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The imperforate 1922 Red Cross stamps (see
vertical pair on the left) were never sold by
the Finnish Post. They were found among
remainders in the 1930s. The Tampere 3. XI.
25 postmark is genuine, but backdated.
The cancelled stamp above is genuine, but  the
postmark is fraudulent. The stamps are always
cancelled so the year is not visible. The ink is
grey and not black as it should be. For more
on the Red Cross stamps, turn to page 7.
Illustrations from The Reference Manual of
Forgeries, Juhani, Olamo, Helsingfors
FrimŠrkssamlare Fšrening r.f., Helsinki.

In this column for the May newsletter I commented on the shrill
Nordisk Filateli attack on the Heikki Pahlman articles and exhibit.
In this newsletter I have included the full text of the commentary
written by Lauri Porodpudas, editor of Filatelisti. As a frequent
exhibitor who has enjoyed some success in these endeavors I can
only say how difficult it is to show an eight-frame exhibit without
someone discovering an error or fault here or there. It is part of
the learning process.

Our current feature serials are continued: The Golden Age of
Philately and History of the Finnish Railways. Apparently, there
were several mail car employees who enjoyed a nip or two of
vodka while sorting and cancelling the mail. So, I looked for errors
or clerical mistakes in my own collection and sure enough I found
numerous examples; see Figures 6-9, pages 29-30. Now we can
only wonder if the clerks were simply overworked or...

There was no space for the new Euro issues, possibly we can
catch up in the November issue. I hope you enjoy the mix of
articles in this newsletter.



The Finnish Philatelist ¥ Vol. 7, No. 3 ¥ August 2002 Page 2

 Strong Accusations From NORDISK FILATELI
by Lauri Por opudas, from Filatelisti 4/02

translated by Carita Parker

The Swedish Nordisk Filateli magazine has
become famous for its shocking and scandal-ridden
stories. The language of this publication is often quite
pointed, though the magazine has also brought up
important issues. The latest article concerning
Finnish philately appeared in the magazineÕs March
2002 issue where from the safety of a pen name, the
Finnish postal historian, international judge,
authenticator and successful exhibitor, Heikki
Pahlman, and his collection are severely criticized.

The full page writing has its start from the Heikki
Pahlman series of articles in The Finnish Philatelist
published in the U.S. Besides the Pahlman collection
content and its Grand Prix award in the NORDIA
2001 show in the U.S., the criticism further extends
to the judges on whose recommendation the prize
was awarded.

The pen name ÒNautilusÓ is the writer of the article.
Thankfully in Finland it is not the custom to fire
across the bow under the guise of pseudonyms,
especially in philately

It is well to have the real name below the text, so
that readers for themselves can decide the
qualifications of the critic to criticize; or whether it
may be prompted by other factors such as envy,
competition or revenge.

The issue brought up by the Nordisk Filateli and
ÒNautilusÓ is important and serious if what the article
says is actually true. A successful postal history
exhibitor, an international judge in this particular
field as well as authenticator is certainly supposed
to know his specialty.

Here briefly the areas where Nautilus focuses his/
her criticism:

First: Nautilus claims that Pahlman is rewriting
the history of Sweden and Finland, for instance, the
period of the 30-Years War (1618-48). And as far as
the oldest postally historical letters abroad (with
Pahlman, FinlandÕs oldest is from 1574), Nautilus
refers to correspondence between the Popes,
SwedenÕs Bishops and Kings beginning from the
1200s.

Second: Nautilus claims that of the six letters
mentioned in the article (and exhibit) only three are

actual letters, the rest merely old documents.
Third: Nautilus reprimands Pahlman for having

written in an English language article the names of
rulers and locations in Finnish especially when some
of the names even in Finnish are incorrect. Further,
also the underlining of names that are in mixed
languages as well as pointing out erroneous
translations and spellings. According to Nautilus the
names should have been in Swedish.

Fourth: The judges are criticized for granting the
Pahlman collection the Grand Prix at NORDIA 2001.

MUCH ADO ABOUT NOTHING!

After having read both the Pahlman articles and
the Nautilus text one wonders how Òso little fire
could produce so much smoke.Ó LetÕs start with the
easiest: Nautilus correctly states, that all names
should have been in Swedish. Pahlman instead wrote
the names in Finnish and in parenthesis the Swedish
names of the kings, whereas the other names are of
normal appearance. But Nautilus claims erroneously,
that Pahlman wrote the names only in Finnish, which
is true only for the location names. These certainly
ought to have been in Swedish. Pahlman does state
at the start of his text, that he Òshows the names of
persons and places as they are written today in
Finland so as to be easier to search the related
documents.Ó

The fact of the matter is also, that some of the
names were written in a slightly exceptional way.
Actually, the majority of errors can be explained to
the text being scanned and rewritten in the U.S., with
errors cropping up (digital transfer of text not
successful). Being one myself who scans many texts,
I (writer) must admit to many such errors that happen
while scanning certain characters. Also the lack of
the Scandinavian alphabet (ŒŠ/a) has affected the
text. Actually most of NautilusÕ criticism addresses
this type of incorrect spelling.

In several places of the Pahlman text historians
may differ on the Swedish army fighting the French
in the 30-Years War or bringing the Polish War into
it. (These are matters that in the whole scheme of
things are of no importance to the central story of
the development of the courier post).

ACCUSATIONS ARE SERIOUS,
BUT IS EVIDENCE SUFFICIENT?

NORDISK FILATELI continued on page 3
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The fact that not all the objects in the collection
are letters is true. This much Pahlman himself admits
about his collection. With a few non-postal
documents such as package contents or other papers
Pahlman wants to show and prove how these items
as well as postal service developed. This, however,
is one issue that has justified comment and debate.
In other words, whether such documents are
permissible in a postal history collection is a matter
for accredited postal historians to decide.

