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DO IT NOW:

Members willl be intzrested to rsad, slsewhere in this issue,
an article entitled "Too Late!™ in which the author admits that
on more than one occasion he falled fo get a photograph of an
item of interest in the history of canals by putting off that
occasion, for one reason or another, until what might seem to be
a more favourable opportunity. 3Small blame can be attached to
him for this, for do we not all do the same thing?

In this present ags of hurry, of pulllng drwn and setting up,
of sprawling housing estates, and even of changes In the transport
svstem itself, much is lost that is never rescorded. Many items of
irnterest on railways and canals may have been famllliar sights all
our lives and, thorefors, are apparantly as indestructible and
imperishable as the ground on which they are sei. To some of us
1t comes as a curious shock when we find they are not.

It 1s noped that, as a 3oclsiy, we can preserve as much as
possible, in the way of photograpnic records or sketches, objects
of Interest that may one day suddenly disappear. You are asked to
remembsr this wnen nsxt something unusual catches your sye.
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THZ FINDHORN RAILWNAY

By H. A. Vallance

Long before the motor-bus sounded the death knall of so wany
branch linesg, it sometim=s happened that a railway was vromoted
and constructed in & spirit of over-opiimism, only to be closed
after a precarious exisiencs of a fsw years. Rallway develop-
ment in Northern 3cotlard includes an instance of one of these
unsuccessful ventures, the history of which is themore interest-

ing in that it also records the dscay of a small seaport and
fishing haven.

The final link In the main line between Inverness arnl Aberdeen
-~ the Inverness & Aberdeen Junction Rallway - was authorized from
Nalrn to Keith on July 21, 1896, and completed on August 18, 1858.
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From Nairn, the line ran inland, leaving several small flshing
ports on the Moray Firth coast without a railway. Among these
was Findhorn, on the eastern shores of the long and almost land-
locled bay at the month of the River Findhorn, some five miles
from the town of Forres.

On April 19, 15859, Eowers were obtalined for a railway,
three miles long, to link the village with the I. & A.J.R. at
Kinloss, the first statlion east of Forres. The line passed
through level and, for the most part, sandy country, and the
works presented no difficulties. The line was opened on April
16, 1860, and was worked as an independant concern, but in less
than two years the local company found 1itself in serious filnan-
cial difficulties.

On Mmarch 1, 1862, the Findhorn Railway was taken over by
the I. & A.J., and worked as s brancn of that sysiem. The amount
of traffic continued to be insuificilent to pay cperating expenses,
and regular services ceased at the end of 1868, although occar
sional goods trains ran until about 1880. The I. & A.J. had
become a constitusnt of the Highland Railway in 1855, so that it
wes as a branch of that system that the Fimdhorn Rallway ended
its working life. The permansnt way was removsed s few years
aTter the lins had been closed complstely.

The difficult apvroach to the harbour of Findhorn was largely
responsible for the failure of the railway. A sard-bar, thrown up
by the sea across the mouth of the bay, restricted the slze of
ships using the port, ard was a constant source of danger. When
the rallway was opened, small fishing bhoats were able to get in
and out, but the amount of traffic brought by them was very small,
and never Jjustifled the construcilon of the lins. Ths sand sub-
sequently accumulated to such an extent that the harbour became
almost unusable. Although 1ts days as a fishing port havae long
since ended, Findhorn has become & holiday resort on a small
gcale. On tha opposite side of the bay are the Culbin Sands,
which overwhelmed a fertile estate in a great storm in 1694.

The present station at Kinloss was opened on May 30, 1904,
ard has a crossing-iocop. The original station, which had only
a single platform, was some distance to ths east. The junction
with the Findhorn Rellway was at the western end, and faced to-
wards Elgin. Leaving the main line, the branch curved sharply to
the north on a low smbankment. About a mile from thg station
the road from Forres to Burghead c¢rossed the rallway on a stons
bridge. A similar bridge carrled the Findhorn road over the line
some distance from the terminus. Both thase structures remained
as reminders of the rallway after 1t had been abandoned.

