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Bring Me Sunshine 

To me, the railway from Lancaster to Morecambe has always been linked to holidays by the sea.  We would arrive 
from Lancaster Castle, by way of Lancaster Green Ayre, and on to Morecambe, almost never to Heysham.  The line 
was of course never intended to be a mere holiday branch line, and the route from industrial West Yorkshire, 
through Skipton was to connect to the Lancaster & Carlisle Railway at Low Park (Grayrigg / Dillicar) near Kendal, 
with a branch to Lancaster from Sedbergh.   

In the 1840s a plan was hatched to build a railway from industrial West Yorkshire, through Skipton to a port at 
Lancaster - St George’s Quay – on top of which it was agreed by the businessmen involved, it would also connect 
with Hull on the East Coast.  Over £1million in share capital was raised, with Charles Vignoles as the engineer in 
charge. 

At the same time as the North Western Railway secured its Act, the Morecambe Harbour & Railway Company was 
planning to build its own line from the harbour at Poulton-le-Sands, (as Morecambe was then known) to Lancaster.   
The Morecambe Act was approved on 16th June 1846, two weeks before the North Western Railway secured its own 
Act.   

However, the Morecambe harbour company was more focussed on gaining increased revenue from harbour dues that 
coastal shipping and ferry trade offered, and its line was ‘handed over’ to the North Western Railway even before 
construction started.  In addition to the line from Morecambe to Lancaster, the Harbour Company’s plan also 
included a proposed connection to the Lancaster & Carlisle Railway near Hest Bank, but this was dropped in 1849, 
only to be resurrected under the LNWR some 10 years later, and completed in 1864. 

1891 OS Map of approaches to 
Morecambe.   

 “Reproduced by permission of the 
National Library of Scotland” 
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The ‘Little’ North Western proposal from Leeds to Lancaster’s main purpose was to carry its produce from Leeds 
and Bradford to the west coast ports and main line railways, and unsurprisingly, the company’s head office was at 22 
Commercial Street, Leeds.  Here was the northern end of the North Midland Railway in the 1840s, and George 
Hudson’s territory for his grand plans for the York and North Midland, and expansion westwards to Liverpool and 
Manchester.  However, the ‘Little’ North Western came to connect with the Leeds & Bradford Extension Railway, 
which was absorbed into the Midland Railway in 1851, and the ‘Little’ North Western leased by the Midland from 
January 1859. 

 

 “Little North 
Western” 

Construction of the 
North Western 
Railway was rapid, 
from the Morecambe 
end of the route, with 
the bridge over the 
River Lune at 
Lancaster Green 
Ayre being the most 
notable constuction.  
The wooden 
structure was 
completed early in 
1848, and by October 
1849, the line then 
followed the Lune Valley, and was completed as far as Wennington, and officially opened on November 17th.  There 
was though still a gap in the route to Skipton – between Clapham and Wennington – which was filled by a horse 
drawn service – a sort of 19th century “bus replacement” service.   

The eastern end of the North Western had been completed from Skipton to Ingleton in July 1849, with the gap 
between Clapham and Wennington completed early in 1850, and the first through service from Leeds to Poulton ran 
on 1st June 1850.  

From Skipton, the planned route included Gargrave, Bell Busk, Hellifield, Long Preston, Giggleswick, Clapham, 
Ingleton, Kirkby Lonsdale, Barbon, Sedbergh and Low Gill, connecting there to the West Coast Main Line in a distance 

of 47 miles.  At Clapham, the line 
turned due west, through Bentham to 
Wennington.  Later, both Clapham 
and Wennington became important 
junctions for through trains to 
Lancaster, Morecambe and Barrow, 
with the deep-water berths at Barrow 
and Piel used for the Midland Railway 
boat trains to the Isle of Man and 
beyond.  

An economic, negotiation problems 
with the Lancaster & Carlisle, and a 
parliamentary enquiry resulted in the 
work of constructing the section from 
Ingleton northwards along the Lune 
Valley being suspended, and with the 
progress and success of the western 

end of the ‘North Western’ the company were less keen on continuing the work.  The Lancaster & Carlisle / LNWR 
were given approval to complete construction of what has been described as the Low Gill Branch, the LNWR and 
Midland Railway (who had leased and operated the “Little North Western” from 1859), and which was duly opened in 
1861.   

An impressive viaduct across the River Lune near Caton, where once the 
Belfast boat trains would cross on their way to Heysham. 

