRae, Flett & Rennie to Conacher, 5 and II April 1892 Conacher, Memorandum, 13 April 1892 W. C. Dunbar to Charles Innes (Innes & MacKay), 16 April 1892 

12 SRO/BRUST0064/2 
Conacher, Memorandum, 14 May 1892 

13 SRO/BRdI4FJv64/1 
MacRae, Flett & Rennie to Conacher, 20 April 1892 

14 SRO/13R/SPC/9/1 
Conacher Papers 
J. Týomas, The North British Railway, Volume 2, pages 135-40 

Is SRO/13R/NBR/l/38 
North British Railway Minutes 

16 SROMR/LNW64/1 
I Cathles to Conacher 
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17 SROAMNE/064/1 
Conacher to James Thompson, 14 April 1892 
Conacher to Tweeddale, 5 May 1892, repeated on 12 May 

is SRO/BRANFIV764/1 
Thompson to Conacher, 23 May and 2 and 16 June 1892 
Tweeddale to Conacher, 31 May 1892 
Conacher to Thompson, 27 May and 3 and 23 June 1892 

19 SRO/BPAMP(Syl/18 
20 SR0/BRTYB(SY1/93 

Copy of the Statement as forwarded by the Scottish Office. It was later included with other correspond- 
ence in support ofthe West Highland Railway, Mallaig Extension, Bill, 1893-4 

21 SROMPANOW6411 
Tweeddale to Comcher 

22 SROABR4N]E/8/764/1 
Tweeddale to Conacher, 31 May 1892 

23 SRO/BP, /NBR/1764/6 
Andrew Dougall, Secretary of the Highland Railway, to G. J. Goschen, Chancellor of the Exchequer 
(Treasury Correspondence) 

24 swimNv8n6c 
Conacher, Memorandum, 8 June 1892 

25 TheScotsma 14Junel892 
26 SRO/BRTYB(SYl/93 

Sir Ralph E Welby, Treasury, to W. C. Dunbar, Scottish Office. Included with West Highland Railway, Mallaig Extension, BilL 18934 
(Treasury Correspondence) 

27 SRO/B"YB(SYI/93 
Copy of Lochiel's revised Statement as forwarded by the Scottish Office. Included with West Highland Railway, Mallaig Extension, Bill, 1893-4 (Treasury Correspondence) 

29 lbid 
29 SROA3R/PYB(Syl/93 

Frank Mowatt, Treasury, to Lochiel. Included with West Highland Railway, Mallaig Extension, Bill, 18934 (Treasury Correspondence) 
30 SRO/BFJLNE/8n64/1 

Lochiel to Conacher 
31 SRO/BR/lIM8f764/1 

Lochiel to Conacher, 30 August 1892 
32 lbid 
33 For the proposed guarantee of the Banavie - Mallaig line by the North British Railway see: - SRO/BR/NBR/l/38 

North British Railway Minutes Discussions by the North British board, 27 October, 24 November and 22 and 23 December 1892 SRO/BR/NBR/8/1764/2 
Conacher's correspondence with Cathles, Tweeddale and J. Watson (Solicitor of the North British 
Railway) 
Cathles to Conacher, 30 December 1892 
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Watson to Conacher, 4 January 1893 
Conacher to Tweeddale, 5 January 1893 
Tweeddale to Conacher, 12 January 1893 
SRO/BR/LNE/8/764/1 
Conacher to Lochiel, 31 August 1892 
LochieL Memorandum, 1 September 1892 

34 SRO/BRNBR/l/38 
North British Railway Minutes, 19 January 1893 

35 SROVBR/PYB(SYl/93 
Conacher, Evidence, West Highland Railway, Mallaig Extension, Bill, Conunons, I May 1894 

36 SRO/BRMR/l/38 
North British Railway Minutes, 16 February 1893 

37 SRO/BPJVYTWl/l 
West Highland Railway Minutes, 17 February 1893 

38 SRO/BRILNOS/764/1 
Report on the Loch Eil & Mallaig line by Lucas & Aird's engineer, J. Blue, 14 February 1893 
John Aird to Tweeddale, 21 February 1893 

