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Introduction


Two memories of a misspent youth typify the wonderful atmosphere that existed amid the steam railways and the locomotive depots of south Lancashire and Cheshire during the British Railways (BR) era. Scene one: A grimy Black 8 (we called them ‘Consols’) hauling a long freight blasts its way towards a lattice-framed overbridge in Widnes, flanked on either side by grim factory walls. Three young boys watch fascinated by the theatrics of the scene. Soon enveloped by the grey exhaust of the ‘Consol’, they watch the locomotive and its long line of loose-coupled, filled mineral wagons trundle below and clank off into the distance; the pipe-smoking guard of the freight gives the boys a cheerio wave from his van.


Scene two: A warm summer’s day (in 1960 or 1961) and a posse of trainspotters gather on an embankment beside a road bridge which spans the lines adjacent to Warrington Dallam shed. The young spotters’ attention is fixed on the shed’s turntable not far away, where a commendably clean Jubilee 45582 Central Provinces is easing down to be turned. They watch the scene mesmerised and then discuss their chances of successfully ‘bunking’ the smoke-hazed engine shed. Unfortunately they see the dust-coated, hatted shedmaster doing his rounds in the shed yard and reluctantly decide that, on that day, Dallam with all its hidden delights was off limits.


In contrast, Widnes shed never held the same apprehension as did Dallam. As a smaller shed within the ‘8’ district, it was comparatively easy to inspect the two dozen or so resident engines that would be found there. A courteous request in the office for permission to have a look around the shed usually received a nod, with a cautionary: ‘Be careful not to fall into the pits’. It was at Widnes Motive Power Depot (to give it its official title) that I first enjoyed the thrill of a cab ride in a steam locomotive. One golden summer’s evening, a friendly crew invited our small group of locospotters into the cab for a spin up the shed yard. For an impressionable schoolboy, the sound, smell and imagery of that short jaunt was enduring.


Shed Side in South Lancashire and Cheshire is intended as a complementary title to Shed Side on Merseyside: The Last Days of Steam released by The History Press in 2011. This book covers the other non-Liverpool/Birkenhead sheds that were in the ‘8’ district of British Railways, from 1948 onwards. These were largely the smaller ‘garage’ sheds such as Widnes, Sutton Oak, Lower Ince and Northwich, plus larger depots such as Springs Branch, which once was an ‘A’ shed with its own district responsibilities. Although these sheds and the locomotives they maintained were far less glamorous than those found say at Edge Hill, Carlisle Kingmoor or Crewe North, the eight covered in this title (and several sub-sheds) played an important role in ensuring the railways of south Lancashire and Cheshire ran efficiently and effectively from the late nineteenth century, through two world wars, and almost to the end of steam on BR in 1968. Also briefly included is Ormskirk – a pre-war casualty.


Working-class towns such as Wigan, Warrington, Widnes, St Helens (all good northern rugby league towns, incidentally) and Northwich built their prosperity on what could be mined from beneath the earth in the region and turned into energy – or manufactured in cotton, chemicals, glass, cables or machinery – and the railways played an essential part in ensuring the expansion and profitability of such industries. The ‘odd town out’ in this grouping was Southport – considered the ‘more refined seaside resort’ facing the Irish Sea, which was a popular daytrip or summer holiday resort for tired factory workers or miners, as well as a residential address for businessmen who commuted to Liverpool or Manchester. This seaside town attracted its own particular mix of railway traffic.


The six towns featured in this review of the steam sheds of south Lancashire and Cheshire figured prominently in the Industrial Revolution and expansion of the railway network at a phenomenal pace, from 1830 through to the late nineteenth century and the early years of the twentieth century. The rivalry between railway companies to become the dominant transport provider in these towns, and to capitalise on the profits to be earned by moving huge volumes of passengers, coal, sand, chemicals, steel and engineering commodities that were produced in this part of north-west England, was fierce. In towns such as Wigan, the London & North Western Railway vied with the Lancashire & Yorkshire Railway and the Great Central Railway for a share of the region’s lucrative freight and passenger market. They also competed for bragging rights in providing the best, the fastest and most comprehensive services to shift those goods to larger cities or the nearest port for overseas shipment.