In a few places Pahlman calls some items rare/
uncommon or early/late, but since the terminology
is not quite exact in these or sometimes still other
instances, a wrong impression is easily formed. For
instance, Nautilus claims in the caption to the figure
in his own text, that Pahlman is incorrect about the
Swedish aristocracy belonging to the German order,
when in fact Pahlman states that Henrik Klasson
Horn wrote a letter to Estonia and that he (Horn)
had written it in German, Òbecause the majority of

the aristocracy were members of the German OrderÓ
(The Finnish Philatelist, August 2001, p. 12). The
word ÒEstonianÓ before the word ÒaristocracyÓ is
missing from the Pahlman text, since this is what
Pahlman meant. At this point Pahlman did not write
about SwedenÕs aristocracy.

Pahlman does leave his writ ing open to
interpretation; some statements are ambiguous and
there are a few mistakes too. But regardless, the text
should not be held in as high a regard as the Holy
Bible in order to then pass judgement on this man.
Additionally, it makes no sense that Nautilus lumps
together the criticism of the Pahlman writing in ÒThe
Finnish PhilatelistÓ with the collection and its
objects. Especially, when the majority of readers
have never even seen the collection.

It is likewise inappropriate to single out the award
that the collection received and the judges of this
one exhibit, NORDIA 2001, when the collection has
competed very successfully in many other shows
with very different jury members.

NORDISK FILATELI, Continued from page 3

ÒT. e.Ó Mark Written in Blue Pencil at Helsinki Railroad Station Post Office

Figure 1, above. May 10,
1916 registered cover to
Copenhagen with ÒT.e.Ó
mark written with a blue
pencil. Figure 2, left,
illustrates the reverse
side,  showing the Tornio
censorship resealing tape,
censor mark and the
Copenhagen arrival
mark. From the collection
of Dirk Vorwerck.

Dirk Vorwerck has shared this
extraordinary cover that
displays both the sarely seen ÒT.
e.Ó (= proof presented) mark
used in Helsinki and the 1914/
15 semi-postal war charity
stamps perforated 13.5.

This is the only cover I have
seen postmarked in Helsinki
requiring proof of contents that
was not stamped with the
familar boxed ÒI. f.Ó (= proof
presented) mark.

This cover is also the only
reported cover postmarked in
Finland with a complete set of
the perforated 13.5 charity
stamps on white paper. The 7
kopek stamp was printed on
colored paper only.

The addresseeÕs name was
erased, but the reverse side,
Figure 2, showing the Tornio
censor resealing tape, censorÕs
personal mark and Copenhagen
arrival cds is proof that this
cover passed through the mails.
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I t  is much
easier to
experience the
m a n y
h i s t o r i c a l
events through
p o s t a g e
stamps and
p o s t a l
mailings than
by reading
books. This
fact is making
philately a
m o s t
w o r t h w h i l e
pursuit. For
example, the
c o v e r
i l l u s t r a t e d
here has an
i n t e r e s t i n g
story to tell,
which relates
to the fateful
events in the first decade and a half of this century.

It is a registered letter from the then well-known
Crichton company in Turku. The letter had been
cancelled in Turku on August 2, 1914, in other words,
around the time of the beginning of WWI. The shots
had already rung out in Sarajevo in June, but the
engagement of national armies did not start until
August 1, 1914 when Germany declared war on
Russia.

On August 2, big headlines in the newspapers
proclaimed the news of the declaration of war. For
instance, the newspaper Uusi Suometar carried the
following, (here loosely translated from Finnish):
ÒThe steps taken by Imperial Germany has led
European politics on the path which the world has
long watched, worried and feared about.Ó

August 2, then happened on a Sunday. It is
assumed, that after having read about the
commencement of war in the newspapers, there was
the urge to send the aforementioned letter
immediately, and therefore it was mailed on that

S u n d a y.
A p p a r e n t l y
several letters
were sent on
that same day,
because Mr.
Juhani Pietila
has in his
possession a
letter mailed
also by
Crichton with
t h e
reg is t ra t ion
label number
198.

A n y h o w,
the illustrated
cover never
reached its
destination. It
was routed
through St.
Pe te rsbu rg ,
but was not

cancelled there until a year later on August 9, 1915,
when the name had been already changed to
Petrograd. Soon after that the letter was returned to
Finland and carries on the reverse side the arrival
marks of both Helsinki 23. 8. 1915, and Turku 24.
8. 1915. Most likely, the letter was not returned to
the sender until much later because the envelope
has what appears to be CrichtonÕs own arrival mark
dated 30. 6. 1917, also shown on the back.

The Russian marks on the address side, ÒDelayed
because of war censoringÓ and ÒTo be returned when
war situation allows,Ó are indications of the
interesting path that this letter had traveled in an
Empire embroiled in a world war. On August 2,
1914, Russia ordered all mail addressed to abroad
be directed to St. Petersburg. But just a few days
later, on August 5, with the exception of mail
addressed to China, Japan, Persia, Romania and
Turkey, all mail addressed to abroad was sent to
Tornio for inspection and then onward via
Stockholm.

Letter in the Midst of Conflict
Translated by Carita Parker

From Abophil, 5/1990 without attribution

The two Russian marks ÒDelayed because of war censoringÓ and ÒTo be returned
when war situation allowsÓ are rarely found on covers originating in Finland.
The basic reason is that mail which normally passed through St. Petersburg to
Western Europe and other foreign destinations was rerouted through Tornio to
Stockholm within three days of this letter being held in St. Petersburg.