39 SRO/BRANFJ8n64/1 
Tweeddale to Comcher, 6 March 1893 

40 SROMRUMV64/i 
Conacher to Simpson & Wilson, 3 March 1893 
Simpson & Wilson to Conacher, 4 March 1893 

41 SRO/BRILN08n64/1 
Simpson & Wilson to Conacher, 3 March 1893 

42 SRO/BMI-0064/1 
Tweeddale to Conacher, 6 March 1893 

43 SROMRUýVW64/1 
Dumford & Co. to Comcher, 8 March 1893 

44 SROffiRdliFIV64/1 
MacRae, Flett & Rennie to Tweeddale, 3 March 1893 

45 SRO/J3RA1, Tj8n64/1 
Simpson & Wilson to Conacher, 25 March 1893 
SRO/BR/WEH/l/1 
West Highland Railway Minutes, 30 March 1893 
SRO/BRd1-, U8f764/1 
Report on potential traffic of the Mallaig line by A. Anderson, canvasser for the goods department of 
the North British Railway, 31 March 1893 
(Anderson also appears as an employee of J. & P. Cameron, the carting firm closely associated with the 
NorthBritishRailway. ) 

46 SROVBRTYB(SYl/93 
Speech by counsel, West Highland Railway, Mallaig Extension, Bill, 27 April 1894 

47 SRO/BPIN081764/1 
Durnford & Co. to Conacher, 14 April 1893 

48 SRO/BR/NBR/l/40 and SRO/BR/WEH/l/I 
North British Railway Minutes and West Highland Railway Minutes, 28 April 1893 
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49 SRO/BPANV&764/1 
Callander & Oban Railway Petition to the House of Commons Standing Orders Committee and similar 
Caledonian Railway Petition, as copied by Durnford & Co. to Conacher, 14 April 1893 
SRO/BR/NBR/8/1764/6 
Dougall to G. H. Murray, Treasury, 21 August 1890 
(Treasury Correspondence) 

50 SROMR41,108/764/1 
Caledonian Railway Petition to the House of Commons Standing Orders Committee, as copied by 
Durdord & Co. to Conacher, 14 April 1893 

51 SROMRILN0064/1 
Durnford & Co. to Conacher 
Petition of the Inhabitants of Acharacle, Kentra and Moidart, copied to the Scottish Office, to the 
Caledonian Railway, to the North British Railway and to the West Highland Railway, 10 March 1893 
The Petition suggested Connel Ferry to Kentra. via Corran Ferry or Banavie to Kentra via Loch Shiel. 

52 SRO/BR/INE/8/764/1 
Thompson to Conacher, 15 March 1893 
SRO/BR/INVV64/2 
Conacher to Thompson, 10 and 16 March 1893 

53 SRO/13R/NBR/8/1764/6 
Dougall to W. E. Gladstone, 25 August 1892 
(Treasury Correspondence) 

54 Ibid. 
55 SRO/13RINE/8f 764/1 

For a good example of the criticism levelled at the Highland Railway, and at the Liberal Government, see 
James Caldwell, Liberal M. P. for Glasgow, St Rollox and a Chamberlain supporter, Glasgow I Terald, 
19 December 1892 
See also I. M. M. MacPhail, The Croflers'Wa pages219-24 cVA West Ifighlander', Qlasgowilerald, 
20 January 1893 

56 SROA3R/NBR/g/1764/6 
Dougall to Sir William Harcourt, Chancellor of the Exchequer, 18 March 1893 
(Treasury Correspondence) 

57 Ibid. 
58 Ibid. 

See also Dougall, Evidence, West Highland Railway, Mallaig Extension, Bill, Commons, 2 May 1894 
SRO/BR/PYB(SYl/93 

59 SROMRALNE/064/1 
Lochiel to Conacher, 20 and 30 August 1892 

60 SRO/BR/LNE/V64/1 
Twceddale to Conacher 

61 SRO/BR/PYB(SYB3 
Durnford & Co. to the Treasury. Included with West I lighland Railway, Mallaig Extension, Bill, 1894-5 (Treasury Correspondence) 

62 SRO/BRANW64/1 
Conacher, Memorandum, 30 March 1893 

63 SROMR/PYB(SYM3 
Dumford & Co. to the Treasury, 24 March 1893. 

-164- 



64 SROABR4M8n64/1 
Conacher to Durnford & Co., 15 April 1893 

65 SRO/BR/PYB(SY1/93 Treasury to Dumford & Co. 
Treasury to Lochiel. Included with West Highland Railway, Mallaig Extension, Bill, 1894-5 
(Treasury Correspondence) 

66 SROMR41,081764/1 
Durnford & Co. to Comcher, 19 April 1893 

67 lbi(L 
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