At Findhorn, the rallway ran between the road snd the shore,
in a cutting which eventually becams considerably overgrown. The
terminus was beslde the quay, and to facllitate the loading of
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ships, a siding, aoproached by a wagon turntable, was lald on

the pler. The platform and the station bulldings were demolished
aftsy ths railway had bsen closed, and scme shads were tullt on
the site. Of the siding on ths pler, nething remalned 1in after
years excapt a large baulk of timbsr at the seaward end, which
had veen used as a wheel stop.

The Findhorn Raillway possessed only one locomotive, a small
O-4-0 saddle tank, with outside cylinders, built by Neilson & Co.
of Clasgow, in 1350. This engine wes acquired by the I. & A.J.
in 1862, and was sold to a contractor after regular service to
Findhorn had ceased. It is by no means certain whether the
Findhorn Company had its own rolling stock, or hired c¢oaches and
wagons from the I. & A.J. Apart from a vhotograph of the loco-
motive (taken aftsr it had become a contractor's engine) there
appaar to be no picteorial rsecords of this remote railway byway,
long since consigned to the limbo of forgotten ventures.
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TOC_LATA
by E. A. Wilson, M.A.

Dy the White bridge over the canal at Ellesmers there stood
a, two-storey bulilding over a dock inlet from the canal. I could
not get any reliable information as to its age or purpose, but
there was on=s story that 1t was originally a bgat—building dock.

It was disugsd, and ia a very rulnous state. Somatime [ must
photograph 1it," I decided.

One Sunday worning, as I was cycling along a nearby road, I
was startled to see soms men on the roof of thls building strip-
ning off the tilas. At high speed I cycled home, snatched up my
camara, and returned. Wy luck was in, as I was able to take a
photograph from the best viswpolnt which did noct include the
workmen or their laddsr. By ths nsxt day the bullding was roof-
1sss, and a weak latcr had completasly disappearsd.

On that occasion 1 obtained my record at the eleventh hour,
but at other timss I havs bzen lazss fortunate. At the Tllasmcre
wharf, [ hsd photegraghed a nunber of bulldings and installations,
out postponed rscording an old wzighbridgs building until it was
too late. ilow it has besn demolished, and all I can do is to
point out ths sits.

On anothcer occasion, I was sxploring a part of the canal new
to ms, and caims upon a bridge which had ths longsst approach slops
which I had sver sezn, on sither slde. Therse werc ssveral workman
sitting by 1t as I passed, but as I had only a faw sxposurss laft
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on my film I dsclded to lzave photographing it until latar.
Little did I rsallizs that thosc workmen wers about to dsmolish
the bridge! & woosk later it was gons.

A picture I secured "by the skin of my testh" was that of
Shade Qak Bridge, on the Wsston branch of the old Ellesmere Canal.
When I arrived, it was 1n the process of damolition, showing its
constructlion sxtremely well. The arch consisted of a single
laysr of brick covered by rubble, and the parapet was gons. A
bulldozer was at work fiiling In ths canal so that, in this cass,
tha canal itsslf was fast disappsaring.

One mors example will show the importance of "doing it nnw."
Near tha lime works af Vroncysvita, a tramway ran parallel with
the carsal, amd then penetrated the smbankment at Crose Strest
Anusduct bto continues paraliel to ths canal on its far o'ds. The
trucks loaded with lims were turned round con small turataopies,
15 foot in diamster on each side of the "agusduct” turmhul. Thsss
were 1n a ruilnous condition, but on onz of them I could maks out
the informetion "Cowans Shszlden & Co. 1905. Carlisles,” and ths
nunbcr "26946.M

I Tonk a photograph, but the sun was in the wroug rosition
anG it wag evaning, so ths rasult was not vsry good. 1 dacided
to take ancthar photograph whaen noxt I visited the nsighbourhood.
whan I arrived thare sventually, the turntable had beon destroyed
and filled in with rubble.
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OVERALL STATION ROCHES

By . A. Courssa

Grsat atisntion has basn pald to the lmminent changss in
motiva powsr on British Railways, but pcrhaps less afttention has
bacn paid to othar devaslopmsnts of no less drastic a naturs. ¥For
instanca, thc declinc of tha samsphorc signal and ths stzady wast-
age of signal boxss ars not bsing rscorded with the samc meticu-
lous carc which is bastow2d on ths departing stsam locomotive.
(Even now it is only at two London terminals that 1t is_possibls
to hegin a journey undsr the control of semaphore signals).

