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From the Editor

I report on the day spent in London collecting the Award certificate for our 
newsletter and whilst nervous about maybe having to say a few words when 
presented with it, I needn’t have worried as I didn’t have to – phew....

Last December the longest rail tunnel running between Zurich to Lugano, aptly 
named the ‘Gotthard Base’ tunnel was opened.  This tunnel runs deep under the 
mountains and has pushed our own Eurotunnel into third place in length.  More 
can be found on page 18.

In April we said goodbye to our membership of  NALH as this Association was 
wound up due to the inability to attract new blood to the committee.  The AGM 
was well attended by those who had supported the Association for its 22 year run 
and whilst this organisation ‘hits the dust’ membership was transferred across to 
the Northamptonshire Heritage Forum, so we will see how this pans out. 

As another company closes its doors, Oliver Adams this time – story on page 22, 
the news came that yet another industry has closed its doors news of  which can 
also be found on page 22.

The summer’s programme began extremely well at blacksmiths George James 
& Sons at Broughton where we spent a good few hours learning and watching 
the making of  decorative work from a piece of  iron.  With this excellent start we 
have since been on two walks, a tour round a former sawmill, bell foundry and 
some of  us have spent the day at the bi-annual EMIAC conference.  All these 
reports will be in forthcoming issues as space in this issue has ‘run out’.

Once again I thank everyone who has contributed to our excellent award winning 
newsletter and especially those who write up the reports on the talks and visits/
walks.

Just to remind you NIAG hosts the next EMIAC in October, the date being 
Saturday 14th October.  The flyer and booking form is enclosed with this 
mailshot and we look forward to welcoming many of  you to the day.

JW - Editor.

--ooOOoo--

BALH Newsletter of the Year Award

NIAG are members of  the British Association for Local History (BALH) and send them 
a copy of  our Newsletter each quarter as a courtesy. 

Setting off  at the crack of  dawn for London we caught the 8.06 train into 
Euston.  For once the train was not packed, at least not until Watford, and it 
was a reasonable journey.  London was warm, scudding clouds above us and 
thankfully no rain in sight.  We stopped off  for a coffee at Kings Cross before 
getting on the Piccadilly Line to Holloway Road, two stops up the line.  Down 
three flights of  long escalators and along quite lengthy corridors before the 
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platform and a short wait for the tube.  At Holloway Road the only way up 
was either by 62 steps or a lift.  The lift won.  Holloway Road is a grade II time 
capsule with green tiles and art deco design, spoiling it all was the modern ticket 
machines and those frightful ticket barriers.  That Kings Cross fire back in the 
1980s has a lot to answer for.

A five minute walk up Holloway Road and 
we came to the Resource Centre where 
the British Association for Local History 
(BALH) annual History Day, including 
the Awards, was to take place.  We met 
up with Peter and David, had another 
coffee and settled down for the morning’s 
session of  two excellent talks around the 
theme of  housing and local history, the 
AGM, lunch and then the Awards.

Alan Crosby, Editor of  the History News 
Magazine for BALH read the following 

citation for the Newsletter of  the Year Award, which I thought you would like 
to read.

As the Society admits on its website, Northamptonshire is not particularly well 
known for its industrial past compared to some other midland counties.  However, 
NIAG does a lot to celebrate and promote what is there, particularly the quarrying 
of  iron ore and a significant boot and shoe manufacturing industry, both of  which 
have been explored in two recent books published by the society.  Northamptonshire 
was also strategically positioned on several road, rail and canal networks, which 
often feature in the Society’s winter lecture programme and on their summer walks 
and site visits.

Very full, detailed reports of  these talks and excursions are a prominent feature of  
the quarterly newsletter, which is illustrated throughout with photographs (many 
taken by the editor and her husband).  There are also short articles based on original 
research by the membership, items of  interest and dates for the diary.  But the most 
impressive feature of  this newsletter is the range of  news it contains.  The NIAG 
membership are kept very well informed of  developments to industrial heritage sites, 
not only within Northamptonshire, but also elsewhere in the East Midlands and even 
beyond.  This coverage requires a lot of  organisational effort, an active network of  
contacts, and time spent trawling other society newsletters, newspapers and websites.

This newsletter thus does an excellent job of  doing exactly what a society newsletter 
should do in terms of  communicating with its members, and also encourages a wider 
appreciation of  industrial heritage as a subject by not being confined by geography.  
Many congratulations to the Society, its committee members, and particularly the 
editor, Jane Waterfield, for producing such a well-rounded newsletter to a consistently 
high standard.

The certificate, rolled and tied with a red ribbon, was presented and I sat there 
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for the rest of  the Award ceremony with the kind of  feeling that left a rosy glow.  
Peter, one side, Terry the other sat there with great beaming smiles on their faces.  
I couldn’t see David, but he was there somewhere.

Terry and I left shortly after and went back to Kings Cross for a cup of  tea and 
a pastry and watched the world go by on the station concourse, before the walk 
back to Euston to wait on that concourse for our train to be announced on the 
big display panels.  Oh for the days when the trains had their regular platforms 
and we didn’t have to wait for the platform to be announced.  Ironically we met 
up with Peter at Euston and travelled home together.

The certificate has now been put in a frame and will be on display at the Winter 
lectures.  Northamptonshire, or more importantly, NIAG is ‘in the frame’.

Jane W.

----oooOooo----

EMIAC at LINCOLN - 12th November 2016
‘Ploughshares into Swords’ 

It was an extremely early start for the members who went across to Lincoln on 
a dark, damp and frankly awful morning.  Thankfully being Saturday the traffic 
was reasonable and we completed the journey in a record time.  We arrived at the 
same time as a few others from NIAG and they assisted us in getting the stand 
and related boxes into the hall and had unwittingly chosen a good site for the 
NIAG stand with two good tables on which to lay everything out.  Throwing off  
my coat I set too to laying everything out, but before I had finished putting out 
the books for sale I had already sold three, another was being held until money 
had been found and I still hadn’t been to the loo!  There were somewhere in the 
region of  100 delegates to this conference and we settled down to an interesting 
and informative day, well planned with breaks on a regular basis.

The morning’s session introduced us to Lincoln’s industry and how the tank 
came into being.  After a good buffet lunch we settled down to the final couple 
of  talks and films.  Thankfully the drive home was a tad better than the outgoing 
one.  So on to the reports of  the day’s talks.

Lincoln’s Industries leading up to 1914
For his first presentation Peter Robinson gave an overview of  how Lincoln’s 
industry developed to meet the need of  wartime Britain.  In the early days 
manufacturing industries were located along both banks of  the River Witham.  
With the arrival of  the railways some of  the smaller businesses were put out of  
work with others diversifying into new work such as agricultural engines and 
machinery.

In the 1842 Nathaniel Clayton ran a boat building business; Joseph Shuttleworth 
became a partner and the business built up a thriving foundry and engineering 
business.  By the turn of  the century the Titanic Works had been built to 
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accommodate the growing business.  With the advent of  [the Great] war the 
Abbey Works was built on the other side of  the river to meet the need for ever 
more space for aircraft production.

Joseph Ruston bought a third share of  Burton & Proctor, millwrights and 
implement makers, in 1857.  The following year Burton sold his shares to Ruston 
when the name was changed to Ruston Proctor & Co.  By the turn of  the century 
the company employed over 2,000 people producing steam engines and shovels.  
During the war they turned their attention to aero engines, producing over 3,000 
in the Boultham area; aircraft were also built under licence from Sopwith.  Over 
3,000 people were employed on aircraft production.  The company also produced 
gun barrels, flamer-throwers using either oil or gas and hydrogen equipment for 
filling airships.