The Finnish Philatelist ¥ Vol. 7, No. 3 ¥ August 2002 Page 5

Additional Information on Tornio Censor Stamp No. 8

 Tornio censor mark No. 8 (CS No. 8) is
certainly one of the most elusive censor stamps
used during the W.W. I censorship period. In
Juhanni OlamoÕs reference book, Postal
Censoring in Finland, 1914-1917, CS No. 8 is
catalogued as a general censor mark (Figure 1)
with the Russian language letters ÒD.TsÓ (= censor

approved) in the center. Later the Russian
letters were removed from the stamp
(Figure 2). Olamo reported that the stamp
was used only on postal administration
business letters from Helsinki to
Copenhagen. Olamo did not provide dates
of use. Additional information on this
stamp has been provided by Jorma Keturi.

First, examples of usage of both marks
are shown on cover on items other than
official postal administration letters to
Copenhagen. Dates of usage are also
provided for both stamps. Figures 3 and
4 show CS No. 8/Mark 1 usages to
Stockholm and Paris on normal personal
and general business correspondence.

Jorma Keturi offers this information on
the use of Tornio CS No. 8 /Mark 2. This
stamp was used by censor E. Monkala
who was responsible for Swedish
language newspapers sent abroad, in this
case to England, (Figure 5). Mr.
MonkalaÕs wife did work for the manager

Figure 1. CS No. 8/1 Figure 2. CS No. 8/2

Figure 5. Newspaper wrapper to England with
CS No. 8/2. Collection of Jorma Keturi

Figure 3, above. CS No. 8/1 on cover to Paris. Figure 4, below. Post
card to Stockholm with CS No. 8/1. This card is the earliest reported
use of this censor stamp. Top cover from the collection of Jorma Keturi
and bottom card, collection of Roger Quinby.

CS No. 8, Continued on page 11
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Type 1875 - Super Beautiful Clipping Forgeries
by Heikki Reinikainen, Finnish Federation Expertizing Committee

translated by Carita Parker, from Filatelisti, 5/02

A few years back attention turned to several
attractive, type 1875 clippings (often described as a
ÒpieceÓ in USA catalogues) that appeared on postage
stamp markets. The beautiful ly marked
multi-colored mixed franking is a fine addition in a
collection that includes cover material and brings
color and variation to a page dominated by single
stamps. There is use for all the denominational
values in a presentation and so the price level is
sometimes very high.

At some point, however, a certain uneasy feeling
started to creep up. Are these super beautiful items
really bona fide? And if they are, how to ascertain
for or against? The fact is, that a totally bogus postal

item is extremely difficult to make and requires
considerable philatelic knowledge.

The cover often includes different markings
pertinent to the mailing and these must fit in with
the period in question. The franking must be
according to valid postal rates and the stamp  must
be from the correct printing emission. The departure,
transit and arrival marks have to correspond to those
used at that particular period of time. And, of course,
the ink colors must be correct for the time period.

Furthermore, the cover paper and address
information as well as writing ink has to fit into the
overall picture etc. If even one of these factors fail,
much work has been for naught.

On the other hand, the only thing that seems to be
required for making an impressive non-bona fide
clipping is the ability to forge the mark onto suitable
stamps and voila, a new fine philatelic object has
come about. Did the forgers notice an obvious market
gap here? Regrettably the answer is that they did.

A few objects shown here from recent auction
catalogues are most likely bogus. Although I have
not examined the original object, the following
details can easily be detected from the illustrations:

1. Gorgeous (in Swedish) ÒLŒdbref frŒn FinlandÓ
(literal translation = Òbox letter from FinlandÓ)
mixed franking on piece or clipping. The mark text
is forged, for instance, the word ÒfrŒnÓ is vertically
too low. The majority of these marks in the Finnish
markets would seem to be bogus.

2. Rare mixed franking of a Copenhagen and 8 p
type 1875 on piece. The Copenhagen is not bona fide,
but a reperforated Senate stamp most likely from the
32 penni final emission.

3. A really outstanding mixed franking, here 8 p
big tooth and type 1875 - 2 and 20 penni on the same
clipping. ANK-mark appears not to be genuine,
because the letter ÒAÓ thick vertical side is on the
wrong side

4. A fine 2 Senate block of four with fifth stamp
in center and impressive •BO 27. 8. 81
cancellations. The ÒOÓ in the word •BO is far too
small to be genuine.

The fact is that these kinds of genuine objects fetch
top prices, so collectors should ascertain the objectÕs
authenticity prior to purchasing and always when
the clipping is:

1) Exceptionally beautiful and/or carries a very
fine cancellation (also on single stamps) and/or

2) carries a mixed franking from one or several
emissions, and

3) is at all pricey and uncommon.
This way a collector will save him/herself a lot of

grief. It is smart to remember too, that this applies
not only to the 1875 types, but to all of Finnish stamp
editions where the material as described here has
marketable quality.

 Figure 1. Gorgeous ÒLŒdbref frŒn FinlandÓ mixed
franking on clipping. The cancellation text is forged.  The
word ÒfrŒnÓ is vertically too low. Most of these marks
(on single stamps as well) in the Finnish markets would
seem to be bogus.
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Figure 2. Rare mixed franking of the 1875 Copenhagen and
8 penni issues on a piecr. The Copenhagen stamp is a
reperforated Senate last emission stamp.

Figure 3. Outstanding mixed franking of the 1866 8 penni
issue and 2 penni and 20 penni type 1875 issues on a piece.
The ANK arrival mark does not appear to be genuine
because the thick vertical side of the letter ÒAÓ is on the
left side instead of the right side as it should be.

Figure 4. This beautiful 2 penni block of four plus an
added 2 penni stamp in the middle of the block
cancelled with two impressive, •BO  27. 8. 81, double
circle postmarks. The cancellations, however, may have
been drawn by a forger because the letter ÒOÓ in  •BO
is far too small.