[image: image]


A scene that would be very familiar to anyone visiting Warrington Dallam in the early to mid-1960s. A fine mix of engines is on view, including a Standard 9F, a Royal Scot (with yellow stripe through its cabside number), some Fowler 4Fs and the inevitable Stanier Black 5s. The smoke and steam perfectly evoke a large British Railways’ running shed in the north-west of England in the ‘60s. (Eddie Bellass)
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Sutton Oak’s Standard 4MT, 76079, heads a Warrington to St Helens evening freight under Old Alder Lane bridge at Winwick, around summer 1964. These engines were a feature of the St Helens shed from their delivery in the late 1950s until Sutton Oak’s closure in 1967. They handled anything thrown their way, from passenger through to freight and lesser dignified duties. Happily, this engine survives in preservation, having been rescued from Barry scrapyard in the 1970s. (Eddie Bellass)


Following the Second World War and the Nationalisation of the ‘Big Four’ railways in 1948, the duplication and unprofitability of some of these railway routes necessitated services being rationalised or axed. Timetables were trimmed, lines and stations were shut and inevitably closure of steam engine sheds followed.


The British Railways’ modernisation plan of 1955 proposed spending more than £1.24 billion (conservatively, £25.7 billion in 2012 money) in modernising the railways and replacing steam with diesel and electric locomotives, while in 1963 Dr Beeching’s Report (The Reshaping of British Railways) resulted in more than 4,000 miles of railway and 3,000 stations being closed in the decade following release of his thesis. Both only hastened the process of rationalisation and closure. Wigan’s Lower Ince and Southport Lord Street sheds were pre-modernisation casualties, succumbing in the early 1950s; sub-sheds at Tanhouse Lane at Widnes and Arpley at Warrington followed in subsequent years and then Widnes itself and Wigan ‘C’ closed in April 1964.


The diversity and ‘colour’ of immediate post-war British Railways would soon give way to standardisation and utilitarianism by the late 1950s and early 1960s. Diesel shunters began to infiltrate many of the sheds, where they replaced ageing steam relics from the nineteenth century and more modern locomotives. At sheds like Springs Branch work began in October 1966 on the construction of new diesel servicing facilities. This may have been progress that was long overdue, but nevertheless, during the 1950s and 1960s a wealth of railway heritage was lost: bulldozed, scrapped or unceremoniously dumped in a headlong attempt to modernise the railways to make it competitive with road transport.


There is an image in this book that poignantly illustrates the transition of British Railways during this epoch. Gerald Drought took his camera to St Helens station in early 1955, where an ageing ex-Lancashire & Yorkshire Railway steam locomotive, built in 1896, was simmering beside the station platform, when the 3,300-horsepower prototype Deltic main-line diesel thundered through on an inaugural test run to Carlisle.


It must have been a thrilling and somewhat bemusing experience for any bystanders on that platform when the blue Deltic roared through. Thrilling, certainly, to view that brand-new diesel, representing a new era of high-speed passenger travel promised by this powerful, new motive power. But also unsettling because it signalled that the old, established ways were about to disappear. The clanking ‘dinosaur’ wheezing its way through the station would soon become a fleeting memory of an earlier time, when railway operations were less hurried, less efficient but nevertheless often profitable. With no ceremony, such relics (but happily not that particular loco) and thousands of other BR steam locomotives – some seeing barely five years of service – would be rounded up and scrapped by the end of the 1960s, as the rush to ‘modernise’ British Rail became frenetic.
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In this wintry scene, Standard 9F 2-10-0 No.92194 heads a train of coal empties (destined for return to Yorkshire) through Warrington Bank Quay low level. Outshopped from Swindon Works on 30 June 1958, 92194 spent most of its life on the Eastern Region of BR and was withdrawn, prematurely, in December 1965 after barely seven and a half years’ service. (Eddie Bellass)


By 1968, only Northwich of this region’s group of eight steam sheds still remained operational and by early March, it too would banish steam. At Springs Branch (closed to steam in December 1967) twenty-seven steam locomotives awaited their fate. But tellingly, so too did six diesel shunters.