Founded in 1854 as an engineering concern, Robey & Co Ltd, based in the 
Globe Engineering Works, built aircraft under licence from Sopwith and Short.

William Foster began his career as a flour miller but in 1856 converted his 
premises into a foundry and engineering shop – the Wellington Foundry – and 
began producing grinding mills.  The company went on to become well known 
for its threshing machines and traction engines.  During the war under William 
Tritton’s direction, the company was responsible for designing and developing 
the tank.

For his second presentation Peter spoke about Lincoln’s Industries in the Great 
War and told us that at the beginning of  the 20th century William Foster & Co 
Ltd were experimenting with a Pedrail system on their traction engines.  But 
nothing came of  it.

Whilst Richard Hornsby & Co were renown steam-engine manufacturers, 
their attention was turning to oil engines and in 1896 produced the first ‘cold’ 
compression-ignition engine.  In 1903 Hornsby won the £1,000 prize offered by 
the War Office for the development of  a tractor capable of  pulling 25 tons for 40 
miles without stopping.

Chief  Designer David Roberts patented a chain-track system and in 1905 fitted 
it to a tractor.  Light weight versions were fitted to a Rochet-Schneider and a 
Mercedes car.  Despite numerous successful demonstrations of  both tractors and 
cars, there was little interest in tracked vehicles from both the public and the 
military, which by now had coined the term ‘caterpillar’.

Roberts sold his patents to the American Holt Manufacturing Company in 1911.  
A year later the Army ordered over 400 of  Holt’s caterpillar-tracked vehicles 
made under licence by Ruston of  Lincoln.

The Great War Tank Development was the topic of  Richard Pullen’s first talk.
Graphic images illustrated the need for a tracked vehicle in a theatre of  war.  
The war had become bogged down with trenches stretching from the English 
Channel to the Alps and the ground a water-logged quagmire from continual 
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heavy shelling.  The enemy had an estimated 200 times more machine guns than 
the allies and the barbed-wire entanglements between the lines could be several 
feet high.

Major Walter Wilson and William Tritton, MD of  William Foster & Co, have 
been officially credited with the creation of  the first tank.  A freelance engineer 
of  some note before the war, Wilson was seconded from the Army to Fosters to 
develop designs for a trench-crossing machine.  Following successful trials of  
their Daimler petrol-engine-powered tractor, Fosters adapted it to carry its own 
‘bridges’ for crossing trenches.  However it was quickly realised that a tracked 
vehicle was required.

Before the war Fosters had built the tracked Yukon and the half-track Centipede 
tractors.  Neither Wilson, who had been supervising trials of  a Bullock tracked 
vehicle, nor Tritton were keen to use the American track system; their fears 
borne out by trials of  the Number 1 Lincoln Machine.

Tritton designed a new simpler track system, which was tested on Little Willie, 
a modified Number 1 machine.  Whilst successful in trials, it was not able to 
cross the wider trenches being dug by the Germans.  Based on Tritton’s new 
track and Wilson’s concept that the tracks should travel around the hull of  the 
vehicle rather than be located beneath the hull, the now familiar rhomboid shape 
of  the tank was created.  This design used the engine and gearbox from the 
Daimler-Foster tractor.  Since it was mounted centrally in the hull, a turret was 
impracticable.  Sponsons extending out from the sides housed the armament - 
either 6lb naval guns or Vickers machine guns.  Known as The Wilson Machine or 
Big Willie, the prototype was completed in 36 days.  Later known as Mother this 
first tank was soon in production.  Because of  limited capacity, production was 
shared with other manufacturing facilities.

Whilst the first operational use of  the tank in September 1915 might not have 
been the desired success, it did demonstrate its potential capabilities by achieving 
in a day what might have taken the infantry four months.  The military had to 
learn how to use them.  Meanwhile Fosters continued to develop the design with 
the Mk IV being the first truly battle-ready tank delivered to the army in 1917.  
The Wilson-Tritton designs could not have been realised without the work of  
Foster’s draughtsman William Rigby.

Aircraft made in Lincoln was the topic of  Charles Parker and he told us that 
with the onset of  war large engineering companies faced two problems: their 
labour force was depleted as men joined up and their international markets were 
no longer available.  With the defeat at Loos in 1915 attributed to a shortage of  
ammunition, the Ministry of  Munitions was created to oversee production of  all 
armaments.  To accept ‘war work’ factories had to agree to becoming a controlled 
establishment whereby only government approved materials could be used and all 
work completed under the supervision of  government inspectors.
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Three factories turned their hand to the production of  aircraft.  Ruston Proctor 
& Co started building BE2c aircraft before moving on to Sopwith’s 1½ Strutter 
at the end of  the year.  From 1917 the Camel, the premier fighter of  its day, was 
coming off  the production line.  In the latter stages of  the war this was phased 
out in favour of  the Snipe.  In addition to 200 BE2s and 250 1½ Strutters, 1600 
Camels were produced at their Boultham Works.  Aircraft were test flown from 
West Common.

Ruston Proctor & Co was the largest producer of  aero engines during the 
war.  More than 3,000 were built and tested at their Spike Island Works.  The 
Anchor Street Works undertook aircraft-related woodworking.  By 1915 Robey 
& Co were already working with Sopwith to produce their ‘Gunbus’, a pusher 
biplane with the engine at the rear, at their Globe Works.  The company also 
had aspirations to design and build their own planes.  The first, a scout plane, 
was never tested due to non-delivery of  the engine.  Their Robey Peters Fighting 
Machine was designed for maritime patrols.  Two gunners were to sit in separate 
nacelles in the wings: a Lewis gun in the port nacelle and a recoilless Davis 
gun in the starboard.  Although test flown from Bracebridge Heath with mixed 
results, it never went into production and Mr Peters left the company.

More than 200 Short 184 seaplanes were produced under licence from Short.  
At peak production one plane a day was produced.  During the early days of  
the war Clayton & Shuttleworth manufactured airship components.  In 1916 
they received orders for the Sopwith Triplane to be followed a year later by the 
Camel.  The company is perhaps best known for producing the Handley Page 
O/400 bomber designed to carry the 1650lb bomb, the heaviest used during 
the war.  These planes were so large they had to be flown from the factory’s 
‘Handley Page’ field.  An order for the Vickers Vimy bomber was cancelled after 
the armistice when only three machines had been completed.

A talk by Neil Wright on the Women Munitions Workers followed and he told 
us that with factories turning to aircraft production women with sewing skills 
were required to sew the canvas panels covering the fuselage and wings.  As 
the men left their factories to join up, women were required in ever increasing 
numbers to replace them.  However the unions demanded that they should only 
undertake unskilled work; whilst they were allowed to operate lathes and other 
machinery they were not to be employed in setting-up the machines.  Whilst 
many contemporary photographs show women working in the relatively clean 
environment of  machine shops or assembly areas, some women found their way 
into the ‘dirty’ areas of  the casting shops.  Neil showed a number of  images in 
which the women felt proud to be an important part of  the war effort.