The map above shows the route options from Skipton and Leeds through to Morecambe and 
Heysham.  The yellow route was used by the boat trains from the Midland to Furness 
Railway, as far as Carnforth for Barrow, but with the opening of Heysham Harbour the trains 
followed the Lune Valley from Wennington to Lancaster. 
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The competitive nature of these independent railway companies, each trying to outdo the other for both passenger 
and freight traffic, resulted in the bizarre arrangements of passengers having to change stations at Ingleton in order to 
continue their journeys, either north or south.  The matter was eventually resolved though – with LNWR trains finally 
running through over Midland lines the following year, and in 1871, the ‘Little’ North Western was fully absorbed on 
30 July 1874 by the Midland. 

Thankfully no such problems with the completion of the ‘main line’ so that the ‘bus replacement’ service between 
Clapham and Wennington ceased when the line was completed, and trains finally ran through from Leeds, Skipton and 
Lancaster to Morecambe Promenade. 

Interestingly, a new station was opened on the track of the ‘Little’ North Western around 100 years after the route 
was complete; this was the station at Scale Hall in 1957 on the electrified line to Morecambe, at the same time as the 
line was used for testing the new standard 25kV AC electrification system for British Railways.  This new site was 
adjacent to a former Royal Flying Corps airfield that was opened in 1912, and which was also considered as a staging 
point for an aerial mail/postal service.  The station was closed less than 10 years later, in 1966, after being listed in The 
Beeching Report in 1963.  That said, the whole of the route between Lancaster Castle/Green Ayre to Heysham was 
planned to have all passenger services withdrawn under Beeching. 

 

Traction 

In common with their 
contemporaries, the ‘Little’ 
North Western purchased its 
first locomotives from iron 
founders and engineers such as 
Fairbairn & Sons of Manchester.  
This company had only started 
building locomotives in 1839, 
and many were of the ‘Bury’ 
design, with bar frames and 
haystack fireboxes, and in 1850, 
Fairbairn’s supplied 2-2-2 well 
tank locomotives to the ‘Little’ 
North Western, and by 1852, no 
fewer than 14 locomotives were 
in service on the new railway.   

Under Midland Railway control, 
the line saw the introduction of 
a pair of steam railmotors in 
1904, designed and built at 
Derby, they included a vertical boiler in the engine compartment, and a 3rd class section seating 55, on wooden, 
slatted seats, and a vestibule.  All this in a 60 feet long coach, and capable of a maximum speed of 30 mph.  Ironically, 
one of the two outlived the new Morecambe Euston Road station, which was closed in 1966, and the railmotor went 
on to survive another two years under BR. 

Of course, the most well known traction power on the Lancaster to Morecambe and Heysham runs, were the electric 
multiple units, and once again, R.M. Deeley’s design team at Derby produced the goods.  There is an argument to be 
made to suggest that the design simply followed contemporary design conventions for passenger coaches.  The first to 
appear in 1908 were three 60ft long motor coaches, seating 72 passengers, and four 43ft long trailer cars, seating 56 
passengers, and in each case a saloon layout was used. 

Siemens supplied the electrical equipment, for two of the motor cars, and Westinghouse for the third.  In 1902, 
George Westinghouse had established a factory in Manchester, as a branch of the American business, and which later 
became Metropolitan-Vickers plant, but as British Westinghouse, the company was leading the way with high-voltage 
electrification projects.  Siemens Bros. had been in business in Britain since the 1860s, and in 1901 had expanded with 
a new dynamo building works in Stafford.  Both companies were logical choices as suppliers for this first HV 
electrification scheme in the UK, and ultimately became part of the GEC Traction empire. 

Brand new motor coach No. 2237 from Derby Works in 1908 and destined 
for a service life of just over 40 years, before being replaced in the early 
1950s, by 3-car multiple units converted from ex-LNWR rolling stock in 1953.                      

Photo: RP Bradley / GEC Collection 
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These railcars and trailers lasted until February 1951, when they were replaced by a push-pull service operated by 0-
4-4 tank locomotives for a time, until a fleet of three 3-car multiple unit sets were converted by BR workshops from 
former Siemens units built by Metropolitan-Cammell for the LNWR back in 1914.  These units were originally 
operated on the Willesden to Earls Court line, and modified at Wolverton Works.   The conversion of the rolling 
stock included new power equipment supplied by Metropolitan-Vickers and English Electric.  Metro-Vick supplied the 
traction motors and English Electric the rectifiers and control systems 

They began their new service life in August 1953, and much of the original lineside equipment and contact systems 
was retained – at least until the third phase of electric traction began with the 25kV AC trials in the mid 1950s.   