For many railway employees, their attitude to the transition to modern motive power reflected their age and length of service with the railways. For younger people like Keith Sloan, who was a fitter at Springs Branch in the 1960s, the change was perceived this way:


There was more mateship on steam as the older blokes knew all about steam locomotives, but as diesels and electrics came in everything was new, and it seemed like the older era resented being shown by us young lads.


However, for men who had spent their entire working lives ‘on the railway’ and working only around steam, the changes were tinged with regret, coloured by nostalgia, and there was also a feeling that some great spirit had been ‘lost’ and would never be reclaimed, as explained by former Wigan signalman Charles Melling:


All engines had a personality of their own. I’ve ridden on engines from the signal box to go home and … one driver … he would know that engine just like he would know a son or daughter. Once this personality of the engine was got rid of, by bringing in the diesels … this feeling went; the diesel could never take the place of the steam engine, something great had been lost, this personal touch between the driver and his engine.


Kenn Pearce


Wynn Vale,


South Australia




Glossary


CLC The Cheshire Lines Committee was formed in 1863 by the amalgamation of four lines: the Stockport & Woodley Junction Railway, the West Cheshire Railway, the Cheshire Midland Railway and the Stockport, Timperley and Altrincham Junction Railway. In 1865 the Midland Railway Company also joined the committee, which was incorporated as a separate undertaking in 1867, under control of these three companies, as the Cheshire Lines Committee. A company was created with one-third shares owned by the Great Northern Railway, the Midland Railway and the Manchester Sheffield & Lincolnshire Railway (later Great Central Railway). In 1921 the management passed to the London & North Eastern Railway (LNER) in association with the London Midland and Scottish Railway (LMS). The CLC continued to operate as an independent railway with three London Midland Scottish directors and six London & North Eastern Railway directors. The CLC finally lost its independence under the Transport Act of 1947, becoming part of British Railways’ London Midland Region.


Control The line control which oversaw movement of train traffic over respective routes.


DLS District Locomotive Superintendent.


EWS English, Welsh and Scottish Railway, a British rail freight company set up in the 1990s.


Fully fitted (wagons) Rolling stock or an entire train of vacuum-brake fitted stock.


The Grouping The term to describe the amalgamation in 1923 of a number of disparate railway companies into four major (but still private) railway companies: the London Midland Scottish Railway, the London & Northern Eastern Railway, the Great Western Railway and the Southern Railway. This ‘Big Four’ continued until the end of 1947 when the Nationalisation of the railways created British Railways from 1 January 1948.


IRF Inside Running Foreman.


LE Light engine (an engine that will travel on its own with crew to pick up a train or make its way on or off shed).


Lodging turn A roster in which engine crews would rest over at a railway barracks after completing their shift, before returning to their home shed.


ORF Outside Running Foreman.


The ‘Premier Line’ The term describing the London & North Western Railway which from 1923 became part of the London Midland Scottish Railway.


Spade Term sometimes used to describe a fireman’s shovel – long-handled spade, etc.
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8B WARRINGTON DALLAM AND ARPLEY (SUB-SHED)


Warrington Dallam shed was located on the west side of the west coast main line, about a mile north of Warrington Bank Quay station. It would take about half an hour to walk to this busy shed, although a bus service operated from Horsemarket Street to the end of Kerfoot Street, where nearby Folly Lane gave access to the shed site. It was a brick-built, ten-lane, dead-end shed dating from 1888 and was built using materials from the closed London & North Western Railway (LNWR) works in Jockey Lane.1 Before this, there had been a small locomotive shed at Dallam Lane from 1831–36, and a larger facility near Bank Quay station existed from 1851 to 1888. The railway’s locomotive superintendent, F.W. Webb, sought a new shed opposite the company’s Jockey Lane works, capable of holding forty locomotives at an estimated cost of £13,140. However, this was not approved by the company until May 1887 and then conditional on ‘using the materials from the Jockey Lane works now discontinued’. The shed was opened almost a year later.