In 1919 Consul Aleko Lilius made a proposal to
FinlandÕs Postal Administration to print stamps with
extra value to benefit the Finnish Red Cross (FRC).
With his proposal Lilius enclosed samples of the
specimens, which he had designed on so-called
Saarinen types by adding the extra fee and a cross (+).
The stamps were in denominations of 5 penni green,
10 p red, 20 p yellow, 40 p purple (lilac), and 50 p
blue. There is no exact quantitative number, because
Lilius distributed the specimens to various stamp clubs
and his close philatelist friends. These essays are not
postage stamps and are occasionally offered at
auctions as such.

Early on there were difficulties with the actual stamp
when the print shop foreman, Kohl, tried to make a 3
x 100 clichŽ. The idea was promptly abandoned after
the 2-color Kšnig & Bauer printing machine proved
unsuitable for the printing of such a large sheet. A trial

printing on waste paper produced imperforated
sheets, parts of which are still offered incorrectly,
for instance, as ÒessaysÓ at auctions. During the
trial run, line perforation was also tried, and of
these stamps there are horizontal and vertical
imperforate examples on waste paper. The printing
of the actual stamps got underway after the Finnish
Red Cross acquired the necessary printing paper
from abroad.

Use: Date of validity from May 15, 1922 until
December 31, 1930

Value: 1 Fmk + 50 p (extra value benefiting FRC)
Design:    Eric O.W. Ehrstršrn
Printing: FinlandÕs Bureau of Printing and

Engraving
Colors: Gray/red and black-grayish/red

(Parainen-Pargas)

 First Finnish Commemorative - The 1922  Red Cross Issue
by Kari Vehmaro, from Filatelisti, 5/02 - translated by Carita Parker
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manufactured  in Canada, because similar paper had
been made there especially for postage stamps. The
imperforate stamps were printed on Finnish wood
(spruce/fir) cellulose, bleached paper.

Perforation: Comb, initial with 0.7 mm pin size #
1, and the rest with # 1, 0.8 mm pin size, and # 71
with 0.8 mm pins; perforation is 14 x 14. Third pin
size used was 0.9 mm seen on the later  discovered
(1941/42) sheets with 13 x 13.5 perforation.

Printing: FinlandÕs Bureau of Printing delivered
2,000,000 stamps for sale to the Postal Service. Of
these, the Post burned 1,344,350 stamps and gave
the FRC 300,000 from print group # 71.
Furthermore, the Post sold 355,650 stamps within
the period of validity and also reported that it did
not sell any imperforate stamps.

Gum: The first printed consignment order # 1
stamps were perforated during a pause in
manufacturing and white gum was used as also on
the 1927 Ò10th Anniversary of IndependenceÓ
stamps. In the haste, gumless sheets, perhaps one or
two, also reached the stamp market. For the rest of
the stamps, after printing again had commenced,
dark brown gum was used that would show cracks.

Imprint design faults: The method of printing the
stamps and its trial aspect (FinlandÕs first large
vertically rectangular stamp) resulted in minor faults
in all imprint designs. Most notably, there are always
gaps or breaks in the chain of pearls around the
background oval, and none of the stamps show a
complete chain. These have not been examined in
detail and are not reported here because of their
variety and lack of repeated uniformity. To this same
category I relegate the poor printing appearance
variations of the rosettes.

The following are permanent imprint design faults.
The number in parentheses indicates plate position
number:

Consignment order/print group: 5-1922 # 1 and
5-1922 # 71 of which # 1 was printed by
mistake and corrected as soon as
discovered on the same day printing began.

Printing Method: Typography, printed on Kšenig
& Bauer letter press.

The machine had 2 rotating rollers from which the
printing sheet first received gray ink and then from
the second roller which imprinted the red color. The
stampsshows considerable ink spread resulting in
an untidy appearance.

Plates: Kuvateollisuus Oy photo mechanically
manufactured the 2 x 100 stamp clichŽ.

Print sheet: (10 x 10) 100 stamps x 2.
Mint sheet: (10 x 10) 100 stamps with above and

below 2 x the consignment order numbers. Size
varies from a width of 284-286 mm and height of
386-390 mm. Stamp itself measures 24.5 x 34.5 mm.

Paper: The paper purchased by the FRC was 100%
bleached sulfite cellulose with no watermarks or
starch as binders/fillers to improve printing quality.
Similar paper was used only in the printing of the
Vaasa 1918 type stamps.

According to an unofficial study by a Nokia paper
mill the paper contains 90% wood (spruce/fir) pulp
and 10% larch tree bleached with 23% chlorine.
Judging from this, the paper was probably

Figure 2.

Figure 1.

Figure 3

Figure 4. Figure 5.
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Figure 1. Right arm elbow missing (9)
Figure 2. Northeast rosette missing 1 petal (14)
Figure 3. On 50 penni Ò0Ó right-side straight short

line (26)
Figure 4. Piece cut off on the 50 penni ÒPÓ upper

arch (39)
Figure 5. Tail inner side broken (on some also

outer side) (40)
Figure 6. Tail broken (50)
Figure 7. Southeast rosette missing 1 petal (59)

and (79)
Figure 8. South rosette has 2 petals together (no

space between) (83)
Figure 9. On 50 penni ÒpÓ upper arch outside

protrusion (99)
Other: Wholly or partially perforated stamps were

not printed on this exceptional paper and the Postal
Service does not admit to having sold even one
specimen on waste paper. A totally without gum
perforated sheet has survived from printing order #
1 (exceptional pin size 0.7 mm) printed on
FRC-obtained paper. Additionally, at auctions there
have been bona fide double perforated stamps.

Both the Norma and LaPe catalogues provide
important information re pricing of
the basic stamps based on the
folowing criteria:

FDC ( These are very scarce.)
On cover
Double perforations
Diamond perforations
Brilliancy
Red ink offset

The 13 x 13.5 stamps presented
here are from the 1941-2 emission
sold by the Finnish Red Cross.
None were used during the stamp
period of validity. The imperforates
are all rejects. Data about the
stamps has been reported in the
Finnish Stamp Handbook and the
Olamo-HFF Reference Manual of
Forgeries, Olamo issues a warning
about the Hanko-Hangš
cancellation where the year is not
apparent and cds color is gray
instead of black.    There is also
illustrated a cancelled imperforate
stamp, which is totally bogus.