The present note is concsrned with what may be considered one
of the lesser slements in the changing railway scens - the overall
station roof. Many of thess antedats the ubliquitous cantilevered
canopy of latar Victorian times, and increased malntenance costs
coup?ed with advancing corrosion - especially whevre they are sub-
jected to the exhaust from stsam locomotives - 1S speedling thelr
demise. One of the earliest forms of roof, psrhaps not strictly
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of the ovarall vsristy, was suppli=d on on: side by ths station
vuildings, and on ths othar oy plllars pi=c=d outsid> of ths
nlatform road. Exzuplss of tnls typz curvive - or ab lzast
until roczntly survivzd - at Lincoln, Boston, Avlasoury and
3t. Albans. Thzre ussd to be a nuabsr In ths south of Zralarnd,
and older momners ney raacwosr thosz =t Doal ead Cantsrbury West.
When thore wore station bulldings on ¢ithsr sics of ths lias,
and only two tracks, thon roofs of this Kind would west in ths
miadle, sharing s comaon row of piilars batwesn ohe tracks, as
at Loutn.

By the 1%50s, iron ribs and trussss had besn developad,
capable of bridging the sntire wildih of ths station without ths
tnssrvention of pillars. Onz of the fiunsst colliections of arched
rocis wers thoss cractzd by the mstropolitan and Metropolitan
Uistrict Railways in ths 1860s. Ths last to go on the District
wes at sloans Squarc, although a small porticn of ths Charing
Cross roof survives {complstely scrzsnsd by a false eciling).

Ths last mctropolitan survivor of ths arched roofs was ramoved
last ycar from Aldorsgate station. It must be strcossed, howevsr,
that a cuabsr of ovirall roofs of latsr dats rowain on thz London
Transnort 3yztom, for cxamplz at Tarl's Court, and svan at such
mod zrn stations as ths naw Uxbridgs.

truch of the London, Chatham & Dovor Rallway was openzd
botwoon 1858 and 1856, and so included many =xemvles of overall
roois, although thoy were not usually of the archzd verizty. Cn
the Motropolitan tonsion, for instancs, they wors providad at
Elcphant & Castle, Blackiriars and Ludgatc Hill. All thsss havs
now gone. That at Elephant & Castle was bombed - there is a
vary good plcture of 1%, collapsed on the track, in Timetable
for Victory, by £. John. The sBlackiriars roof went when ihe
statlon was clossd to make way for ths new lines to 3t. Paul's;
and that at Ludgate Hill was ramoved when the station was rebullt.
noloorn Vieduct and St. Paul's (now Blackfriars) both retain thsir
roofs, but as thase date from 1876 and 1886 respectivsly, they ars
not originals. Furthsr down the lins, ths roof at 3ittingbourns &
wilton Regls was replaced by conventional usbrslla canoniszs after
the last war, whilst Dover Priory succumbed to rabuilding, and
Dover Harbour to station closurs. Ramsgats Harbour has also gone,
so that ths sols survivor of the original Chathan roofs is
Cantsrbury Tast. Its futurs is doubtful, and it i1s undarsiood
from ths station staff that, although it kzeps ths platforms dry,
it also acte as a wind tumncl. This objsction may wall apply to
a through station with this typs of roof, but not to terminals
whers one end  {or .vsn both erds) provides only limitsd possibil-
itiss for ths movomant of alr. COrystal Palacs (High Level), now
clossd, and Dover ¥arins era aliks in baing almost complzte
boxcs with holss at oneg end for the passagce of trains.