They were 57ft in length, accommodating 28 in the motor coach, 62 in the intermediate coach, and 56 in the driving 
trailer.  Initially there were problems with the contact system, in particular the pantographs, and some difficulty in 
maintaining the timetabled service, which was supplemented for a time with a steam operated push-pull set again.  In 
1957, a fourth 3-car motor coach, intermediate and trailer set was provided, which enabled normal operations to be 
provided under the wires.  When traffic was especially heavy, the four three-car sets could be connected as a pair of 
six-car sets, with a driver at each end, to improve turn round times at either end of the line. 

Type Seats Numbers 

Motor Open Brake Second  (MOBS) 28 M28219M –M28221M 

Trailer Open Second (TOS) 62 M29721M – M29724M 

Driving Trailer Open Second (DTOS) 56 M29021M – M29024M 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Traffic between Leeds, Lancaster, Morecambe and Heysham was of course steam hauled, but with the introduction of 
diesel multiple units in the mid 1950s, they began to be used on excursion services, one of which was advertised as 
running from Workington to Ingleton and then on to Morecambe. 

 

 

 

 

 

 

 

The archetypal view of a Morecambe service in the 1950s and 60s, with a train from 
Green Ayre, entering Morecambe Promenade stations.   

Photo courtesy: Raymond Langford 
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In the days of steam, Lancaster Green Ayre 
shed was well stocked with a range of 
locomotives, from tank engines, to passenger, 
heavy freight, and mixed traffic types, all 
contained within a fairly restricted space, but 
which also boasted a turntable.  In BR days, 
the depot was classified 23C in 1950 
operating within the London Midland Region, 
and in 1964, renumbered 10J, just a couple of 
years before closure, was home to a smaller 
number of locomotives. 
 
The four 0-4-4 tank locomotives allocated in 
1950, were the stopgap measure when the 
elderly Midland Railway electric sets were 
taken out of service early in 1951, and 
maintained the local operations under the 
wires until the converted stock from the 
Willesden to Earls Court service arrived.  
 
 
 
 

1950 Lancaster Green Ayre (23C) Shed Allocation 
  
Johnson MR ‘Compound’ 4-4-0 

40931, 41005, 41045, 41056, 41065, 41081 

Ex. Midland Railway 3F 0-6-0 
43187, 43293, 43330 

Stanier 2P 0-4-4T (push-pull fitted) 
41900, 41901, 41902, 41904 

Fowler 4F 0-6-0 
43890, 43933, 44032, 44405 

Fairburn 4MT 2-6-4T 
42135, 42136, 42144 

Fowler 3F 0-6-0T ‘Jinty’ 
47468, 47469, 47470, 47471, 47532, 47639 

Hughes/Fowler ‘Crab’ 5MT 2-6-0 
42893, 42895, 42928 

Stanier 8F 2-8-0 
48001, 48148, 48161 

Ivatt 4MT 2-6-0 ‘Doodlebug’ 
43034, 43035 

 

Total allocation: 34 
 
1964 Lancaster Green Ayre (10J) Shed Allocation 

  
Ivatt Class 2P, 2-6-2T 

41215, 41221, 41251 

Ivatt Class 2F 2-6-0 
46422, 46431, 46433, 46441 

Stanier Class 5MT 4-6-0 
44667, 44758, 44877, 44889, 44894, 45013, 45025, 
45154, 45193, 45196, 45210, 45354, 45373, 45394 

Stanier 8F 2-8-0 

48141, 48176, 48509 

Total allocation: 24 

 

  

Carlisle Upperby based 45518 on a stopping passenger train on the 
“Little” North Western at Wennington in 1962, heading for 

Morecambe. 

Photo courtesy: Mandy Sharpe 
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Morecambe to Lancaster 

The original terminus of the Morecambe Harbour & Railway Company was on the wooden jetty at Poulton-le-Sands, 
which was later replaced by a stone structure. The present day “Midland Hotel” was originally known as the 
“Morecambe Hotel”, and the stone jetty marked the western boundary of the harbour. 

 

 

 

A more ‘conventional’ station, with 
an overall roof was built at 
Northumberland Street, as the 
railway’s passenger traffic grew, 
along with a hotel to serve 
travellers for Douglas and Belfast.  
The line did actually end on the 
jetty, with a long, low building 
designed and constructed to allow 

goods to be offloaded rapidly from ships on to the waiting trains, before setting off on their eastward journeys.  The 
building actually lasted around 90 years - into the 1930s – although shipping had ceased after the loss of traffic to the 
Furness Railway, and from 1904, following the opening of the Midland Railway’s harbour at Heysham. 