Figure 6. Figure  7.

Figure 8. Figure 9.

Figure 10. This cover is a forgery. The original stamp was removed (most
likely a 1 mk Saarinen issue) and has been replaced with the Red Cross
stamp. The cancellation lines on the stamp have been painted on and do not
match the lines on the cover. Cancelled Red Cross stamps are worth up to
five times mint stamps, so one must be alert to cancellation forgeries. This
illustration is from OlamoÕs Reference on Forgeries, Release 4, Jan., 2000.
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What Do Rough Perforations Tell Us?
Text & Ilustrations by Heikki Reinikainen

Translated by Carita Parker - From Filatelisti, 2/97

Rough or uneven perforations
are a commonly known
occurrence on FinlandÕs postage
stamps, and seems to appear
more or less incidentally already
with old issues. The ordinary
collector usually does not pay
attention to this. There are even
collectors who deliberately neat
pick the perforation in order to
improve overall appearance.
Unfortunately, these collectors
consider uneven perforations
detrimental to the appearance of
the stamp.

Worn roulette perforation
equipment was the reason for
the unevenness. To the degree that the parts used in
the process (for instance the pins) became worn, the
stamp perforation would show unevenness. When
the parts were repaired or replaced, the roughness
disappeared. Notice, that the paper rounds in Figure
1 covering the holes are not rough, the paper is,
however, clearly torn.

Rough perforations are often telling of a particular
period the stamp belongs to or can aid in making
certain the identity of the printing emission. Thus,
uneven perforations actually aid in authentication
and should not, under any circumstance, be picked.
Such action is unwarranted.

In the Type 1875 stamps there are two clearly
distinguished periods when rough perforations are
apparent. The first is from the end of 1880 until the
spring of 1881. The other is from early 1882 until
that May, after which the perforation machine
purchased in 1875 (11 perforator) was taken out of
use. This device was operational for about 5 years;
and there is no information of earlier difficulties.
After that, the stamps were perforated with a new
machine which produced a 12 gauge perforation
hole.

Let me direct your attention to the 20 penni stamp
with the ÒpostkupeeÓ 6. 7. 81 postmark: ÒWhat does
the unevenness on this stamp tell us?Ó Please, study
the picture carefully and ponder the alternatives. The
answer is next.

First, this object belongs to
stamps printed with the
so-called II imprints or clichŽs.
Notice the abundant color(s)
and striking appearance and
especially the sharply outlined,
fat-tailed lion. Obvious proof
of the II imprints as compared
to the worn I imprints. With a
July 1881 mark, the stamp is
from the Senate printing, and
most l ikely from printing
emission 14 or 15. The color is
a vivid ultramarine, it must be
from emission 15. Besides, the
color name of that emission

(15) is ultramarine so it makes sense. Right?
Surprise! In Handbook III it is reported that the
perforator was repaired in the course of the making
of printing emission 14. The results were that stamps
from this emission appear both in rough and normal
(clean) perforations. This explains also why between
two uneven periods, there was a short stretch of
normal perforations. Consequently, printing emission
15 with clean perforation is out of the question. Thus,
it can now be said with certainty that despite the vivid
ultramarine the rough perforations on the stamp
postmarked marked, 6. 7. 81, (Figure 1) is from lot 14.

Additional proof is the recent fact, that lot (=
emission) 14 color and hue variations are more
widespread than previously thought.

Still, another similar case. The date on the 20 penni
(Figure 2) UleŒborg postmark is unclear, but it could
be JUNI (ÒJuneÓ in Swedish.) 1881. Appearance,
however, points to a Senate printing. It is of the II
imprint/clichŽ period with the same details as the
previous object and regardless of the dark
blue-grayish color, the rough perforation is
indicative of printing emission 14. Besides, the color
completely lacks the ultramarine hue. As far as
correctness of writerÕs interpretation of the date, the
cancellation too supports this assumption.

Consequently in both cases, the appearance
especial ly of rough perforations yields new
information about lot 14 overall makeup (Figure 3),

Figure 1.
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and at the same time renders undisputable evidence
about the printing emission of a certain object.
Without the unevenness anybody could have arrived
at the wrong conclusion, because the color hue and
appearance had previously not been identified. The
appearance of the rough perforations should be
noticed in the identification of certain stamps.

Figure 2. Considerable unevenness is typical for some of
the 14th printing emission stamps. Notice the clearly torn
perforated paper. The color of the UleŒborg marked stamp
is dark blue-grayish with not a hint of ultramarine. The
color of the ÒpostkupeeÓ stamp is a vivid ultramarine.
There are also the lighter color spots on the surface
especially around the lion. These are an excellent added
characteristic for this particular printing emission.
Regrettably, we cannot provide color illustrations;
readers are referred to Fi latel ist i  for the color
illustrations.

Figure 3. The hitherto known printing emission 14 colors,
the grayish-ultramarine top left, and ultramarine-blue on
the right. Judging from discovered specimens, the color
hue variations have been considered rather minor. But
now the stamps with rough perforations in the bottom
row indicate a wider range both in color and hue
variations than earlier known. The grayish-ultramarine
varies from quite a pale to dark, and the ultramarine-blue
to a vivid ultramarine. As such, this is no surprise, since
printing with the type of equipment used caused
considerable color and hue variations, whereof Type 1875
is quite well-known. The stamps in the lot with clean
perforations have earlier easily ended up in the next
printing emission, and this is most likely why postal
mailings from 14th printing, for instance, are next to
impossible to find.

of the Russian gendarmes in Tornio. She was also
the head of the censorship office. The main task for
Russians was to find out what was really happening
in the northern part of Finland. They believed that
reading all letters would help them in this difficult
work.