The Tank Memorial in Lincoln was the final presentation given by Richard 
Pullen and he described the creation of  a memorial to the people who designed 
and made the tank.  Located on the Tritton Road roundabout, which is close to 
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the site of  Foster’s factory where the first tank came off  the production line in 
1916, the memorial is a 2D 1½ times size model of  a Mark 1 tank.  Fabricated 
from COR-TEN steel it shows male and female figures standing around the 
tank dressed in their work wear with spanners and paintbrushes in their hands.  
Alongside are figures of  Tritton, Rigby and Wilson who were the designers, 
developers and manufacturers of  the tank.

To round off  the day delegates were shown three films, the first of  which was 
archive footage of  the trials of  the Hornsby chain-tracked tractors and cars.   
This was followed by a film about the Gas turbine where manufacturer Siemens 
can trace its Lincoln heritage back to the early years of  agricultural implements 
manufacturer Burton and Proctor.  Devils Porridge was the title of  the last film.  
Again using archive footage it showed the construction of  the factory built in 
1915 to produce Cordite, the manufacturing operations and the development of  
Gretna and Eastriggs.  By 1917 the factory was producing 1,100 tons of  cordite 
per week.

Terry Waterfield for the reports Jane W for the introduction.
______________

WINTEr TALkS OF 2016/17

Textile Manufacturing in 18th century Northampton or Chuck out the Chintz! 
- 14th October 2016

Do you know your serge from your tammy or shalloon; what about moreen, 
harrateen or cantiloon?  These were some of  the textiles produced in 
Northamptonshire during the seventeenth century.  At the beginning of  the 
century cotton [fabric] was a rarity, though much sought after by the followers 
of  fashion thanks to trade with the East.  

At that time England was exporting worsted fabrics to India; to make the round 
trip more profitable ship owners brought back spices from South-East Asia.  
Chintz, an Indian word for printed cotton fabric, started to appear, most likely 
brought back by the ship owners/masters for their own family and friends.  With 
a growing demand for this new light-weight washable material, there was outcry 
from the woollen and worsted trades about [potential] loss of  business.  The 
Calico Acts banned the import of  cotton textiles and their sale to encourage the 
domestic woollen industry.

Short staple fibres, typically from Ryeland sheep, were carded before being spun 
on the great wheel for the production of  woollen cloth.  Leicester Longwool 
sheep, as the name implies, produced long staple fibres suitable for combing 
which were then spun on the little or jersey wheel to produce stuff or stocking textile, 
which had a coarser weave compared with the woollen cloth.

Developments in the woollen textile industry were boosted by an influx of  
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protestant refugees from the Low Countries as a result of  the religious turmoil in 
Europe.  First invited by Norwich’s authorities, these ‘Strangers’ as they became 
known, accounted for a third of  the city’s population.  They brought with them 
their more advanced techniques for the production of  woollen fabrics.

Research by Wendy Raybould using militia lists as well as wills and inventories 
has shown a strong correlation linking the textile industry in Northamptonshire 
to the unenclosed parishes particularly in the north-west of  the county bordering 
Leicestershire.  

It would appear that much of  the weaving activities took place in the Kettering 
area with wool combing centred on Long Buckby, though of  course there 
was overlap.  For example in the inventory of  woolcomber John Sumpter of  
Oxendon of  1739 are listed four looms in the weaving shop as well as combs 
in the comb shop.  Arthur Bland’s inventory of  1790 styled him as weaver of  
Long Buckby having three looms in his workshop.  The 1716 inventory of  John 
Thurlby, a sergemaker of  Weldon, suggests that he was involved in combing as 
well as weaving.  As today there were specialists trades; for example the 1716 
inventory of  Edward Waterfield [no relation!], a hot presser of  Kettering, lists 
‘necessary papers charcoal and other matter in his Press Shoppe’.

Serge was the first of  the new draperies to appear having a soft woollen weft; 
shalloon was a fine general purpose fabric having a glazed finish; moreen was a 
heavy fabric with an embossed finish used for curtains and furnishings; harrateen 
was hot pressed and calendered using hot rollers to give a damask-like finish.  
Tammy was a plain woven fabric often glazed for linings and curtains; cantaloon 
was a type a worsted fabric possibly comprising multiple colours.

Following the repeal of  the Calico Acts in 1774 cotton imports started to 
increase again to the detriment of  the woollen textile industry.  By the end of  the 
century the industry had all but disappeared from the county.  Read of  Kilsby 
was described as a moreen manufacturer, yet in his will of  1801 he “hangs his bed 
with cotton”. 

Wendy is to be thanked for her very interesting and engaging illustrated 
presentation on Northamptonshire’s little-known textile industry.  An excellent 
evening.

Terry Waterfield

----oooOooo----

Foxton Locks and the Inclined Plane - 11th November 2016

Mary Matts gave an excellent illustrated presentation on the history of  the canal 
at Foxton, which is just over the county border in Leicestershire.  She has lived 
and worked at Foxton since falling in love with the canal there when she first 
visited it back in 1966.  Foxton is located at the base of  the scarp which takes 
the Leicester line of  the Grand Union Canal from the valley of  the River Soar 



9

in Leicestershire in a southerly direction onto the Northamptonshire uplands.  It 
is this scarp that resulted in Foxton becoming one of  the more important places 
on England’s canal network. 

By the early 1790s, the River Soar was made navigable from the River Trent 
down to Loughborough and Leicester.  In 1793, there was a plan by the Leicester 
and Northamptonshire Union Canal to join the Soar at Leicester to the canal 
which was then being built from London to Braunston by the Grand Junction 
Canal Co (GJCCo).  This would enable coal from the North Midland coalfields 
to reach London.  Unfortunately, the company ran out of  money by the time 
the canal reached Debdale in 1797 (a mile short of  Foxton) but they eventually 
reached Foxton and Market Harborough in 1809.

A new company – the Grand Union (later known as the Old Grand Union) – 
was formed to complete the link between the canal at Foxton and the Grand 
Junction Canal. Initially it was proposed to tunnel through the hill at Foxton and 
progress down through Oxendon and Kelmarsh to Northampton (along the line 
of  the later Market Harborough to Northampton railway).  However instead, a 
series of  locks was built at Foxton to get the canal onto the Northamptonshire 
uplands and another series created at Watford to descend to the Grand Junction 
Canal at Norton near Daventry.  At Foxton, there is a series of  ten riser locks – 
not strictly a staircase, as the water is passed into a side pond between each lock 
rather than directly into the next lock – which were opened in 1814, allowing the 
canal to rise a total of  75 feet 2 inches. (photo below)

A number of  buildings were constructed around the locks at Foxton.  There were 
lock-keeper’s cottages at the top and bottom of  the flight which, although they 
followed a standard pattern, were not identical.  Adjacent to each of  these were 
stables for the horses that worked the canal, as well as a pig sty.  Close to the 

bottom lock was a range of  buildings, on the 
site of  what is now the pub.  Originally, there 
was a single-storey house or farm building 
here which pre-dated the canal, alongside 
what was the Foxton to Gumley road, now 
just a footpath.  When the canal was built, 
the road had to be raised to gain enough 
height for it to pass over the canal on a bridge, 
which incidentally was unusual in crossing 
the canal over the bottom lock chamber.  This 
building was given an extra storey so that a 
door in the upper floor could give access to 
the new road level and the building was used 
as a toll house for canal traffic.  In 1894 the 
canal through Foxton was taken over by the 
GJCCo, who extended the building and used 
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it as offices, incorporating a Directors’ Dining Room complete with wooden 
panelling.  Some of  the internal walls were reed and plaster and it used to be 
possible to see the structure of  the wall through a hole in the later wall finish.  In 
recent years these buildings have been much extended and changed to form what 
is now the Foxton Locks Inn.