Dallam shed was built originally with a northlight-pattern roof. Original facilities included a 42ft-diameter turntable and a coaling stage with a water tank above. Offices and storerooms were at the rear of the shed. In later years the turntable, situated in the north-western area of the shed site, was enlarged to a 65ft-diameter version. Dallam initially had the shed code of 23, later becoming 8B in the LMS reorganisation of shed codes in 1935.


In 1957 Dallam was reduced to nine tracks and was refurbished with a louvre-style roof. A brick screen was also installed, in the centre of which a construction stone bore the year of refurbishment. Dallam shed was closed to steam from 2 October 1967 and closed completely from 11 August 1968. The shed is still standing and is now in industrial use.


The late Ted Slater spent forty-two years on the footplate, retiring in 1993, and spent time working from both Warrington Dallam and Arpley sheds:


In the 1960s we had passenger and freight work. The passenger work was between Liverpool Lime Street and Manchester London Road [now Piccadilly] but mainly Ditton Junction and Timperley.


A lot of these trains were push and pull and were quite well [patronised] especially in the rush hour, but Dr Beeching decided they were not paying and closed the services. The freight was mainly from Arpley sidings or Ellesmere Port to Stockport Edgeley or Guide Bridge, returning with coal for Garston and then Ireland; so it was passenger [trains] in the day and freight in the evening.


Mr Slater was first employed as a number-taker at Warrington Central, on the CLC, when he was aged sixteen. But to get on to the footplate, he had to resign and start work as an engine cleaner at Dallam when he reached eighteen. However, he was able to keep his pension rights. He would sign on for duty at 8a.m., grab a bucket filled with ‘oily cleaning fluid’ and a pile of old cotton waste and spend his day cleaning various parts of the locos until the shift ended at 4p.m.


Eventually he became a ‘passed cleaner’, meaning he could begin to get some firing turns when opportunities arose through staff shortages or illness. At some point you were examined to go on shunts only; later you were taken on to the main line and examined by an inspector who rode with you and saw whether you had the ability to fire a main line loco. If he was satisfied that you were capable, you then became a passed cleaner and could go on shifts around the clock covering sickness or a passed fireman (doing driving duties). Mr Slater said you got a variety of work and drivers. Some were good, some bad. But you were always looking for a firing turn as you got more money:
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The unique Stephenson link motion Stanier Black 5 No.44767 receives a final oil around from Dallam driver Bert Williams in this 1960s view taken at that shed. Fortunately, this engine was saved for posterity and today in preservation carries the name Stephenson. (Eddie Bellass)


If a fireman reported in sick, or was taken off for driving duties, you worked his train. Very often this involved overtime which was always welcome. Of course, the system worked on promotion and links; the lowest links being shunting turns, then trip turns (involving going into local factories) and then passenger links where there was no overtime. After [completing] all of those links you were getting on a bit.


Mr Slater said that the duration of time you had to complete firing turns was equivalent to one year’s firing before qualifying for the top rate of the cleaner’s pay.


Stan Jones joined Widnes shed in January 1953 but spent some of his time on the railways ‘on loan’ to Warrington Dallam:


When I was on loan … I was working in the goods yard at the rear of Crossfield’s Soap Works and my lasting memory of that place was when my Mam made me some salmon paste sandwiches for my baggin. When it came time to eat them and have a cup of tea, they tasted of soap, so now every time I have a salmon sandwich my memory tunes in on Warrington goods yard.


Another turn from Warrington was a night trip via Daresbury, Runcorn East, [and] Frodsham to Helsby. From Helsby we had to travel via a single track through to Stanlow complex and at Bromborough we had to call at the signal box and pick up a staff. This device was to stop another train entering the track at the same time for safety reasons. This was another first for me, seeing the lights at Stanlow because I hadn’t seen anything like it close up before.