Mr. Monkala was a great help for Finnish soldiers
trying to find secret routes via Tornio and Haparanda
in Sweden on their way to Germany for military
training. His wife was the best possible spy for them
as she got to know all Russian gendarme counter
operations in the area.

If anyone would have a cover showing this stamp
used on off icial postal administration
correspondence to Copenhagen, we would appreciate
receiving a copy.

For additional information of the W.W. I censor
stamps and resealing tapes, see Postisensuuri
Suomessa, 1914-1918, volumes 1 and 2, by Teuvo
Termonen and Jorma Keturi.

These softbound books augment and update the
information contained in the earlier pioneer reference
manual on postal censoring by Juhanni Olamo.

This article was written by Roger Quinby based
in part  on information provided by J. Keturi as noted.

CS No. 8., Continued from page 5
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The Golden Age of Finnish Philately - Part 2b
General Post Letters - Continued

Text & Illustrations by Heikki Pahlman
Edited by Roger Quinby

GENERAL POST  LETTTERS - VINKKIL €  1821

Figure 1. A general post letter from VinkkilŠ dated December 17, 1821, from •bo (Turku) with
Cyrillic single line VinkkilŠ cancel. The cancel was in use from 1812 to 1834. The post office was in
operation from 1735 until 1834 and may be found under three names: WinkkilŠ, WinkilŠ or Wehmaa.

Figures 2 & 3. VinkkilŠ post house and floor plan.
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GENERAL POST  LETTERS - LOW BOX CANCELS
EKERO  1855

Figure 4. A general post letter from Stockholm through Ekerš (Eckerš) to •bo (Turku) with low box
Eckerš T2 cancel. The letter is dated December 19, 1855. The cancel was in use from 1847 to 1870.
The post office was established in 1724, but this home served as a post house from 1638. (See The
Early Postmarks of Finland, by Gummesson, Ossa & Stenberg for illustrations and numbering of all
the early postmarks.)

Figure 5. The Ekerš post house.

The first Finnish town cancels with the date were the low boxed cancels. They replaced the single line
cancels and were first placed in use in 1847. Whereas in the single line cancels, names were Cyrillic script
with two exceptions, •bo and Wibourg, the new cancels used the old Swedish names. The hand stamps
themselves were made of brass. Each post office was given only one hand stamp, regardless of the volume
of mail handled. Frequent use naturally resulted in wear to the brass hand stamps in the long run. It is quite
clear from the cancels that some postmasters found it very difficult to insert dates. There were loose types
and often substitute numerals and letters were used. This often resulted in a strange appearance to some of
the date lines. Some places which handled a particular amount of mail had to replace the hand stamps
fairly soon.
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GENERAL POST  LETTERS - LOW BOX CANCELS
JOROIS 1857 & KASK… 1861

Figure 6. A general post letter from Joroinen to Laukas with a Jorois low boxed cancel. The
letter is dated May 18, 1857. The cancel was in use from 1847 until 1861. The post office
was established in 1803.

Figure 7. A general post letter from Kaskinen (Kaskš) to Pietarsaari (Jacobstad) dated
March 23, 1861 with a low box Kaskš cancel. The cancel was in use from 1847 until 1862.
The post office was established in 1796.
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GENERAL POST  LETTERS - LOW BOX CANCELS
KEXHOLM 1857 & NYST AD  1854

Figure 8. A general post letter from Kexholm (KŠkisalmi) to Helsingfors (Helsinki) dated
November 25, 1857 with a low box Kexholm cancel. The cancel was in use from 1847 until
1873. The post office was established in 1638.

Figure 9. A general post  letter from Nystad (Uusikaupunki) to Jacobstad (Pietarsaari)
dated June 27, 1854 a low box Nystad cancel. The cancel was in use from 1847 until
1858. The post office is first mentioned in the 1668 post rate book but other sources
indicate that the office was not established until 1776.
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GENERAL POST  LETTERS - LOW BOX CANCELS
RAUMO 1853

Figure 10. A general post registered letter from Raumo (Rauma) to Helsingfors (Helsinki)
dated April 24, 1853 with a low box Raumo cancel. The cancel was in use from 1847 until
1875. The post office was established in 1645.



The Finnish Philatelist ¥ Vol. 7, No. 3 ¥ August 2002 Page 17

GENERAL POST  LETTERS - LOW BOX CANCELS
SKARPANS 1857 & SORDAVALA  1854

Figure 11. A general post letter from Sund in the •land Islands to •bo (Turku) dated
November 10, 1857 with a low box Skarpans cancel. This cancel was in use from
1847 until 1856. The cancel did not have a number Ò1Ó for the date or year, so the
letter ÒIÓ was used instead. The post office was a temporary location for the Kexholm
(Kasteholma) post office.

A general post letter from Sortavala (Sordavala) to Wasa (Vaasa) dated August
2, 1854 with a low box Sordavala cancel. The cancel was in use from 1847 until
1862. The post office was established in 1784.
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GENERAL POST  LETTERS - LOW BOX CANCELS
TOHMAJ€R VI 1860 & WILLMANSTRAND 1849

Figure 13. A general post letter from TommajŠrvi to NyCarleby (Uusi Kaarleby) dated July 6,
1860 with a low box TommajŠrvi cancel. ÒAngtÓ = angelŠgit, which translates to Òfast,
important.Ó The letter was delivered within a week as seen in the arrival mark, ÒANK 13/7Ó
= July 13. The cancel was in use from 1847 until 1870. The post office was moved from Liperi
to TommajŠrvi in 1781.