At the start of  the 20th century, the flight of  locks at Foxton was creating a 
bottleneck on the canal and so the GJCCo decided to build a boat lift to speed 
up the transit of  goods.  This consisted of  an inclined plane with a 1 in 4 slope 
covered in concrete and  inset with rails to carry two counterbalanced, water-
filled iron caissons which moved up and down the slope.  Each caisson carried 
two 7-foot wide boats (or one 14-foot wide boat).  Gates at the end of  each 
caisson could be opened to allow boats to enter and leave the caisson at the 
top or bottom of  the slope and be sealed to prevent water escaping as it moved 
up or down the slope.  The force required to overcome friction and move the 
counterbalanced caissons was applied with the aid of  a steam engine winding a 
drum, wound with a cable connected to each caisson.  The inclined plane opened 
in 1900 but was never a major success.  In any case it did not solve the problem 
of  congestion at the Watford locks end of  the Northamptonshire uplands!  The 
inclined plane closed in 1910, being mothballed in case of  a change of  heart, but 
by 1928 it was dismantled and the iron sold for scrap, realising £220.

In the late 1920s there were plans to widen the locks to take 14-foot wide boats 
but this never materialised.  Over the next 20 years or so, canal traffic deteriorated 
and by the 1950s, the canal at Foxton was derelict. In the 1960s there were moves 
to use the canal network for leisure craft and in 1966 Tony Matts took over the 
bottom lock cottage and workshops, starting up Foxton Boat Services.  The old 
toll house became a small shop and the Grand Junction office a tea room.  Over 
the past 50 years, things have looked up as leisure traffic has built up and today 
the locks are busy and a popular tourist attraction.  In the past few years, there 
have been plans to reconstruct the incline plan although so far these have been 
thwarted by financial difficulties.  However, the site of  the inclined plane has 
been cleared, and the approach canals are once again in water.  The boiler house 
has been rebuilt and now operates as a museum.  Since 2003 some £3 million 
pounds of  lottery funding has seen new and refurbished bridges over the canal, 
extensions to buildings to provide better facilities at the bottom of  the locks and 
a new car park and access road.  With the facilities now at the base of  the flight 
of  locks, the canal at Foxton has become a hub for the leisure industry.

This report is not able to do justice to the detail of  Mary’s talk and the illustrations 
which highlighted the physical changes and the social history of  the Foxton 
canal environment.  It is some 12 years since NIAG visited Foxton locks and 
thus we hope to do this again as part of  our 2017 summer programme.

Peter Perkins
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A Trip down Memory Lane - 2nd December 2016

Pete Acres treated us to a truly heritage evening, with three films of  long since 
NIAG visits.  Familiar faces were espied - Richard O’Rouke & Oliver Ransom, 
as well as some younger faces that I can only assume to be younger brothers and 
sisters of  some of  our current members.

Pete’s first film took us into Corby tube works in 1997.  Continuous hot rolled 
tube was being ejected from the forming mill to be spectacularly chopped to 
length by a flying circular saw.  Elsewhere, cold formed tube could be seen 
coming through forming rollers to be electrical resistance welded and then 
trimmed of  excess material all in one continuous process.  To ensure this process 
is uninterrupted, strip steel was being fed through a holding area in a large loop.  
As the roll of  strip begins to run out a new section is welded on to continue the 
process without pause.  The whole process was being carried out in a huge shed 
with just a handful of  operators.  We understand that despite Chinese imports 
these processes remain viable with the current owner – TATA Steel.

We were then transported back to the 30s/40s where we found ourselves on 
Oliver and Susan Ransom’s farm.  The actual year was 1998 but Oliver was there 
demonstrating his 1930s reaper binder to the delight of  numerous neighbours 
and NIAG members.  Still on the farming theme we visited a steam rally and 
saw steam threshing and a very early combine harvester.  All this machinery 
seemed so small compared to present day farming equipment with their air-con 
cabs and listening to the Archers on Radio 4.

Finally a visit in 2005 to Cliffe Quarry in Leicestershire to see the extraction 
of  material intended for road stone.  Large dump trucks dwarfed by their 
surroundings endlessly tipping the newly quarried rubble and boulders into the 
crushing plant.  The enormous pressures and stresses that these boulders must 
be imposing onto the shafts and bearings of  these machines must be colossal 
compared to normal industrial machinery.

It was an evening of  pleasant memories and of  members chasing tractors, 
dodging sparks and even flying stones from crushing plants.

Ron Hanson

----oooOooo----

Members Evening – 13th January 2017

There was very good turnout for the annual members evening on what had been 
rather a ghastly day with driving snow and rain – thankfully all gone by the 
time the evening arrived.  There were six presentations; Ron Hanson kicked 
started the evening with his wonderful set of  slides on the making of  a bridge 
in northern Laos.  Jane followed with a small selection of  photos from the 2016 
summer programme, she was followed by Barry Taylor with a short presentation 
about a gas works loco.  Then came Peter with an update on the former Railway 
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Shed in Northampton, a report of  which was given in the Spring Newsletter – 
page 20  This was followed by Ron Whittaker telling us all about the different 
canal lifts and incline planes in this country and finally Terry W spoke about the 
canal system of  locks in Belgium which was his follow up from a talk a couple 
of  years ago.

Building bridges the Laotian way

Ron and Kate began the evening with a trip to the Far East, to show the yearly 
construction of  a temporary bamboo bridge across the Nam Khan River in 
northern Laos.  This was built without mechanical aid, just a boat, string, 
machete and lots of  hands.

The construction of  this bridge takes about 10 days.  The span is approximately 
40 metres and the bridge lasts six months until the rains come and the river levels 
rise.  It provides a more direct local access and cuts down long detours in the 
hot summer.

**************

Uk inclined planes and boat lifts

Ron Whittaker followed up the November 2016 talk on the Foxton Inclined 
Plane with a review of  the main inclined planes and boat lifts on UK canals.  
Today there are no inclined planes working in the UK and only two boat lifts 
which are operating.  One of  the boat lifts at Falkirk was only built in 2002 and 
acts as an important Scottish tourist attraction.

Inclined Planes: The most successful use of  inclined planes was associated with 
the Ironbridge Gorge.  The Shropshire Canal opened in 1791 and linked various 
small canals which allowed coal and iron to be transported to the River Severn.  
There were three inclined planes on the Shropshire Canal at Wrockwardine 
Wood, Windmill Farm and The Hay.  The canal used tub-boats and these were 
transported with their load down the inclined plane.  The Hay inclined plane 
worked for the last time in 1890 and is the only one remaining.  It is located on 
the Blists Hill museum site at Ironbridge, next to a short section of  the canal 
which still remains.  Ron considered that it was disappointing that with all the 
investment in the Ironbridge Gorge site over the years, the Hay inclined plane 
had not been restored to show its workings with tub-boats.  

Photos © Ron Hanson 2016
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One of  the most famous inclined planes was the Trench which linked the 
Shropshire Canal with the Shrewsbury Canal near Oakengates.  The Trench 
inclined plane, built in 1794, raised boats 22.9m over a distance of  204m and 
operated continuously for 127 years.  It was the last surviving plane in the UK 
when it closed in 1921.  It was destroyed by the building of  a new road in the 
1970s.