With a Class 2 rocker we used to shunt along the canal behind Fiddlers Ferry and the marshes down at Spike Island, also in and out of the chemical works through to West Bank docks and Fisons and Bush Boake Allen. I used to work a lot of early shifts because I swapped shifts with some of the married men because they got extra [wages] for working nights and it enabled me to go out at nights and have a drink and go dancing.


Dallam’s two-track, brick sub-shed, Warrington Arpley, was visible from the southern end of Bank Quay station. The straight-through shed had a gable-style slate roof and facilities included a turntable, water columns and a coal stage with a water tank above. The shed opened on 1 May 1854 and was originally part of the Warrington and Altrincham Junction Railway.


Observed at Arpley shed on Sunday 27 April 1952 were: 40042, 40107, 41323, 43282, 43314, 43357 and 50703. A little over a decade later, in July 1962, the following engines were noted at this sub-shed: 41210, 41213, 41217, 43657, 44063 and 84000.


Railway enthusiast Robin Bamber visited Arpley shed on 19 June 1955 and recorded eight engines on shed from five different classes, including ex-L&YR ‘Radial’ tank No.50644:


The big seed warehouse near the shed had the name ‘Gartons’ on its roof in large letters. This was visible from the west coast main line and had amused us for years, as spelt backwards it produced an interesting word! Also seen on the same trip were thirty-four engines on Dallam shed.


Ten days before Christmas in 1957, railway photographer Brian Swinn visited Arpley and noted eleven engines in residence:
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Arpley shed was roofless and fairly derelict by the time of its closure on 27 May 1963; however, it was not demolished until 1973. During this time, it continued in use as a steam and later diesel servicing point.


The author fondly remembers Arpley shed from trainspotting jaunts to Bank Quay in the early to mid-1960s, recalling it as being almost exclusively inhabited by grubby Fowler 0-6-0s or tank variants. On a few memorable occasions, a grubby B1 class would trundle by with a freight headed for Stockport. Often a fleet of mineral wagons would be parked in an intervening siding, annoyingly obscuring cabside numbers of engines on Arpley shed from the platform at Bank Quay, with only boilers and chimneys tantalisingly on view!


***


In May 1960, Warrington Dallam’s turntable was closed for repairs and this meant that the Earlestown triangle was used for turning locomotives. This happened at the same time as Euston–Liverpool trains were routed via Earlestown for the first fortnight in May, while important work was done on the electrification of the main line from Liverpool to Crewe.


[image: image]


Ivatt 2MT 2-6-2 tank No.41213 rests at Warrington Arpley shed in the early 1960s, in company with a Stanier 8F. This engine had previously been allocated to Walsall in the Midlands. Generally, Arpley shed had a mix of ageing 0-6-0 tender freight engines with the odd Black 5 or Black 8 present. Even after official closure, you could usually find a few locos pottering about the shed site. (Courtesy of the Engine Shed Society)
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Patriot class 4-6-0 No.45546 Fleetwood inside Warrington Dallam shed in the early 1960s. The car to the right of the loco is a Renault Dauphine and was the pride and joy of Dallam engine driver Kenneth Buckley Mellor. Mr Mellor also on occasions acted as either a train crew supervisor or shedmaster. Former Dallam engineman, William Pearson, said Mr Mellor always insisted on everything being immaculately clean and tidy. He said everything about Ken was the same: his garden with never a stone out of place, his house was always the envy of the neighbours, and of course his car was always spotlessly clean, inside and out. It was probably also the reason he liked it kept undercover. (Eddie Bellass)


Warrington Bank Quay station was an excellent spot from which to observe west coast expresses in full flight, fast freights trundling through and ‘on the bottom line’, and even local passenger trains until the early 1960s. A local service from Bank Quay to nearby Earlestown was known affectionately as the ‘Earlestown Jennie’ and was usually a job for one of Dallam’s Ivatt 2-6-2 tanks such as 41210 or 41213.