It 1s not intended to lmply, by this note, that the overall
roof 1is necessarily on the wa% out, although such stations as
New Street (L. & N.W. side), Darby and 3underland have all changed
over to umbrella type canopies. However, while the days of such
fine examples as ths roof of Cannon Street are numbered, the best
of them all, that of 3t. Pancras, will probably remain for many

years to coms.
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TEHE VICTORIA DOCK LINE, HULL
By M. D. Graville

When the Hull & 3elby Rallway was opened on July 2, 1840,
the Hull terminus was situated close to the Humber Dock. After
some years 1% became apparsni that this slte was tco far from the
centre of the town for passenger purposes, and in 1847 applica-
tion was made to Parllament for an extension to a more central
station - the present Paragon. This was made by the York & North
Midland Railway, which had leassed the H. & 3. R. from July 1,
1845; under 9 and 10 Vic. cap. 241, July 27, 1846 this lease was
confirmed, and eventually, by powers undsr the same Act, ths lins
was purchased by the North Eastern Rallway on March 1, 1872.

The lines leading to Paragon statlon branched off the
Bridl ington line, for which the H. & S.R. had obtalned powers on
June 30, 1845 (& and 9 Vic. ca? 51), and which was opensd
formally on Octobar 6, 1846. It is not quite clear whether
public traffic started on this day).

Very 1ittle time was wasted in building the 1line which,
being only local, presented few difficulties, ard on May &,
1848, Paragon Statlon was opened; the old station (Manor House
Street - sometimes alsc called Kingston 3trest) being closed
for passenger traffic.

A few years later, 1t was thought desirable to build a
line to servae the docks on ths eastern side of the River Hull,
and, on June 30, 1852 (15 and 16 Vic. cap. 127) powers were
obtalinad for a line from nsar Paragon Station, Tunning in a half
circle rightround the town and terminating at Victoria Dock,
only a mile to the east of Manor Houss Strset. This line also
was constructed rapidly and, on May 13%, 185%, it was reported to
the Y. & N.M.R. Board that 1t was intended to open the iine for
goods traffic on May 16 and for passengers on June 1. At the
old station there were to be provided a wooden box for booking
passengers and a short platform. If was recommended that one
engine should be used for passenger traffic, "running passenger
trains in connection with goods, to start from the termlni
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every pour and to take up and sst down passangers at each
station." It was addad, "should the troffic, ss [ fully expect,
necessitate the running of more than ons engine on the branch,
special directions, as in the cass of the wolton & Thirsk
Sranch, will be glvsn, to avoid the possibility of accidents.”

The line was duly opened on the dates proposed, the service
being, as indicated above, not from Paragon but from tha old
station. Stations wsre provided on the branch at Cematsry,
Staeoney, Sculcousss, and Southcoates, together with two on the
pldzr portion of the route, at Hsssle Road* and Anlaby Road.
Trains wers run from Manor Houss Street evary two hours from
6 a.m. to 5 p.m., and from Victoria Dock svery two hours from
7 a.7. to 7 p.m. {this is presumably what was meant by "from the
termini evsery hour").

Thras weeks later sxira Saturday tralns wers put on:
Q p.m. from Manor House 3treet, returning from Victoria Dock at
9.20 p.m. The farss were 3d. first class and 24. second class
for any distancs.

This service is of particular interest as (apart from
London) a very =arly example of a pursly suburban service - and
undoubtedly the first interurban. All went well at first amd
traffic returns apoear to have been satisfactory. One station
certainly sesmns to have done a very brisk trade as, on July 9,
1852, g letter was recsived from the Secretary of the Hull
Cemetery stating that, in consequence of the great number of
vigitors brought by the Victoria Dock branch, the Directors had
resolved to keep the grounds open until 8 o'clock in the even-
ing, provided the rallway company would furnish a person to
assist the officers in keeping order at the gates after 6
o'clock, and closing the grounds. This was agreed to.

However, 1% would appear that the esarly enthusiasm soon
abated (or perhaps there was a waning of the necrophilic tastss
of the people of Hull) as in November tha service was reduced
to four trains aday from Manor House 3ireei, and three from
Victorla Dock. (This lack .of balance was remedled next month
by an sxtra train from Victoria Dock) The following June the
sarvics was increased by one traln each way .