Boat Lifts: The Anderton Boat Lift at Northwich in Cheshire is the only original 
canal boat lift in operation in the UK.  It links the River Weaver navigation to the 
Trent and Mersey Canal.  As early as 1793 the two waterways built the Anderton 
basin to allow transhipment of  salt as well as coal and pottery from Stoke to the 
Mersey.  This was a major interchange and by 1870 three inclined planes were 
in operation between the two waterways.  The companies agreed on building a 
new link and Edwin Clark was appointed to design and build a boat lift.  In 1875 
the Anderton Boat Lift opened using hydraulic operation but by 1908 the lift 
needed strengthening and was changed to electric  power.  In 1983 the structure 
of  the lift had deteriorated badly and it was closed.  A £7m restoration of  the lift 
took place in 2002 which included changing it back to full hydraulic operation.

The modern Falkirk Wheel links the Scottish Forth and Clyde Canal with the 
Union Canal.  These canals have an interesting history.  The Forth and Clyde 
Canal was started in 1768 but not completed until 1790.  The canal runs from 
the Clyde estuary, across the Scottish Lowlands to the Firth of  Forth.  A spur 
from the canal goes into the centre of  Glasgow.  The Union  Canal to Edinburgh 
was opened in 1822 and linked to the Forth and Clyde Canal by a series of  11 
locks west of  Falkirk.  It took a day to go through the locks and subsidence led to 
the dismantling of  the locks in 1933 and closure of  the canals in 1963.

As part of  the Millennium celebrations, a 
major £85m project was agreed to re-open the 
canals and build the Falkirk Wheel to link the 
two canals again after a 70 year gap. (photo left) 
The Wheel is 35m high and has  two 600 tonne 
gondolas which each hold 500,000 litres of  
water.  It has been a major success, with over 
400,000 visitors per year since it opened in 2002.  
In addition to the Wheel, to the north-east of  
Falkirk near Grangemouth are the ‘Kelpies’.  
These magnificent steel structures by the side 
of  the Forth and Clyde Canal depict two horse’s 
heads and celebrate the horse-drawn boats 
which used to travel along the waterways.

Ron ended the talk by referring to the ambitious 
plans by Daventry District Council to construct 

© Ron Whittaker 2016
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a Canal Arm with a boat lift from the Grand Union Canal into Daventry Town 
Centre!  The canal would run along the eastern side of  Daventry Reservoir 
and end in a large marina east of  the new ICon building.  Planning permission 
granted in January 2017, however, only covers a 1.6 mile canal arm from the 
Grand Union Canal to Northern Way.  No mention was made of  the Boat Lift 
and it appears that finance for such a project is not yet in place.

**************

Canal du Centre, Belgium

In a previous presentation Terry Waterfield had spoken about the Brussels-
Charleroi Canal and its modern boat lift and had promised a piece on the Canal 
du Centre with its World Heritage Status.

Belgium has three major rivers: Rising on the Langres plateau in France the 
River Meuse flows through the Walloon region before entering the North Sea 
near Rotterdam as the Maas.  Its major tributary the River Sambre flows through 
the western part of  the sillon industriel from its source in the Aisne Department 
of  France having passed first through the Franco-Belgian coal basin.  The sillon 
industriel is important for coal, iron and steel and non-ferrous metals.  Rising in 
the Picardy area the River Escaut becomes the Scheldt after crossing the border 
into Belgium from whence it crosses the Dutch border near Antwerp before 
entering the North Sea.  The Brussels-Charleroi canal joins the Scheldt a few 
miles upstream from Antwerp and joins the Sambre just outside Charleroi.

For centuries there had always been the desire to link the Scheldt to the Meuse 
– if  only for the transport of  coal which, since the 12th century, had to be man-
handled across land on carts and carried in small boats on the river Haine.  By 
the beginning of  the 19th century with industrial activity increasing, greater 
emphasis was placed on the importance of  canals and the coal barons were 
demanding a canal between the Scheldt and the Sambre to be able to deliver 
their coal to Paris and Charleroi.

In September 1807 Napoleon I ordered the construction of  a canal between 
Mons and Condé; construction started in 1808 and was to last 11 years.  During 
one of  his visits to inspect the work he approved the proposal to construct a 
canal between Mons and Charleroi that would be known as the Canal du Centre.

In the meantime Bonaparte lost at Waterloo in 1815 and what is now Belgium 
became part of  the United Kingdom of  the Netherlands.  Thus the junction of  
the canal with the Scheldt was in France and the other end at Mons in Belgium!  
To resolve this complication the King of  the Netherlands William I ordered a 
new canal to be dug from the original canal near the French border to join the 
Scheldt further north near Antoing within Belgian territory.  Work started on the 
Pommeroeul-Antoing Canal in 1823 and it was opened to traffic in 1826.

Although construction of  the Canal du Centre had been decreed in 1810, work 
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on it was yet to start.  A major obstacle to its construction was a height difference 
of  90m (295 ft) over the relatively short distance of  21km (13 miles) between 
Mons and the Brussels-Charleroi canal.  There followed a series of  projects 
by French, Dutch and Belgian engineers looking at different routes and using 
different techniques for solving the technical problems.  In all some 11 schemes 
were proposed; essentially these were commercial schemes funded by enterprises 
that wanted to use the link.

In the meantime the Brussels-Charleroi canal had been completed in 1832 and 
two arms to La Louvière from this canal had been constructed and opened for 
traffic in 1839, both of  which gave further impetus to the project.

Increased competition from the British, German and French coalfields finally 
led the Belgian government to intervene in 1871 and undertake to finance the 
canal.  Its Civil Engineering Authority carried out studies to overcome the two 
main issues - the small quantity of  available water and the large difference in 
levels between La Louvière and Thieu – some 66.2m (217ft) in 7 km (3½ miles).

By now Edwin Clark had completed his Anderton boat lift in 1875 and the 
Belgian engineers were dispatched to study the technology.  The final design for 
the Canal du Centre comprising six locks and four lifts designed by Clark was 
approved in 1879 with work starting in 1882. 

The first lift at Houdeng Goegnies was completed in April 1888 and inaugurated 
by King Leopold II on 4th June.  It had a lift of  15.4m (50.5 ft).  The 13 km (8 
mile) section from Mons to Thieu was completed in 1892 utilising six locks to 
gain 23.3 m (76 ft).  Further work was delayed because it was found that the 
route ran through an area pitted by abandoned coal mines.  

Work on the other three lifts, each having a lift of  16.9 m (55½ ft), didn’t start 
until 1909 when there was still 5km (3miles) of  canal to be dug.  Work was not 
halted during the war as the German occupation saw the strategic importance of  
the link.  It was opened to traffic in August 1917.

Incidently the presence of  the canal shaped the Battle of  Mons in 1914.

The upstream entrance to Lift No 1 is protected by a pair of  what the Belgians 
call ‘Guard Gates’ that are permanently in position except when a vessel is 
entering or leaving the lift.  Their functions are to allow the lift to be de-watered 
for maintenance, etc; to prevent the upper pound being drained in the event 
of  a lift gate failure; and to prevent flooding of  the land below the lift.  The 
upper pound, which stretches some 4 miles to the summit pound of  the Brussels 
Charleroi Canal, which is about 16 miles in length, is the highest navigable 
waterway in Belgium.  