At Crewe Works on 31 October 1961 were two engines, Jubilee No.45630 Swaziland and Black 5 No.45401, that were damaged in a collision near Warrington Dallam shed on 28 August. Both engines were condemned in November 1961; the condemnation of the Black 5 was the first of the 842 engines of this class.


Former Speke Junction footplateman, Clive Boardman, remembers seeing Swaziland the day before the collision: ‘On the Saturday morning I was at Crewe South shed and there, on the shed front, was Jubilee 45630 Swaziland, straight from the shops, gleaming from stem to stern and an absolute joy to behold.’
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Busy day at Warrington Arpley on 2 March 1963 with Fowler 4F No.44494 and Johnson Midland 3Fs Nos 43657 and 43282. Although appearing largely intact in this image, the amount of light filtering through to the locos inside the shed clearly demonstrates the shed roof was in poor condition. (A.C. Gilbert, courtesy of the Engine Shed Society)


The following day, Roy Dixon (who joined Dallam shed early in 1962) recalls that Edge Hill’s Black 5 No.45401 was hauling a freight train while Swaziland was leaving Dallam shed when the two collided. Jack Peacock of Dallam was the driver. Mr Dixon says the fireman of Swaziland, Keith Hewitt, also from 8B, died on 31 August from injuries suffered in the crash.


Clive Boardman remembers next seeing the two damaged engines ‘roped off in Dallam shed where they remained for several weeks, presumably for enquiry purposes and, although [the] damage was superficial, both engines were withdrawn. The Jubilee had covered perhaps 25 miles since overhaul.’


Roy Dixon joined Dallam shed as a sixteen-and-a-half-year-old engine cleaner. His reason for joining BR was to simply satisfy a longstanding interest in steam engines. Although employed at Dallam, after being passed to fire engines, he sometimes booked on at Arpley for freight turns. By the early 1960s Arpley was just a booking-on point with a very poor roof; it had no locos of its own, all were assigned from Dallam shed. ‘There were two shedmen per shift at Arpley; their duties included coaling, cleaning fires, lighting up [engines], keeping the shed tidy and knocking up [crews],’ he said.


Typically in the early 1960s there would be up to eight engines at Arpley. Mr Dixon said the shed’s administration was run from Dallam, as too were any running repairs or engine cleaning. Watering and coaling facilities were available at the sub-shed, and the latter provided one amusing incident. Mr Dixon recalls:


We were coaling a Midland ‘3’ tender engine at Arpley one day, the driver and I were coaling it from a wagon there and some coal flew off my shovel and brought down some light fittings. My driver couldn’t stop laughing – he said they hadn’t worked for some time anyway. I was a bit worried I’d get into trouble for the damage but he just said throw the fittings in the scrap bin.


Mr Dixon recalls spending only around five weeks as a cleaner before being made a passed cleaner and going out on his first firing turn. He remembers his first firing assignment was on an ex-Midland Railway Class 3 tender engine (43257) on a local pilot job. He enjoyed the experience even though it was only a local turn.


Pages from a Fireman’s Notebook – Roy Dixon


Thursday 15 November 1962


11a.m. – Arpley sidings – Oakamoor to Macclesfield. Travel home passenger.


Loco No.48106 (8B).


Driver: Joe Walsh.


Saturday 19 January 1963


Relieve 10.30a.m. Guide Bridge-Birkenhead (goods) at Arpley Junction.
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Black 5 No.44732 heads through Arpley Junction at Warrington, bound for Liverpool, with a Yorkshire to Garston coal train in 1964. Built in 1949 by British Railways, 44732 spent much of its life in the north-west and was a Speke Junction engine from September 1964. It was reallocated to Springs Branch from May 1966, from where it was withdrawn in July the following year. (Eddie Bellass)


Loco No.48422 (6C) [Birkenhead].


Detach/attach Ellesmere Port, Birkenhead Brook Street. L.E. to Birkenhead shed. Prepare Crab 42934 (6C) to work the 4.35p.m. Birkenhead-Healy Mills, to Arpley Junction.


Driver: Arthur Bell.