On August 11, 1854, it was resolved that three trains be
run daily from ths Parsgon station, in comnection with the Hull
and Holderness trains. The Hull & Holderress Rallway, connect-
ing Hull with Witharnsea, and using the Victoria Dock station,
had been opened on June 27 (authorized July &, 185%: 16 and 17
Vic. cap. 93). 1In September, only two trains wers advertised
to _run between Paragon and Victoria Dock, and the service to
and from Manor House 3treet was withdrawn, involving, of
course, the closing of Anlaby Road. This, however, does not
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seein to have been a success; the service was withdrawn at the
end of October, and the Victorils Dock Line remalned without
passeng=r trains for ten years.

8y Act of July 7, 1862 (25 and 26 Vic. cap 120), the Hull
& Holdsrnsss Rallway was vastad in the North Rastsrn*x, which
had worked it since 1860. The Victoria Dock Line, having been
doubled, and the short nacessary curvs mads, the Withsrnssa
trains were diverted to Paragon on June 1, 1864, and Victoria
Dock closed for passangsrs. 3outhcoates and 3tepney stations
were reopenced at this timz, but Sculcoatss not until August
1865, and Cemetery in September 1866 - as Cemstery Gates, its
prasant wors suphonious titlizs of Botanic Gardens bsing bestowsd
on it in Novembar, 1881.

On July 1, 1864, the Hull & Hornsea Railway's trains also
started to run to Paragon. The Hull & Hornsea (authorised
June 30, 1862: 25 amd 26 Vic. cap. 100) had been opened on
March 2%, 1264, but until ths opsning of the short connection
to ths Victoria Dock line in July, terminatad at Wilmington.
This station was retalned in the same position until July 1,
1912, when 1t was moved westwards to a site on the maln branch;
as 1t was thus brought very near to Sculcoates, the latter was
closed on the same date. Finally, on July 15, 1866 (29 and 30
Vic. cap. 137) the Hull & Hornsea Railway was dissolved and
vested in the North Fastern Railway.

The sources from which this account has been compiled are
contemporary local and rallway press, companies' »inute books
and Reports, timetables ard Rallway Clearing House records.

B . T . T

* Hessle Road had a very brisf existence; trains ceaced
to call there after October, 1853.

** In 1854, the York, Newcastle & Berwick had changed its
nane to North Eastern Rallway, and the York & North Midlard,
together with the Leeds Northern, had been vested in this
company -

* K& % ¥k %k ¥k ¥ k & Kk Kk ¥

"EARLY DRITISH RAILWAYS," by H. GROTE LEWIN

Some errors wnlich occurred in thls book have been noted
by Mr. M. D. CGreville, whose 1list of errors in The Rallway Mania
and 1ts Aftermath was published in the last issue of the Journal.
Mr. Greviile asks any member who has found errors in Earl
British Railways to send them to him, together with the source
of the information, for publication at a later date.




27
CORRESPONDENCE

3ir, - I was extremely interested in Mr. 3iddle's stimu-
lating article in the January l1ssue of the Journal. I have
for some time f2lt that many works of rallway hlstory, magor
and minor, have hitherto contalined too little "leavening.
A rallway is affected from two directions, the "scenic details,"
or more properly the physique and structure, and the economy of
the aresa which it traverses. No line can be fully studled
in vacuo, but only in the light of these influences. Let ms
selsct a few rardom examples, though without the benefit of
access to references, which you will rsalize is scarcely
nossible at this address.

If the earlisr historlans had pald more attention to large
scale topogrephic maps, the "Northampton" myth would have been
cxploded long bsfore Miss Wake's admirable cxposg. A glance at
such a mar would show that to negotiate the barrier of the oolite
ridgs at Kilsby, it would have bsen lmpossible for the London &
Biraingham to descend Into the Nene Valley, in which Northampion
stands, and to climb out again and still retain the moderate
zradients Stephenson was alming at. The canal also connects the
town only by » branch on which numerous locks betray the gradisent.
Agalin, could 1t be a contributory cause of the downfall of the
London, Chathain & Dover that, baulked of the natural route to
northi-east sent along the shore of the Thames, it embarked on
that monstrosity of a line to Chatham 300 feet higher up the dip
slepe of the North Downs, thes climb from Shortlands, thz feroc-
ious saw-toothed profile across the "grain" of the country and
the long descent from Sole 3Street? Was the extra capital cost
and opsrating expenses involved, not to mention the virtual
traffic desert compared with the industrial wealth ofnorth Kent,
Just too much for this "marginal" maln line? The 1" or 25:000
map 1s an irdispensable tool for the railway historian.