The two caissons, or tanks, are located within a lattice girder framework that 
straddles the canal, alongside which stands the pump house.  Each chamber has 
a working length of  50m, width of  5.8m and depth of  3.2m; the total weight of  
caisson and water (nominal depth of  2.4m) is about 975 tonnes.  In operation 
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the depth of  water in the upper caisson is increased by 300mm giving it an extra 
weight of  75 tonnes thereby causing it to descend and at the same time raising 
the other caisson.  

At lift No 2 (photo left) it is 
possible to get a better view 
of  the sunken chamber into 
which the caisson descends at 
the lower level.  Rising out of  
the floor of  this chamber is the 
2m diameter 19.4m long ram 
supporting, and controlling 
the movement of, the caisson.  
Unlike the other three lifts, 
there isn’t an adjacent pump 
house.

Some 270 yards downstream is 
Lift No 3.  On the occasion of  the author’s mid-week visit the pump house was 
open to visitors; either side of  the entrance stand two tall square brick towers.  
Inside the machine room, the visitor looks down onto the machinery; out of  
sight below the floor are two turbines fed from upstream of  the lift (possibly 
even above lift No 2) that drive two large reduction gearboxes.  On each side of  
the gearbox is a crank driving a double acting piston pump feeding an hydraulic 
accumulator in one of  the brick towers.

A few hundred yards downstream is a swing bridge carrying a local road over 
the canal.  This is fully automated – using human power; two men from the 
canal authority are required to operate it!  One to operate the crank handle in the 
centre of  the road deck and the other to push on one end of  the bridge.  Between 
here and Lift No 4 are two lift bridges over the canal, again both are manually 
operated.  There was a third but this was removed some time ago.

Lift No 4 feeds into a large basin, from which a short stretch of  canal leads 
round a small rise in the ground to lock No 6 at Thieu.

All of  the lifts were designated a World Heritage Site by UNESCO in 1998.  
They have been restored and are maintained for operational use at weekends for 
pleasure craft during the summer period.

In 1957 it was decided to upgrade the entire canal network to accommodate 
vessels up to 1350 tonnes (class IV Freycinet Gauge).  Rather than enlarge the 
existing canal and boat lifts (of  300 tonnes gauge) it was decided to construct a 
new canal between La Louvière and Thieu and build a new lift to replace two 
locks and the four Clark-designed lifts.  Work commenced in 1982 and was to 
take 20 years to complete.  Below Thieu the original canal alignment was utilised 
with two new locks being built.  
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A new boat lift was constructed at Strépy-Thieu  Designed to accommodate 
barges up to 2,000 tonnes capacity propelled by a push tug it provides a lift 
of  75.15m.  Each of  its two caissons, operating independently of  the other, is 
counterbalanced by eight weights of  1,000 tonnes each.  The 118m long steel 
chamber has a working capacity of  
112m long by 12m wide and weighs 
2,000 tonnes; the depth of  water 
varies between 3.35 and 4.15m. 
(photo right).

Situated 81m above ground level, 
each of  the two machine rooms 
contains the eight winding drums 
4.8m in diameter supporting the 
caisson and counterweights.  Four 
550kW electric motors fitted 
with high speed gearboxes drive a 
common shaft; this in turn drives 
each drum through its own low 
speed gear box.  Each winding drum comprises 14 pulleys in two groups of  
seven supporting the cables linking the caisson to its respective counterweight.  
Between the pulleys are two winding drums fitted with brakes that control 
the movement of  the caisson: from each drum two cables are attached to the 
counterweight and two to the caisson; as a descending cable is unwound the 
rising cable takes its place.  The low speed gear box is located between the two 
central cable drums.  Travelling at 20cm/s, the travel time between upper and 
lower levels is six minutes, though the total transit time through the lift is about 
40 minutes.

The exit aqueduct from the lift is 170m long.  Some 2km further upstream a 
500m long aqueduct was constructed over a major road intersection.

NB: Barry Taylor’s report will appear in the next issue. Ed.

_________________

UPDATES

Delapre Abbey
The café has returned to the grounds of  Delapre Abbey.  The restoration work 
on the Grade II* listed Delapre Abbey is now complete and the rooms are being 
fitted out ready for tourists to start visiting in early summer.  The new café set 
in the conservatory, opened on Monday April 3rd.  The Conservatory Café is 
available for walk-in customers while the Billiard Room will be reserved for 
those wishing to book afternoon tea.  Catering firm Amadeus will run the venue, 
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which will feature a seasonal menu with a ‘local twist’.
Northampton Chronicle & Echo – 6th April 2017

_________________

MISCELLANY ITEMS OF INTErEST

Gotthard tunnel: The world’s longest and deepest rail tunnel opens in 
Switzerland 1st June 2016
The world’s longest and deepest rail tunnel has officially opened in Switzerland, 
after almost two decades of  construction work.  The 57km (35-mile) twin-bore 
Gotthard base tunnel will provide a high-speed rail link under the Swiss Alps 
between northern and southern Europe.  Switzerland says it will revolutionise 
European freight transport.  Goods currently carried on the route by a million 
lorries a year will go by train instead.
The project, which cost more than $12bn (£9.3bn) to build, was endorsed by 
Swiss voters in a referendum in 1992.  Voters then backed a proposal from 
environmental groups to move all freight travelling through Switzerland from 
road to rail two years later.  The completed tunnel travels up to 2.3 km below the 
surface of  the mountains above and through rock that reaches temperatures of  
46ºC.  Engineers had to dig and blast through 73 different kinds of  rock, some 
as hard as granite and others as soft as sugar.  More than 28m tonnes of  rock 
was excavated, which was then broken down to help make the concrete used to 
build the tunnel. 
Now the completed tunnel, delivered on time and within budget, will create 
a mainline rail connection between Rotterdam in the Netherlands and Genoa 
in Italy.  When full services begin in December, the journey time for travellers 
between Zurich and Milan will be reduced by an hour to two hours and 40 
minutes.
The tunnel’s course is flat and straight instead of  winding up through the 
mountains like the old rail tunnel and a road tunnel opened in 1980.  About 260 
freight trains and 65 passenger trains will pass through the tunnel each day in 
a journey taking as little as 17 minutes.  The tunnel is being financed by value-
added and fuel taxes, road charges on heavy vehicles and state loans that are due 
to be repaid within a decade.  Swiss bank Credit Suisse has said its economic 
benefits will include the easier movement of  goods and increased tourism.  

Taken from the BBC website – 17.12.16

The world’s longest rail tunnel begins regular service in Switzerland
Regular rail service through the world’s longest tunnel began on the 11th 
December 2016, carrying passengers deep under the Swiss Alps from Zurich 
to Lugano.  The famed Gotthard Base tunnel (GBT) was given a ceremonial 
opening in June, attracting European leaders including the German chancellor, 
Angela Merkel, and the French president, François Hollande, for its first ride.
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Sunday the 11th marked the start of  normal commercial traffic through the 35-
mile (57km) GBT, which took 17 years to build, at a cost of  over 12bn Swiss 
francs (£9.3bn).  The Swiss news agency ATS reported that the first regular 
passenger train to use the GBT pulled out of  Zurich at 6.09am (0509 GMT) 
and arrived in Lugano at 8.17am, with the tunnel passage shaving 30 minutes 
off  the previous travel time.  “It’s Christmas,” Andreas Meyer, the chief  of  the 
Swiss national rail service, SBB, was quoted as saying by ATS after the journey 
was over.  The ambitious GBT project has been praised across Europe for its 
pioneering efforts to improve connectivity from Rotterdam to the Adriatic.  
The Swiss-funded tunnel was largely made possible by technical advances in 
tunnel-boring machines, which replaced the costly and dangerous blast-and-drill 
method.  The GBT has surpassed Japan’s 33.4-mile (53.9km) Seikan tunnel as the 
world’s longest train tunnel.  The 31-mile (50.5km) Channel tunnel connecting 
Britain and France has been bumped into third place.