Figure 14. A general post letter from
Lappeenranta (Willmanstrand) dated
February 21, 1849 with a low box
Willmanstrand cancel. The cancel was
in use from 1847 until 1858. The post
office was established in 1722.
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GENERAL POST  LETTERS - HIGH BOX CANCEL
KASTELHOLM 1868

Just like the low boxed hand stamps, the high box cancels were also made of weak materials and were
not made for frequent use. For this reason the high boxed hand stamps were generally introduced as a
replacement for worn low box hand stamps. Helsingfors, which undoubtedly handled the greatest amount
of mail at that time, was the first town to use the high boxed cancel. At a very early date there were two
similar hand stamps in use here at the same time. In some places both the low and the high boxed cancels
were used simultaneously. Rapid wear of the box-types soon became apparent and it was necessary to
produce more durable hand stamps. These cancels, the single and double ring types were used during the
stamp period and are not shown in this presentation.

Figure 15. Kastelholm Post Office

Figure 16. A general post free letter from Kastelholm to •bo (Turku) with a high box Kastelholm cancel
dated August 16, 1868. The cancel was in use from 1856 until 1889. The post office was established in
1638 (in some sources the date is given as 1655). This post office was moved to Skarpans during the
years from 1842 until 1852.
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GENERAL POST  LETTERS - HIGH BOX CANCEL
SVEABORG 1859

Figure 17. A general post express letter with two feathers from Suomenlinna (Sveaborg) sent by the dean of
the province, a military fortress in the Helsinki harbor, to the priest, Petr Solojev, in the Helsinki military
hospital. The letter is dated with high boxed Sveaborg cancel. The cancel was in use from 1854 until 1874.
Suomenlinna (also known at the time  by names Sveaborg and Viapori) had a post office from 1801 until
1808 and then from 1856. On the front page it is noted that the letter is especially important and secret. The
clerical officer has written on the back side: ÒI did open accidentally with the others but I didnÕt read the
content.Ó One of the three recorded express letters with two feathers.

EditorÕs note: For additional information on the low box and high box cancels, The Early Postmarks of Finland, by
Rolf Gummesson, Mikko Ossa and Karl-Erik Stenberg is highly recommended. This volume shows all the single line
Cyrillic and French cancels (Wibourg and •bo), the low box and high box cancels, the single ring cds (circular date
stamps), the first railway station marks and the first railcar cds. All the cancels are clearly reproduced. Complete
text is in Finnish, English and German.
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HISTORY OF RAILROAD MAIL  TRANSPORT
IN FINLAND 1862 - 1995, Part 3

by Ilkka Teerijoki, translated by Carita Parker

CHAPTER II

Era of Established Postal
RailcarTransport 1871-1888

FinlandÕs economic affairs, on the upswing since
the 1850s, were further strengthened in the 1870s
and 1880s. The sawmill industry significantly,
expanded, new financial institutions were
established around the country, and as a result of
the 1864 corporate law, a myriad of industrial
enterprises shot up. Demands on service, including
communications, increased accordingly.

RAIL NETWORK EXPANSION UNTIL 1889

With the completion of the St. Petersburg rail, the
importance of railroads became obvious even to
former skeptics. In business circles the pace of
government railroad construction was considered too
relaxed. Therefore two private rail building projects
were closely linked to the early stages of FinlandÕs
rail network: One from Kerava to Porvoo, the other
from HyvinkŠ‡ to the countryÕs best wintertime port
of Hanko. Rail construction permits were tied in with
the inclusion of mail transport.

As the HyvinkŠ‡-Hanko rail neared its completion,
it  appeared
that the
company had
ordered mail
cars from
abroad. The
same company
also offered to
build a post
off ice in
Hanko, but in
the postal
administrationÕs
o p i n i o n ,
because of the
short distance
b e t w e e n
HyvinkŠ‡ and

Hanko, it was more economical to transport in the
conductorÕs car accompanied by a postman. Thus,
after the rail section was done, the cars originally
meant for mail transport were instead used for
passengers.

After the completion of the rail section in the
beginning of November 1873, postal connections
toward Turku improved considerably. The once
weekly Helsinki-Tammisaari postal line along the
coast was kept, though it was thought soon to be
outmoded once people got used to the railroad.
Because of the changes, the area mail transport
expenses increased by Fmk 1,400 annually, though
service improved considerably. Besides an increase
in mail transport scheduling, 13 new postal exchange
points were established between HyvinkŠ‡ and
Hanko also.

At first, two postmen handled the mail transport.
One would travel from Hanko, the other from
HyvinkŠ‡. When the trains met at Mustio, the
postmen would change train and head for their
station locations. The postmenÕs task was to empty
the mailboxes at stations, because the Senate had
prohibited the station managers, employed by a
private company, to perform this duty. Another
obvious change following the opening of the rail line
was the Karjaa post office transfer, including
personnel and building to Hanko.

Despite the
r a i l r o a d
c o m p a n y
h i g h
expectations,
the Hanko
port along
with the
HyvinkŠŠ-Hanko
rail  did not
yet blossom.
The company
that had built
the railroad
w e n t
bankrupt in
1875 and
F i n l a n d Õs

Figure 1. Prior to the introduction of railway postal cars and postmarks, letters
deposited in a letterbox on the train from Helsinki  to HŠmeenlinna (Tavastehus)
were struck with the ANK mark on arrival. Arrival marked, 25. 11 (1869).
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government took over the railroad. Prior to this a
return to mail transport by horse and wagon was
anticipated when it seemed as if rail traffic would
end with the bankruptcy. Soon, however, the
importance of the rail increased when in 1876
FinlandÕs first all year round steamship connection
from Hanko to Stockholm opened. Rail transports
were intertwined with steamship schedules. In order
to ease mail handling, the conductor cars were
furnished with separate shelves.