A rallway 1s o mseans to an emd, the further dsvelopment of
the economy of an ares. The history of the L.B. & 35.C.R. cannot
be studlied in iscolation from the growth of Brighton amd the sea-
side holilday habit of the Victorian irndustrial classes. All foo
few references are mads to the contemporary industries of the
Wandle Valley in comnection with the Surrey Iron Railway. It is
Important to remember that shelly sea samd from the Camel estuary
has long been in demand for ameliorating the infertile scil of
the Cornish uplands when considering the Bodmin & Wadebridge.

It was the sllting of Canterbury's port of Fordwich on the Stour
which turned the city's thoughts to Whitstable on the Thames and

rallways. Otherwisa James's would havs besn a voice in the
wildaerness.

A study of traffics 1s therefore vital ami, incidentally,
so 1s that of ths working timetable. Lat us have analyses
of them in railway historiss, for they are some of the few ways of
measuring traffic flow. I prepared contemporary maps on such a
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basis for a Survay of 3outh Zast Scotland and found how
instructive 1t was to compare them with others I did privately
for 1906. How much more so would a whole serles have been.

In short, I feel that the rapidly developlng disciplins
of rallway history can well take heed of the methodology of
two others which have emerged in recent years, economic hilstory
and historlcal geogravhy, as well as that of the orthodox hist-
orlan, which 1t must be clearly urderstood I am not attempting
to balittle in any way.

Yours, &c.

Unlversity of the Gold Coast. H. P. WHITE.

3ir, - I should like to make a few comments on Mr. Blddle's
Intarssting and provocative article in the January Journal.

Taking his first two points together, I am strongly of the
opinion that historical writing should be mads as reznable and
humanly interesting as possibls, consistent with accuracy. It
is true that certaln writers do sacrifilce accuracy to style, but
thaere 1s no rsason why this should be; an attractivs style of
writing, togsathsr with the descriptive, sconomic, stc., details
to which mr. 3iddle refsrs, amd evsn, at times, a little humour,
adds to, rathsr than detracts from, the value of the writing.
morsovar, thae limitation of space imposed by railway Jjournals on
historlcal articlses 1s likely to be less severe 1f the sublject
1s dsalt with on thess linas.

As to the vexad question of snnotations and spurces, this 1s
largely a matter of individual taste. Personally, I am inclined
to be repelled by a mass of footnotes. My own preference is, in
a, short article, for the bulk of the detsails to zppear in the text,
but I consider that in every full-sized work, apperdices should
be provided with complete ]lists of dates, distances, etc.; in this

case, 1t should not be necessary to give all of these fully in
the text.

As regards sources, 1t 1s cumbersome and, I think, unneces-
sary to glve the original scource for every statement amd date,
but thers should bs a bibliography of sources, with the author's
assurance that, in every possible case, direct statements of
facts - and dates - have been taken from original and not

sgcondhand sourczs. In spsclal caseg, such as new discoyveries
and disputued polnts, the gquotaiion of scurces is desirable.

Yours, &cC.
M. D. GREVILLE
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Sir, - In his most interesting article "Dickens and the Iron
Road" which was published in the January Journal, kr. Chass men-
tioned the "Lazy Tour of Two Idle Aporeniicss” and sald it refers
to the L. & HW.R.1n The Chestsr district. ~hs refsrence is, as
I f=zel sure Mr. Chase knows, Lo the Carlisle district. The date
18257 is given in the text, and the rallway concernsd 1s, there-
fore, thz Lancaster & Carlisle.

Yours, &cC.,
G. 0. HCLT.
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A NTW RATLWAY BISLIOGRAPHY
William J. 3killern
"A TENTATIVE CHECK-LIST OF EARLY EUROPTAN RATILWAY LITERATURE,

1831-18L8," by Daniel C. flaskell. Published by t?e Baksr Library,
Soldiers Field, Boston 63, Mass. 1955. $5 or 3H/-.

Through the good offices of the Nstional Central Library, I
have been privileged to examins this American work at length, amd
the following dsscripticn is given for the benefit of membars.