The Guardian website: 17.12.16

Norway to build first tunnel for shipping
The world’s first ship tunnel under a mountain is to be built on the remote 
western coast of  Norway after a national debate lasting more than a century.  
Ministers have given the green light for the Stad tunnel that will be blasted 
through a mile of  rock at a cost of  about £260 million.  The tunnel, which is 
likely to take a decade to build, will mean that ships can avoid navigating around 
the Stad peninsula, where 33 lives have been lost in stormy seas since the end of  
the Second World War.
Instead of  braving the worst of  the weather, freight and passenger ships will be 
able to sail directly between the Norwegian Sea to the north and the North Sea 
to the south while remaining within fjord waters.  While journey times will not 
be affected, the tunnel will allow safe passage all year on the essential shipping 
route between the coastal cities of  Bergen and Allesund.  The decision to go 
ahead was taken by Norway’s coalition parties after more than a dozen studies 
analysing the benefits and drawbacks of  the project.
The idea was first proposed in a newspaper article in 1874, triggering a long 
argument about the merits of  alternative options, such as a rail link, or of  simply 
allowing ships to battle round the peninsula in the highest winds, which can 
reach hurricane-like force anywhere off  the Norwegian coast.
A local MP said the decision was historic.  “It will provide a safe journey around 
Stad, laying the foundation for the region’s industrial development and establishment as 
a world-class tourist destination.  It will also facilitate the shifting of  more transport from 
road to sea.”
When it is completed, possibly in 2029, the tunnel, built under a 645-metre 
mountain will be 45 metres high, 36 metres wide and 1.7 kilometres (just over a 
mile) long.  It will be able to accommodate 16,000-tonne freight and passenger 
ships in water 12 metres deep.  Norway has a reputation as the world leader in 
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tunnelling, having overseen the world’s longest road tunnel, the Laerdal, also 
in the western region northeast of  Bergen, at just over 15 miles long.  It is built 
in four sections with three caverns, specially lit to simulate dawn, in between to 
stop drivers falling asleep.

The Times – 7th March 2017

Thames to get a £5bn car tunnel
Plans to build a £5 billion road tunnel under the Thames have been given the 
go-ahead.  The link, intended to ease traffic congestion between Kent and Essex, 
will be first new crossing since the QEII Bridge opened in 1991.  It will run 
from the end of  the M2 in Kent, go under the river to the east of  Gravesend 
and join the M25 in Essex near Junction 29.  The project, officially called the 
Lower Thames Crossing, is expected to be completed by 2027 and cost between 
£4.3billion and £5.9billion.  Around 4.5 million trucks are predicted to use it in 
its first year.  An alternative option to build a bridge or tunnel next to the existing 
Dartford Crossing was rejected by the Government.

Daily Express – 13th April 2017

Full steam ahead for ‘Tornado’
A steam train has reached 100mph on Britain’s mainline rail network for the first 
time in 50 years.  The Peppercorn class A1 steam locomotive Tornado clocked 
the speed during a test run on the East Coast Main Line between Doncaster and 
Newcastle in the early hours of  12th April.  The test was part of  a bid to raise 
Tornado’s speed limit for passenger trips from 75mph to 90mph by the end of  the 
year.  Tornado was the first steam locomotive to be built in the UK for almost 
half  a century when it was completed in Darlington in 2008.
Graeme Bunker-James, operations director for the A1 Steam Locomotive Trust, 
said: “We are delighted to have completed the test runs that move us closer to 90mph 
operations with Tornado.  This will allow us to ensure that the locomotive continues to 
haul trains on the busiest parts of  the UK network.”

Daily Express – 13th April 2017

----oooOooo----

NEWS FROM AROUND THE COUNTY

Loss of Wellingborough railway bridge
Since 1964, parts of  Northamptonshire’s former railway lines and architecture 
have gradually disappeared.  The latest, in the early months of  2017, was the bridge 
which carried the important LNWR-Midland rail link over Irthlingborough 
Road in Wellingborough (grid ref. SP906674).  The northern portal of  the fairly 
narrow bridge was demolished to make way for housing.  In the first half  of  the 
last century the bridge was part of  the important one mile railway link between 
Wellingborough Midland Station on the main line and Wellingborough London 
Road Station on the LNWR Northampton to Peterborough railway.  It therefore 
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provided a useful connection between Northampton, Wellingborough and 
Kettering.  In the early days the link services ran into Northampton St. John’s 
Station before its closure in 1939.  Passenger services were finally withdrawn 
on the Wellingborough link line when the Northampton to Peterborough came 
under the Beeching axe on 4th May 1964.
It is interesting that 50 years later a rail link between the thriving and 
expanding towns of  Northamptonshire (Corby, Kettering, Wellingborough 
and Northampton) could be very beneficial and would likely be well used by 
the public, particularly for travel to work, College and University.  Indeed, the 
demand for the reinstatement of  East-West rail links increases as evidenced by 
the developments 15 - 20 miles south of  Northampton to connect Oxford and 
Cambridge (via Milton Keynes and Bedford) by a rail link.

Ron Whittaker

NOTE:  The NIAG Summer visit on Friday 21st July will explore the Wellingborough 
link line and look at other industrial remains in the area close to the River Nene and 
Whitworth’s Mills.

Sixty years on, slate miners return to roof their village
Miners are digging slate again from a Northamptonshire pit that was closed 60 
years ago, to repair the roofs of  cottages and pubs in the village of  Collyweston.  
The mine, which dates back 600 years, is owned by Nigel Smith, whose great 
grandfather, Willie Smith, also worked in the pit.  Its high-quality limestone 
slate was formed under high pressure thousands of  years ago and sits on a bed of  
compacted sand.  After the slate is removed from the mine it is placed in a giant 
freezer to imitate the effects of  frost, which makes it easier to split into thinner 
sections.  These are further split by hand with a special hammer, in a method 
known as “cliving”.  The slates are then drilled with one hole and attached to the 

Above Left: A view towards Irthlingborough showing the demolished northern bridge 
portal.
Above Right: A view towards Wellingborough showing the encroachment of  housing 
along Irthilingborough Road.

Photos © Ron Whittaker 2016
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roof  with stainless steel nails.  They can last for 200 years.
The new mine had to be dug out before work began because it had been filled 
in with rubbish and old mine workings when it was closed.  As well as the piles 
of  waste, a large colony of  bats halted progress.  An 80m tunnel was cut into 
the workings and a new wall built to protect the bats.  After the limestone slate 
is extracted, the area will become a bat reserve and extend an existing nearby 
protected reserve for the creatures through a tunnel.