One of the major problems with 
Morecambe’s harbour was the 
range of the tide, resulting in the 
Midland Railway transferring 
sailings to Piel, near Barrow, on 
the Furness Railway.  In 1867, 
the direct connection with the 
Furness, from Wennington was 
completed, connecting with the 
Lancaster & Carlisle at 
Carnforth.  The new ‘Furness & 
Midland Joint’ line allowed the 
Midland to transfer its ‘boat 
train’ traffic from Poulton to the 
Furness Railway jetty at Piel, 
which was independent of the 
tide, and provided a better 
option for the Midland Railway.  
The Midland and Furness 
companies, together with James 
Little & Co., as equal 
shareholders, jointly owned the 
IOM steamers.  The Furness 
Railway began construction of its 
extensive docks at Barrow in 
1867, and created a new station 
at Ramsden Dock, specifically for the steamer traffic to the IOM, Ireland, and even America.  The Midland continued 
to operate all its Irish and other seaborne traffic from either Piel or Barrow until 1893, when it duly gave notice of its 
intention to cease that operation. 

Morecambe’s original passenger 
station at Northumberland Street 
boasted an overall roof.   

Photo Courtesy:  Ken Ludlam 

This impressive aerial view from an unknown source shows both Morecambe stations 
in 1933, with the Euston Road station in the top background, and the imposing 
Promenade Station at the front.  Also, just visible to the left is a corner of the Art 
Deco “Midland Hotel”, which still forms the centrepiece of the seafront today.   
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Even at Barrow, sailings were still subject to large tidal variations, and ultimately, the Midland decided to build its own 
deep-water harbour at Heysham, and transferred all its rail traffic from the Furness line and Barrow stations to 
Heysham after it opened in 1904.   

At the Lancaster end, Green Ayre station 
was reached by a wooden bridge, 
completed in February 1848, and 
according to some reports was found to 
be stronger and more stable than even 
the designer had considered.  This first 
structure was later replaced by the metal 
bridge, known today as the ‘Greyhound 
Bridge’.  (Ironically closed in early 2018 for 
repairs to the concrete roadway it carries 
today.)  From Green Ayre, a steeply 
graded connection with the Lancaster & 
Carlisle line was completed and opened 
in 1849, and by the end of the year, the 
whole route from Wennington to 
Poulton was open for traffic. 

From its opening in 1848 until around the 
turn of the century, the Lancaster to 
Poulton (Morecambe) line was single 
track, but the increase in traffic 
demanded its doubling.  One of the 
drivers for this was the Midland’s 
purchase of the Northern Counties 
Railway in Ireland, and the company’s 
decision to develop the port of Heysham. 

 

 

 

 

 

This spectacular aerial view of Lancaster Green Ayre station clearly shows 
the electrified lines running over the ‘Greyhound Bridge’ towards 
Morecambe, and just above it to the centre right is the short branch to 
Lancaster Castle Station. 

 

 

 

The other end of the line from 
Lancaster – in this view taken in 1920 – 
the new Promenade Station is clearly 
visible, along with the old ‘Midland 
Hotel’ before it was replaced with the 
outstanding Art Deco hotel in the 
1930s.  The warship in the top left of 
the picture is berthed alongside the 
original location of the railway pier. 
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Heysham Harbour 

The first mention of a harbour at Heysham was included in the Act of Parliament obtained by the ‘Little’ North 
Western in 1849, the same year that saw approval for the connection between Green Ayre and Castle stations in 
Lancaster.   

However, it wasn’t until 1897 that 
the Midland Railway – by then 
effectively owners of the ‘Little’ 
North Western – bought the land to 
build a new deep water harbour, to 
provide greater reliability for their 
cross-sea traffic.  The site chosen 
was at the southern end of Half 
Moon Bay, with a branch line 
connecting to the original line at 
Torrisholme, with access from both 
Morecambe Promenade and the 
lines to the harbour, as well as 
directly to Lancaster Green Ayre – 
in effect the ‘Torrisholme Triangle’. 

There was a 4 year delay after giving 
notice to the Furness of its intention 
to cease running boat trains to 
Barrow, but after spending £3 
million on a new 350 acre site, 
construction was completed and the 
new harbour with its rail connection 

was opened in 1904.  As many as 2,000 worked on the new harbour and railway project, and were housed in a pair of 
wooden villages, known as “Klondyke” and “Dawson City”. 

The branch line from Morecambe to Heysham was opened on September 1st 1903, just two months after the Midland 
Railway had purchased the “Belfast & Northern Counties Railway” (BNCR), and the new owners changed company’s 
name to "Midland Railway (Northern Counties Committee)".   Prior to this, other English railway companies were 
competing with one another for the mail traffic between Britain and Ireland, and often partnering for both sea and rail 
operations, and ownership of vessels.  