The bibliography includes books, pamphlets, periocdicals,
maps, reports, prospsctusss, specifications, rule-books, broad-
sidaes, timstablzs end dividend notices. There is at least one man-
uscript item - the Book of Raference of the Midland Counties Rail-
way, L83 . The work runs to 4,171 numbsred eniriss, a number that
is slightly swollen by the varicus editions of csrtain titles and
the differsnt annual volumss of vericdicals. There ars sevsral
geps in the numbers, aid a few items are givsn ths sams number as
the previous entry, with ths addition of a lettsr. The year 1846
haflthe most entries, and its 488 itsms divide by languags as
follows:

English 235. French 154, (including 15 Belgium and
% Luxembourg). GCerman 47. Italian 47. Dutch 5.

Throughout the book, about 60% of the entries include g nots
giviug the location of ths lfem in up to six American librarics.
Tro index covers 24 pagss of double columns and includes Alray,
Bradsnan, Cruchlasy, tsrapath, Priastlsy, Wood ard many othsr names
familiar to ths railway historian.
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The Amabfsur Historian for Fabruary contains an article on
ths k. & C.H.5. by mr. C. R. Clinksr. This well-written cssay
sats out thz alms and objects of the Socisty, and will, 1t is
hopad, attract more membars.




SMMER COURSES

Buxton. A residentlal course, arranged by the Unlversity
of Nottingham, will be held at Buxton from August 18 to 25. Ths
course will be directed by Mr. C. R. Clinker, and there will be,
in addition, lectures by Professor Jack Simmons and Mr. Charles
Hedfield. A study will be made of raillway history and sources In
local records, and of the Cromford amd Peak Forest Canals and their
tramrosds. Visits will be made to the Cromford & High Peak Rallway
and the Peak Forest Canal tramroads. For costs and further inform-
ation, spnlication should be mede to ¥r. J. T. Rhodes, Secretary
for Summer Courses, 16, Shakespeare 3treet, Nottingham.

Attingham Park. A weekend courss on Rallway and Canal History
will be held at Attingham Park from June 22 to 24. There will be
lectures on the early history of industry in the Coalbrookdale area
ry michasl RixX, canals and tramroads in East Shropshire by Charles
hadfield, and sources for railway history by C. R. Clinker. There
will be a visit to tramroads and canals in the Horsehay, Coalport
and Donington Wood areas. The charge will be 50/-. Application
should be made to the Warden, Attingham Park, Shrewsbury.
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THE HARTLEPOOL wmYSTHERY

The Stockton & Hartlepool Rallway, opened Februasry 9, 1842,
provides a mystery the solution of which, desplte search in what
contemporary newspapers were avallable, remains slusive.

Betwesn Seaton (Carew) ard Hartlepool was a station called
Stranton. In January, 1846, there were trains shown on weskdays
to and from Stockton and Stranton and Hartlepool, but on Sundays
to amd from Stockion and Stranton only - with fares for Hartlepool
only. By January, 1847, the weekday service had been withdrawn
from Stranton, while the Sunday service still terminated there,
and fares were shown for tnis service. In September, Stranton
disappeared altogether from the tables, weekdays and Sundasys.

But why this "Sunday only" terminal oddity? It is possible
that socme stron% sabbatarian movement in Hartlepool forbade ths
use of the Hartlepool statlion on Sundays, and forced them to term-
inate in what was then an adjacent parish, but it would be inter-
esting to know if any member has a theory or sclution.
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"Voltalre defines a bore as g person who 1s unable to leave
anything out. It 1s the duty of the historian to sift amd select.."

Cyril Connolly: The Sunday Times.
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NEWS FROM THE SOCIETY

THE JOURNAL

It has been declided that the dJournal will henceforth be pub-
lished every other month, starting with this issue. The Edltor
would like to draw the attention of members to the fact that this
will only be possibie if enough matsrial can be built up to carry
on regularly. Members are, therefore, urged to serd him articlss.
If they maintain thst they cannot write easily (or even coherent-
ly) they may serd notes on any subject of raliway or canal histor-
ical interest, and the ®litorisl staff (one) will try and help.