Initially, Mr Dixon did well, receiving many firing turns, but by the end of 1962 the shed lost quite a few regular jobs and he returned to cleaning. The year 1963 also witnessed the upheaval of the Beeching Plan to rationalise the railways and that further limited his ability to advance.


When he started work with BR, Mr Dixon said footplatemen were on a forty-two-hour week – they would work three forty-hour weeks and one forty-eight-hour week to make up the required hours over a month. The shifts included Saturday work while Sundays was overtime:


They were very unsociable shifts; any time around the clock you could be required to book on. We had a lot of freight work and they tended to run at night. It wasn’t too bad if you were on the passenger links.


A lot of it was local freights to places such as Birkenhead, Mold Junction, Bolton, Chester, Stockport and the Manchester area in general, as well as Liverpool, Wigan, Preston,St Helens, Widnes, Macclesfield and even Stoke-on-Trent.


[image: image]


The well-lit interior of Warrington Dallam shed is the location for this fine portrait of Fowler Patriot No.45549, which was not accorded a name, unlike most of the class. This undated photograph would have been between late June 1959 and May 1962 (when it was withdrawn), during which time it was a Dallam engine, having previously been a Carlisle Upperby loco. (Eddie Bellass)


You were carrying all sorts of things on these freights: chemicals and oils, with Ellesmere Port being nearby, and Stanlow. [There was the] soap factory at Crossfield’s and they made chemicals adjacent to Warrington Bank Quay [station].


Mr Dixon recalls there being some ‘colourful characters’ at Dallam and Arpley sheds with similarly interesting nicknames, among them: Mad Mick, Desperate Dan, Daddy Woodentop, Bugs Bunny and Mighty Mouse! He found most people ‘fairly easy going on the railway’.


By 1962, Dallam shed had sixty-five engines allocated, the majority of them steam. Interestingly, its allocation included three of the surviving unrebuilt Patriot class 4-6-0s and four Jubilee 4-6-0s, the latter a type that would, by the end of 1965, be among the final survivors of this class on the London Midland Region.


WARRINGTON (DALLAM) allocations in 1962


[image: image]


Warrington engines ranged far and wide and was evidenced in early 1962 when Dallam’s Jubilee 45583 Assam was noted on March shed on 5 February, while at the end of that month another from 8B, 45671 Prince Rupert, spent a week at the Eastern Region shed.


On 22 January 1963 Duchess Pacific No.46220 Coronation was at Dallam shed ready to work the 08.20hrs fitted freight to Carlisle. This engine had only returned to traffic the previous month, after being in store, to head a royal train to Liverpool. Three days later another unusual visitor to Dallam was B1 class No.61269. Warrington Arpley meanwhile hosted recently withdrawn 3F 0-6-0s 43240, 43257, 43282, 43615 and 43657, awaiting their call to the scrapyard.


Warrington was the starting point on 27 April 1963 for the Railway Correspondence & Travel Society’s ‘Cheshire Rambler’ tour, which was hauled by B1 class 4-6-0 No.61039 Steinbok of Gorton shed.


On Whit Saturday (1 June) 1963 B1 No.61094 from 41A shed (Sheffield) passed through Warrington Arpley heading a Sheffield Midland to Chester excursion via the Hope Valley, Chinley, Cheadle Heath, Cheadle, Skelton Junction, Arpley and Walton Old Junction route.


Page from a Fireman’s Notebook – Roy Dixon


Saturday 31 August 1963 (special diagram)


Prepare Class 5MT 45187 (8A) [Edge Hill] to work 6a.m. Warrington–Carlisle passenger train to Preston. (Then) travel passenger to Carnforth. Prepare 8P No.46237 City of Bristol (12B) [Carlisle Upperby]. L.E. to Morecombe Promenade to work 9.05a.m. to Birmingham (New Street), as far as Crewe. Travel home passenger.


Driver: Percy Clough.