The Midland had already joined with the LNWR and Glasgow & South Western railways to promote better rail and 
sea connections, formed the Portpatrick Joint Railway and even bought out the existing steamship company.  The 
BNCR absorbed the Ballymena & Larne Railway in 1889, and along with its acquisition of the Carrickfergus and Larne 
railway the following year, it essentially controlled both of the Irish routes that led to the Larne-Stranraer steamer.  
Three years later, in 1893, the four railways that operated the Portpatrick Joint Railway were brought together by the 
BNCR in the Larne & Stranraer Steamship Joint Committee. 

 

Interior of the original Heysham Harbour station, possibly around 1908.  
Photo courtesy: Mandy Sharpe 
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Little wonder with the 
possibility of cross Irish Sea 
freight traffic, passengers, 
excursions and tourism that 
the Midland Railway sought 
to buy up the lucrative 
business, and establish its 
own port at Heysham.  The 
Midland’s boat train traffic 
to Heysham ran from St 
Pancras to Sheffield, Leeds, 
Hellifield and Lancaster, 
with a 6pm start from St 
Pancras, and covered the 
267.7 miles in just 8 
minutes under 6 hours.  
The service was effectively 
non-stop from Leeds to 
Heysham, via the ‘Little’ 
North Western route.  In 
LMS days the Belfast boat 
train ran from Euston to 
Fleetwood and was named 
the “Ulster Express” from 
1927, but was soon 
transferred to Heysham, 
with its more modern port 

facilities.  By the late 1960s, this particular titled train was achieving better times in both up and down directions than 
in pre WW2 days – even allowing for the disruption from electrifying the West Coast Main Line. 

The impressive approaches to Heysham Harbour in later British Railways days.  
Photo courtesy: David Wood 
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The Midland’s new double track branch 
to Heysham harbour, provided 
connections on both the southern and 

northern quays, with goods sheds, fish wharves, travelling cranes, and the passenger station proper.   The original 
passenger station was a wooden building, with an overall roof, but was quite a way from Heysham itself.  This building 

The whole area was of course 
criss-crossed with sidings and 
after the 1923 grouping, as 
goods traffic continued to 
expand, the new operators, the 
LMS had to choose whether to 
adopt Fleetwood or Heysham 
for their Irish Sea traffic, and in 
1928 Heysham was selected.  
Traffic on the former Midland 
line from Heysham through to 
Lancaster and beyond 
continued to grow, along with 
Heysham’s success as a port.  
Even in BR days, in the 1950s, 
freight traffic was heavy, and it 
was really only after the 
Beeching era that some of the 
‘pick up’ type goods traffic 
began to decline. 

As a key location on the 
London Midland Region, 
Heysham starred in the LM 
Region magazine a couple of 
times in the 1950s.  One 

reference includes details of a full day’s work on one of Heysham’s dredgers – the “Laga”, whilst an entry in 1953 
describes Mr John Ayrey being given a ‘Gold Medal for Industrial Bravery’ award on board the “Duke of Rothesay” for 
rescuing two people from drowning in the harbour.  A couple of years later another rescue operation by two 
railwaymen at Euston Road station involved a consignment of ice-cream being shipped from Salford to Belfast.  Some 
3cwt of ‘dry ice’ was provided by the ice-cream company, but there was no way of getting the ice to Heysham from 
Morecambe on a Sunday, so one of the men volunteered to take the ice in his own car, and the shipment of ice-cream 
was duly saved.  

Passenger traffic grew steadily, and with the advent of containerisation, cross-sea shipping grew significantly, but 
equally, it was impacted by the troubles in Northern Ireland, which hit passenger traffic equally badly.  On a positive 
note, cruises were operated from Heysham to Norway, Denmark and Holland in the 1960s, and today, there are 
extensive container handling facilities, ro-ro services, a support base for the Morecambe Bay gas fields, alongside ferry 
services to the Isle of Man and Belfast.  The Midland Railway’s choice of Heysham over 100 years ago is still proving a 
successful choice, now owned by Peel Ports, and in the shadow of the Heysham Nuclear Power Station, and with 
regular nuclear waste trains carrying the material up to Sellafield on the Cumbrian coast for reprocessing. 

 
 
 

  

actually lasted until 1970, when a new brick built structure was provided. 

Taken on Heysham old station’s No.2 platform in BR days, showing the final livery 
applied to the ex-LNWR stock, converted by Metropolitan-Vickers and brought into use 

on the M&H route in 1953. 
Photo courtesy: David Wood 
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Electrification 

Just after the turn of the 19th to 20th 
centuries, the original station at 
Northumberland Street was replaced 
by the impressive Morecambe 
Promenade station, and a curve linking 
the LNWR line to Morecambe via Bare 
Lane was completed.  This longer route 
from Lancaster Castle provided the 
LNWR with access to its own station 
at Euston Road – only a very short 
branch from the Midland’s line.  Yet 
another connecting curve was made 
from the LNWR’s Bare Lane route to 
the main line at Hest Bank, which 
enabled trains from the north to access 
Morecambe directly, these changes 
collectively known as forming the 
‘Torrisholme Triangle’.   