The Times – 9th March 2017

The demise of Oliver Adams, Bakers, after 150 years
About 150 Oliver Adams staff  – from its central bakery in Gladstone Road, 
Northampton to staff  at a dozen outlets around the county and beyond – were 
told of  their fate during a crunch meeting last Friday (31st March).  All the 
firm’s employees were made redundant a day before the end of  the financial 
year in a summit led by Ian Cooke of  St James-based insolvency experts BRI.  
The practitioner had been working to keep the company afloat over the past 12 
months.  But on Friday he confirmed to the Chron that a Compulsory Voluntary 
Agreement between Oliver Adams and a list of  creditors owed £1.7 million had 
failed.
The closure ends a 161 year affinity between the Adams family and baking in 
the town.  In 1856 16-year-old Thomas Adams moved from Flore to become a 
master baker in Northampton.

Northampton Chronicle & Echo – 6th April 2017

Ironmonger twins to close workshop – Slatter & Sons, Northampton
Two brothers behind one of  the oldest ironmongers in Northampton have 
decided to hang up their welding masks for good.  Twins Max and John Slatter 
are closing shop at Slatter & Sons ironmongers after working there for 48 years.  
The 67-year-old brothers’ wrought-iron gates can be seen across Northampton, 
including at the Holy Sepulchre Church in Sheep Street and the All Saints 
Church in Earls Barton.  Their father opened the workshop in Spencer Bridge 
Road in 1958 and employed his sons when aged 18.
One of  the best jobs they ever did was a safety rail for the Watney Manns 
brewery narrow boat.  A bucket of  beer was brought to them every day.  Fire 
escapes were in installed on sides of  building and they used to have a beer for 
Dutch courage as they didn’t have scaffolding then.
Max Slatter says: “The industry has gone from Northampton.  But unlike Timken and 
the Shoe & Boot quarter, we’ve at least had the choice to close.”
Many of  the Slatter twins’ ironworks have been pulled down over the years, 
but some of  their gates can still be seen in the area.  Gates were made for many 
churches, including St. Seps (mentioned above) the Kingsthorpe Baptist Church 
and the All Saints Church in Earls Barton.  Hatches were made for nuclear 
bunkers to the jigs for the Batmobile and James Bond toy cars at Corgi.  They 
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also made the gates for the Milton Malsor crematorium, which they like to think 
that “when we go, we’ll pass through our own gates.”

Northampton Chronicle & Echo – 20th April 2017

________________

OF THIS AND THAT

Obituary: ray Grimes – 1923-2017
It is with sadness that I report that Ray Grimes, a founder member of  NIAG back 
in the 1960s, sadly passed away on the 2nd May.  Ray served as Treasurer from 
1991 to 1998.  A regular attendee at both the lectures and visits with enthusiastic 
participation at the Longtown weekends during the 1980s.  Ray was born and 
lived in Northampton all his life and was a devout Methodist.  He was a keen 
photographer with a great interest in the arts and fine paintings.  His work was 
in repairs of  electrical goods and this in turn led to his love of  music.  After the 
war during which he served in REME in the Far East in the last few months of  
the war, Ray married Dorothy in 1948 and they went on to have three children 
during the 1950s.  After Dorothy died life was bleak but he eventually met and 
married Joyce in 1999 and added her daughters and their families to his growing 
family which, I was told, now number 42.  Joyce and Ray enjoyed 18 very happy 
years together.  Six members from NIAG attended the funeral which was, I 
thought, an uplifting and joyous occasion.

Jane W

EMIAC 93 – Engineered in Northampton
NIAG hosts the bi-annual conference in October.  With the newsletter is the 
booking form for this event and it is hoped that many of  you will be able to 
attend the day as it looks like being a very informative conference.
We are based at the NTAR facility which has been built on the site of  the Siemen 
Train facility in Northampton.  As key negotiator of  the event, Terry has worked 
very hard with the company to ensure that members get a good overview of  what 
they are about and we will have tours around both facilities in the afternoon.  Our 
Secretary, Peter P will be one of  the speakers and also we have David Thompson 
telling us about Express Lifts and the tower which the late Terry Wogan dubbed 
‘The Lighthouse’ and which can be seen from miles around. 

Ed.

Winter Talks 2017/18

13th October  A History of  Railway Signalling Control Centre Development 
–  Ian Mitchell

10th November AGM followed by the History and Renovation of  Wicksteed 
Park –  Tracey Clarke

1st December  Toys –  Roger Brown
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12th January Annual Members Evening –  members presentations.

Dates for the Diary

28/30th August AIA Conference to be held in Northamptonshire 

9th September Heritage Fair:  Castle Hill United Reformed Church, 
Northampton from  10.00am  to 4.00pm.  We take the stand to 
this event. 

14th October NIAG’s hosting of  EMIAC in Northampton.  Please find 
booking form enclosed. 

Exhibitions 

22nd September The Concealed Revealed: The Magic of  Shoes – Court Room at 
The Guildhall, St Giles Square, Northampton.  12-4.30pm.  An 
afternoon exploring the fascinating practice of  concealing shoes 
in buildings.  £10 which includes light refreshments.  To book: 
01604 838110.

________________

And Finally:
According to ‘The Diary’ in The Times dated 14th March 2017 Lucy Worsley, 
historian, saw a couple of  American Tourists intently studying a London 
Underground ticket machine. “What zone are we in?” she heard one say to which 
the other replied: “I think it’s called GMT.”

This reminds me of  the wonderful story that I heard when working at Warwick 
Castle some years ago.  Again it concerns American tourists who when shown 
the death mask of  Oliver Cromwell wanted to know when he would have worn 
it!  Ed.

____________



Disclaimer.

The Newsletter Editor and NIAG undertake to reproduce material 
as supplied.  Any factual errors remain the responsibility of  the 
author, who may be faithfully repeating the errors of  the original.  

Unless stated all photographs are credited to Jane and Terry Waterfield.

Coming Up:
     The Stratford & Midland Junction Railway 1866 to the present day report
     Summer reports begin
     EMIAC at Cromford
     Collyweston Tiles
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Article guidelines: Ideally should be no more than about 1200 words, 
unless the article is of  a special interest and accompanied by photographs 
or diagrams.  Shorter articles are always welcome.  Photographs will 
be inserted if  submitted and the Editor is happy to discuss the author’s 
requirements.

Please submit by e-mail, fax or mail.  Where possible photographs are 
encouraged to illustrate all articles.  When submitting photographs via 
e-mail, the picture should be no larger than 250,000 pixels in JPEG format 
and should be sent as separate attachments.  Please give information 
about the photograph.  Photographs/slides sent by post (first class) will be 
returned to you the same way.  Please also include your name and address 
so that you can be credited with taking those photographs and don’t forget 
to put a caption with them.

NIAG Committee

President: Geoffrey Starmer, 34 The Crescent, Northampton,  
NN1 4SB

Secretary Peter Perkins, 116 Northampton Road, Earls Barton, 
Northampton, NN6 0HF
secretary@niag.org.uk

Treasurer Terry Waterfield, 6 Bakers Lane, Norton, Daventry,   
NN11 2EL – 01327 312850
treasurer@niag.org.uk

Web site: Terry Waterfield

Members: Mick Dix, Ron Hanson, Mike Ringwood,  
David Waller.

Web Site:  niag.org.uk

Newsletter Editor
Mrs Jane S Waterfield, 6 Bakers Lane, Norton, Daventry NN11 2EL
Tel: 01327 312850 - e.mail: newsletter@niag.org.uk

Newsletter

Next Issue:  October 2017

Deadline for all articles and information 1st September 2017.  
Anything received after this date will be held over to the next edition.

Printed by: Book Printing UK, Remus House, Coltsfoot Drive, Woodston, Peterborough, PE2 9BF
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