Dallam’s locomotives could range far and wide in their travels, often turning up in the most unusual places during the 1960s. For example, Jubilee class No.45580 Burma was reported to have made its debut at Wrexham in early April 1964 hauling a freight train from Shrewsbury. Burma later worked a 4.30p.m. Birkenhead to Paddington express.2


Enthusiast and railway photographer Brian Swinn visited Dallam shed on Sunday 20 September 1964 and noted thirty-two engines resident that day, with one of them, Jubilee No.45730 Ocean, withdrawn from service the previous October (the author too noted this engine still at Dallam in 1965):


[image: image]


Promotion for men at ex-LNWR sheds like Dallam was often ‘painfully slow’ according to Roy Dixon, so it took cleaners and passed cleaners quite some time to progress through the grades. In Mr Dixon’s case it wasn’t until March 1965 that he became a registered fireman: ‘Being on the main line we did much better than other sheds that were on secondary lines.’


Of the engines based at Dallam, Mr Dixon recalls the shed having a number of ‘Jinties’ allocated there and also one ex-L&YR A class 0-6-0 which, despite its age, he rated as quite a good loco, except it was open to the elements in winter or on rainy days; crews tried to afford some protection by pulling down a tarpaulin from the cab roof.


By 1965 Warrington Dallam’s locomotive allocations had been cut to thirty-eight and many of the locomotives from the ‘Big Four’ railway companies had been superseded by BR Standard types, including an influx of modern 9Fs. Still, the Jubilees continued to find gainful employment from the shed (Australia and Travancore, although No.45633 Aden was only nominally based there, being actually stored at Edge Hill for some time). The numerical class leader of the Black 5s No.44658 was also Dallam based, and was even observed by the author heading a local passenger train from warrington Bank Quay to Manchester shortly after being outshopped from the works.


[image: image]


Jubilee No.45664 Nelson near the end of its career at Warrington Dallam shed, to where it was allocated from 18 July 1964, having previously been briefly at Speke Junction depot. It was withdrawn from Dallam shed in May the following year. Dallam, Bank Hall and Stockport Edgeley were the final London Midland sheds to find gainful employment for the Jubilees. (Bob Bartlett)
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Warrington Dallam’s last Jubilee to remain in service, No.45590 Travancore, is the Motorail pilot loco waiting in the sidings at Newton-le-Willows in this evocative night-time study by Eddie Bellass taken in 1965. Ex-Dallam man Roy Dixon rated this loco highly during its time at 8B. This engine also had some expensive boiler repairs carried out on it at Edge Hill shed earlier in the year, but sadly was withdrawn by the end of 1965. It was broken up at Cashmore’s, Great Bridge in March 1966. (Eddie Bellass)


Roy Dixon got to work on the Jubilees a fair bit while at Dallam and said that in good condition they were fine engines: ‘But a lot of the work we had was not suited to them. They were okay on express freight work or some of the remaining passenger turns we had.’


He rated Cornwallis and Travancore among the best of the bunch (Travancore in fact survived to be the last of its class in service at the shed and indeed underwent expensive repairs at Edge Hill shed early in 1965, only months before its withdrawal). Mr Dixon comments:


But some of the Jubilees were pretty run down and you had problems to get them to steam. I think the Black 5s were the best all-round loco but the Jubilees were a little more powerful – with their three cylinders as opposed to two – but the drivers didn’t like getting underneath to oil them. From the preparation point of view, the Black 5s were preferred. The most popular locos of them all, really.


We also got an allocation of Standard 9Fs from 1965 and these were a good all-round loco when in good condition but even by 1965 a lot of them were badly run down. They were used on passenger turns in summer and I’ve had passenger jobs with them on the Llandudno specials in summertime.


[image: image]


Britannia Pacific No.70012 John of Gaunt presents a chilly scene on 21 January 1964 as it heads a Llandudno–Manchester train, passing Old Alder Lane bridge at Winwick, near Warrington. Summer North Wales excursion trains were fondly recalled by ex-Dallam loco man Roy Dixon, with those sourced from Yorkshire sometimes bringing B1 or K3 class engines to Warrington. (Eddie Bellass)
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