By far the most far-reaching change was the announcement in 
1906 that electrification of the line from Lancaster Castle, to 
Green Ayre, and on to Morecambe Promenade.  At that time 
Richard Deeley was the Midland Railway’s Locomotive 
Superintendent, and this work would have been seen as we today 
look at the use of ‘new technology’ in industry.  This work built 
on the successful use of electricity at the recently opened 
Heysham Harbour, where the Midland’s own power station was 
supplying power to dockside cranes and other equipment. 

The railway was electrified at 6.6kV at 25Hz, from Heysham to 
Green Ayre stations, with the overhead conductors and contact 
system carried on decorative supports at Promenade, Green 
Ayre and Castle stations, with portal structures elsewhere, and 
on the remainder of the line, simple wooden poles were used.  
Back in the early years of the 20th century, electric tramways 
were springing up all over Britain, many of which were supplied 
with systems and technology from the likes of Dick, Kerr in 
Preston, Siemens, and British Westinghouse in Manchester.  
Electric traction was not entirely new, but its application in this 
way by the Midland to this corner of its empire was among the 
most innovative. 

Perhaps the most important project that took place on British 
Railways in the 1950s, was the decision to trial the increasingly 
popular 25 kV, 50 Hz system.  The trials involved contact system 
design with different styles of pantograph, power conversion 
equipment and traction drives.  The use of dc traction motors of 
course required the provision of on-board converters, which 

included both semi-conductor based, and mercury arc rectifiers.  BR also took the opportunity to trial different types 
of support mast on the section of the line between Ovangle Bridge and Carlisle Bridge – carrying the former LNWR 
route over both the Lancaster-Morecambe line and the River Lune.   

This successful experiment over 60 years ago set the standard for all future electrification schemes in the UK, and yet 
the Lancaster Green Ayre to Morecambe line only lasted another 10 years before it was closed.  Some of the original 
support masts can still be seen on what is today a cycleway and footpath over much of the original rail line. 

  

One of the Midland Railway’s 3-car sets at Lancaster Green Ayre.   
Photo Courtesy: Mandy Sharpe 

Official publicity shot of the 25kV AC electrification 
on the Green Ayre to Morecambe line.  These trials 
paved the way for the large scale electrification of 

BR from the 1960s to 1990s. 
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Traffic 

Throughout its life, the ‘Little’ North Western arm of the Midland Railway, and well into BR days, passenger traffic 
was typically the holidaymakers from the east, and Yorkshire in particular, which together with day trippers and local 
traffic from North Lancashire was certainly popular.  To a degree it was also quite cost effective.  For example the 
new station at Scale Hall, which opened in June 1957, was expected to pay for itself in 7 years, but it achieved its 
target in half of that time, only 3 ½ years – even before the ‘Beeching Report’ was published. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

It wasn’t just holidaymakers though, as businessmen from Leeds and Bradford were provided with a ‘Residential 
Express’ by the Midland to transport the wealthy wool merchants and manufacturers from Yorkshire to their homes 
at Poulton, and for a time, the service even included a ‘Club Car’.   

This pattern remained largely unchanged throughout the next 16 years, and before the 1923 grouping services 
included the following: 

  

 

Scale Hall, the 
newest station on 
the line, here seen 
(upper) with typical 
1950s style 
buildings. 

Photo Courtesy: Ray 
Langford 

 

 

 

 

The lower image 
shows a typical 
working in later BR 
days – with a 1953 
3-car set entering 
Scale Hall station, 
complete with ½ 
height yellow 
warning panels.   

Photo Courtesy: 
Edwin Williams 
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1922 Local Trains on Midland metals 

Weekdays    

Direction Number Times  

UP (Morecambe to Lancaster 
Green Ayre) 

30 06:10 to 22:40 Of these, 14 started from 
Heysham. 

Lancaster Green Ayre to 
Lancaster Castle 

6  3rd class only 

DOWN (Lancaster Green Ayre to 
Morecambe) 

36 06:50 to 23:18 Of these, 15 worked on to 
Heysham 

Lancaster Castle to Lancaster 
Green Ayre  

6  3rd class only 

1922 services over ‘Little’ North Western 

Weekdays   

Direction Number  

UP (Lancaster Green 
Ayre to Skipton/Leeds) 

13 All of these started from Heysham.  The Isle of Man boat 
train was the last but one weekday service, and the return 
boat train from the Belfast service started on the Sunday. 