HOWN . SECRETARY'3 NOTES
New members. The following names should be added to the
January, lY56 membership List:

HART, H. W. "Ryelands" 65 Pilgrim's Way West, Otford, Kent.

LASCELLE3, T. S. Bradbourne Vale House, 110, Bradbourne Road,
Sevaneoaks, Kent.

LOMAX, E. 3. &, Craigmont View, Corstorphine, Edinburgh, 1l2.

Council. The Council has accepted with regret the resigna-
tion of ¥T. R. A. Cook, who has commenced two years delayed
Natlonal serwvice.

REPORTS ON EVENTS

Birmingham. Owing to illness, Mr. M. D. Greville was unable
to give his paper "Some Pitfalls of Research into Railwey History"
to the Local CGroup on January 17. The Hon. Troasurer, Mr. G. 0.
golg, very kindly took his place at short notice, and geve his talk

A ohort Rallway History of Preston" which North-west members heard
for the first time last year. That i1t was appreclated by Midlands
members was evident from the nurber of questions that followed.

Carnforth and Derby. As these meetings weres hald shortly
after going to press, reports will be given in the next issue.

FORTHCOM ING EVANTS

Detalls of events for the year were given in the 1956 Programme
ard a recent clrcular. Members are reminded of the following
meetings during liarch:

London. ¥arch 17. 6 for 6.30 p.n. L.T.E. Library,
55, Brosdway, 3.N.l. Mr. Charles E. Lee will give a paper on "The
Tarly Development of the Loundon Tube Rallways, 1856 to 1918." This
mesting falls within a few days of thse 50th anniversary of the
opening of the first section of the Bakerloo tube.



od

zham. March 17. 7.45 p.m. Chamber of Ccumercs,

in
O5A, NGW BLrest. Mr. M. D. Greville will gisc nis talk on "Some
Pitfalls of Research into Rallway History,  pcstooned from January.

irig

Annual Cansral meeting. 45 announced in the 1956 Programme,
it has not oeen possible to arrange the Forecst of Dean tour for
Saturday, way 9. Instead, portions of the Dirmingham & Gloucester
Railway will be visited, including the site of the original term-
inus at Gloucestsr, Gloucaster "T" statlon, Cheltenham (Lansdown),
Ashchurch and Tewkashury. In addition, paris of the Cheltenham &
Gloucestser Tramroac site will be inspected. The approximate cost,
inciuding tea, will be &/ - per hsel.

The vislt to the Thames & Savern Canal on Sunday. May 6 will
teke place as advsriised. Full astails of beih touvrs, wnather
with bocking arrangsments. will be sent To sach mewbsr will the
L.CM, sgenda in mid-March. The cost wiil be approxlmstery 8/-
par "esd for the Thames and Severn outlig.

LOCAL GROUPS

The Birmingham Group 1g now thriving, and detzils cf ifs
recent ard forthcoming activities are given elsewnsre.

A new Grour 1s being set up in ths Menchester ares by
Mr. E. Baxter, and Groups in the London, North-west and East
Midlands areas are now well in hard.

PHOTOGRAPHIC RECCRDS

The 3oclety has decided to malntain a record library of
photographs. This will start with the canal sectlon. Mr. Charles
Hadfield, 28, Newton Road, London, W.2., has agreed to kzep this
library on behalf of the Society. Any subject relating %o canals
or navigable rivers within the British Isles is acceptabls.

Members are asked to send one print (any size not larger than
post card) to him, with the following information:- (a) SUBJECT,
described as accurately as possible, (b) DATE TAKAEN, and (c) ONNER
OF CCPYRIGHT. Enguiries regarding the existence or use of any
pho%ographs should be sent to Mr. Hadfield, wlth a stamped,
addressed euvalope.

The rallway section of pvhotographs, a wider and more complli-
cated sublect, willl be considered at a later dats.

QUERIES SCHIME

This has been suspended, owing to lack of support. Members
may, however, send any queries of general Iintersst to the Editor,
and they will be published in the Journal, subject to his discretion.

Published by the Rallway & Canal Historical Society at
&, Stanstead Road, Caterham, Surrey.
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