DOWN (Skipton/Leeds 
to Lancaster Green 
Ayre) 

13 11 of these travelled on to Morecambe and Heysham, 
including 2 boat trains (1 for the Isle of Man, another for 
Belfast). 

1922 services over LNWR 

Weekdays   

Direction Number Times 

UP (Morecambe Euston 
Road to Lancaster Castle) 

18 Via Bare Lane.  1 train (22:30) terminated at Bare 
Lane. 

DOWN (Lancaster Castle to 
Morecambe Euston Road) 

19 Via Bare Lane.  2 of these services started from Bare 
Lane each day. 

 

Just 23 years after the Green Ayre to Morecambe & Heysham route was electrified, 14 trains daily were operated to 
Morecambe Promenade from Lancaster Castle, and 12 in the reverse direction.  Services to Euston Road station 
included 15 daily, via Bare Lane, and 13 back to Lancaster Castle. 
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1941 Local Services  

 Weekdays Sundays  

Direction Number Number  

UP (Morecambe Euston 
Road to Lancaster 
Castle) 

13 6 
Via Bare Lane.  1 train starts from 
Bare Lane each weekday. 

DOWN (Lancaster 
Castle to Morecambe 
Euston Road) 

15 5 Via Bare Lane.  1 train starts from 
Bare Lane each weekday. 

UP (Morecambe 
Promenade to Lancaster 
Castle) 

25 9 Of these, 9 services terminated at 
Green Ayre 

DOWN (Lancaster 
Castle to Morecambe 
Promenade) 

26 9 

11 of these trains started from 
Green Ayre 

Only 3 of the Sunday services 
started from Lancaster Castle, the 
remainder from Green Ayre 

Over ‘Little’ North Western 

UP (Morecambe to 
Leeds) 9 3  

DOWN (Leeds to 
Morecambe) 8 3  

 

On the Skipton to Morecambe and Heysham route, of the 8 daily services, the last arrival of the day was the boat 
train from Leeds, for the Belfast service.  In the reverse direction, the boat train left Heysham at 08:05 on the Sunday 
morning.  The BR services were no less intensive, and after all of this, it was necessary to include the equally intensive 
goods traffic, be it local freight, or traffic from the harbour for onward distribution across the country. 

1961 Local Services on BR (LMR)  

 Weekdays  

DOWN (Lancaster 
Castle to Morecambe 
Euston Road) 

17 Via Bare Lane.   

DOWN (Lancaster 
Castle to Morecambe 
Promenade) 

35 On the electrified line this was effectively a ½ hourly service 
on a weekday, between 08:25 and 23:26 
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There were a number of named express services that provided 
links with the ports of Holyhead, Liverpool, Heysham and 
Stranraer for the cross Irish Sea ferry services. Of these, the 
“Ulster Express” was originally launched as the Belfast Boat 
Train service by the Midland Railway, from St Pancras to Leeds, 
Lancaster, and on via the “Little North Western” to Heysham. 
Before 1923 the LNWR operated a competing boat train 
service from Euston to Fleetwood, but following the 
amalgamations, the LMS moved its service to the more modern 
port facilities at Heysham, and from 1927 onwards it became 
the “Ulster Express”. 

After nationalisation, passenger numbers remained largely 
unchanged, and Morecambe remained a popular holiday resort, 
but like most UK resorts was dramatically affected by the 
growth of foreign holidays, and cheaper flights to destinations 
with guaranteed sunshine.  That said, ticket receipts as 
described in the Beeching analysis, ranged from £5,000 to more 
than £25,000 annually for each of the stations between 
Lancaster Castle, Green Ayre, Morecambe and Heysham.  

Naturally, both Green Ayre and Castle stations showed 
the most receipts.    

The final “Ulster Express” ran in 1975, and whilst there 
remain services to and from both Morecambe and 
Heysham, they do not carry the same prestige or 
passenger numbers as they did in BR days and earlier. 

 

In terms of pure passenger numbers, in 1962/63 
Beeching records these as 50,000 per week on the 
Lancaster to Morecambe line, but only around 5,000 a 
week on the ‘Little’ North Western route, along with 
the line from Wennington to Carnforth. 

Density of freight on the other 
hand was an interesting picture, 
with 50,000 tons a week for the 
Heysham, Lancaster to Skipton and 
Leeds – at least it was justification 
for the original reasons for the 
building of the ‘Little’ North 
Western line, with access to the 
port of Heysham.  Tonnage by 
station on these routes was much 
more varied, and perhaps as 
expected, places like Halton, 
Wennington, etc. delivered 
between zero and 5,000 tons.   

Again though, Lancaster, 
Morecambe and Heysham 
generated between 5,000 and 25,000 tons a week.  Heysham was listed on Map No. 11 of the Beeching Report as one 
of the terminals for the ‘Liner Train Routes’ being considered by BR at that time, and so perhaps its future was 
assured even during that dramatic period.  In fact daily liner train services were operated between London, 
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Birmingham and Heysham in 1968, as the national freight strategy was set to be expanded with a £12 million 
investment in new terminals and routes. 

In a publication produced by British Railways in 1967, when Barbara Castle was Transport Minister, Heysham was 
identified as an important line to be included in the “British Railways Network for Development”.   What this 
document did show of course was the loss of the Green Ayre to Morecambe electrified line, together with the 
Wennington to Lancaster section of the ‘Little’ North Western.   

By 1972 though, Morecambe’s two stations had been reduced to one with the closure and later demolition of Euston 
Road station, with all traffic ending at Promenade Station, then directly opposite the landmark ‘Midland Hotel’.  
Subsequently, Promenade was closed, and the area redeveloped into a retail park, although thankfully the old station 
buildings were retained, and converted into an events centre – “The Platform”.   

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

  

The old LNWR side at Morecambe Euston Road, with a typical service, using a Derby 
‘Lightweight” dmu.  On the extreme right appears to be at least a pair of BR Mk 1 coaches in 

the “blood & custard” colour scheme of the 1950s.   
Photo Courtesy; Mandy Sharpe 
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Beeching & Closure 

In the infamous “Beeching Report” 13 stations were scheduled for closure, and the Lancaster Castle, Green Ayre, 
Morecambe and Heysham service was to be stopped, and the route closed completely.  Green Ayre was perhaps the 
largest casualty, along with the electrified line, and Morecambe’s Euston Road station.  The latter was in a derelict 
state for many years after the line closed, until the site was cleared and redeveloped. 

The Leeds to Heysham services were consigned 
to the longer route via Carnforth, and the 
original LNWR curve off the main line, with 
local services between Lancaster and 
Morecambe using DMUs.  There is little doubt 
that the decision to withdraw and modify the 
Leeds to Morecambe services contributed 
greatly to the once famous seaside town’s 
decline, although the freight services to 
Heysham continued, the economic prosperity of 
the area suffered badly. 

On the 3rd January 1966 the passenger traffic 
ceased on the line, four months later the 
locomotive and goods depots closed, including 
boat trains to/from Manchester, Birmingham and 
London and " The Ulster Express”.  In May 1966 
the locomotive and goods depots closed, and 
with the withdrawal of all traffic on the 
remnants of the eastbound track from Green 
Ayre in 1976, the station and remaining yards 
were demolished. 

Since the lines have closed their locations 
have been swallowed up by new roads, 
supermarkets, farmland and new housing 
estates, and the area around Green Ayre 
station has been landscaped.  The 
Greyhound Bridge was requisitioned to 
provide a new road access to 
Morecambe, avoiding Skerton Bridge, 
and the original rail bridge decking fitted 
with a concrete road deck. 

Ironically, because of the problems with 
the structure of the road on top of the 
more than 125 years old railway 
structure, it was relaid in 2018. 

Today all traffic between Lancaster and 
Morecambe is diesel hauled, with the 
older generations of DMUs providing the 
21 daily services in the down direction, 
and 26 in the up direction, although only 
a single train each weekday serves 
Heysham.  There are still services from 
Leeds to Morecambe, but over the old 

Furness & Midland Joint line to Carnforth, and down to Morecambe over the old Lancaster & Carlisle route – but just 
4 trains a day in each direction. 

 

  

This view shows Euston Road 10 years after closure, when the decay had 
really set in – all gone now. 
Photo courtesy: Peter Blunn 

Morecambe Promenade station buildings still exist in 2018, but is in use as an 
events centre, and opposite the renovated Midland Hotel, is a focus of activities 

during the seaside town’s annual festival. 
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Gone But Not Forgotten 

Any excuse for a steam era photo.  The following images outline some of the regular locomotives seen arriving or 
departing from Morecambe and Heysham: 
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Morecambe Promenade Station – with BR Britannia 70051 "Firth of Forth" awaiting 
departure, during the last days of steam.   

Photo courtesy: Edwin Williams 
 

One of Morecambe’s regular visitors in the 1950s and 1960s were the Stanier 
“Princess Coronation” pacifics.  This image shows “City of Salford” waiting 

departure from Euston with the boat train for Belfast – “The Ulster Express”. 
Photo courtesy; David Wood 
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