The company that built the Porvoo-Kerava rail
section had planned on having mail cars, but since
funds were low already from the beginning of
construction, the company probably was relieved
when the postal administration suggested that mail
also on this stretch would be better transported in
the conductorÕs car. The Porvoo-Kerava rail section
opened to traffic at autumnÕs end in 1874. At the
end of 1875 Finland had four rail lines: Helsinki-
H a m e e n l i n n a , R i i h i m Š k i - S t . P e t e r s b u rg ,
HyvinkŠŠ-Hanko, and Kerava-Porvoo. Of these, mail
was carried in postal cars only between Helsinki and
St. Petersburg. On the other sections, a postman
traveled with the mail in the conductorÕs car.

The bulk of FinlandÕs railroad network was
constructed during the last quarter of the 1800s. The
rails stretching from Hameenlinna to Toijala and
further on to the factory town of Tampere, as well
as those reaching the former capital city of Turku
were completed in the summer of 1876. Initially, the
mail was carried once daily in the postal railcar round
trip from Helsinki to Turku. Whereas, on the Toijala
to Tampere twice daily round trip thge mail was
carried in the conductorÕs car accompanied by a
postman. Still newspapers took a long time, up to
12 hours, to reach Tampere, because these were kept
in Toijala for 6 hours due to incompatibility with
scheduling. ÒThis cannot be called train transport,Ó
lamented the Uusi Suometar editorial on behalf of
its Tampere readers.

The northbound rail from Tampere connecting
with Vaasa was finished at the end of 1882. At first,
only closed mailbags accompanied by postman was
transported between end stations. Mail car transport
started in the fall when post offices were opened
along the rail route. The rail section from Seinajoki
to Kokkola became operational in December 1885.
From here a connection was made also to Pietarsaari
when a secondary rail from Pannainen opened in
1887. The Kauhava, HŠrmŠ, Jepua, and Kruunupyy
post offices were established along the Vaasa rail.

Lappeenranta too was included in the rail network

when the 20-kilometer section along the St.
Petersburg line from Simola to Lappeenranta
became operational in 1885.

The Ostrobothnia rail construction progressed
further north so that the rail section to Oulu was
completed in the autumn of 1886, and railroad mail
transportation to that city started in early November.
Raahe also became affiliated with that particular rail
when, on town council initiative, daily mail
transport by horse and wagon was introduced from
the Lappi station to Raahe. Railroad freight parcels
were allowed, provided there was enough room on
the mail wagon. A private railroad from the Lappi
station to Raahe was completed more than a decade
later in 1899.

When the Savo rail, branching out from the St.
Petersburg at Kouvola, was completed all the way
to Kuopio in 1889, the combined length of FinlandÕs
railroads totaled nearly 1,900 kilometers at the start
of the 1890s. All rail sections were utilized for mail
transport also.

The appearance of a train in a new locality was
without exception a noteworthy event for that area.
Although the Savo newspaper report on the initial
Kuopio train transports was rather brief and to the
point, nonetheless, a sense of newness for this mode
of postal service is apparent in the following
excerpt: ÒThe first train departed here last Tuesday.
It looked rather small, as did the mail car. The next
day the first train arrived bringing with it a number
of passengers and for the first time also mail.Ó

It become almost routine for many to complain
that the new train connections were detrimental to
mail delivery. Even in the northern part of
Ostrobothnia, it was alleged that as the rails reached
Vaasa, mail transport had grown more irregular and
on average slower than before. Some even wished
a return to the old order of things.

As time progressed it became evident however,
that postal connections improved substantially with
train transport. For instance, a letter from the Alavus
post office would in the early 1880s reach the
Helsinki postal administration in an average of 5.2
days. Nevertheless, by the mid-1880s, after the
opening of the Vaasa rail, letter mail took only 2.3
days. The Vaasa inhabitants were pleased to receive
their mail 24 hours sooner than previously, but still
finding reasons to complain. Because the train
would arrive at 10 p.m., and depart at 7 a.m. (the
next day), a letter response would not make it on
the return. Mail transport from Oulu to Helsinki on
average speeded up from about a week to three days.
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Postal transport on all new sections started as soon
as the rails became operational. The emperor readily
granted permission for every proposed railway postal
route. In connection with the completion of the Vaasa
rail, the following ceremonial decree was issued: ÒWe
Alexander the third etc., etc., etc., hereby graciously
respond to the writing by FinlandÕs Senate economics
department of March the 6th past concerning postal
transport on the Tampere-Vaasa railroad. Pursuant
with the statement issued by the Senate in the matter,
and also supported by the countryÕs (Finland)
governor general, We (Alexander) have seen it
appropriate to decree, that when finally operational
for regular traffic and mail transport, 4 new travel
expeditor and 4 railroad postman positions be
introduced. This, in accordance with His Imperial
MajestyÕs own decision and on behalf of His Finland
Senate.Ó

As rail traffic grew in the 1880s, the railroad
administration focused on postal mail transport
compensation. The 1870 agreement on cost free mail
transport was validated, when in the motherland of
Russia the decision was finalized in 1873. In Russia,
both state- and privately owned rails were completed
at a fast pace. At the turn of the 1870s, the length of
mail carrying railroads there (Russia) had grown
from 5,000 to nearly 20,000 kilometers. Uniformity

was not thought possible in postal
transport matters unless mail transport
was legislated free of charge
everywhere. Mail cars in Russia were
postal government owned, but railroad
built. Although such was not the case
in Finland, development ended up
similar nonetheless.

According to railroad administration
figures, the cost of mail transport by rail
in 1883 totaled Fmk 133,626. Thus, the
railroad suggested a permanent
compensation of 15 penni for each 1069
meters of mail car travel. To the postal
administration mail transport gratis
became a central issue even though the
federal government would foot the bill,
because the administrationÕs account
had to stay within reasonable limits. The
response to rai lroad demands
(concerning compensation) was a large
internationally flavored report that
contained information on the postal rail
transport compensations of various
European nations.

Since 1882 in Russia, some of the private rails
received payment, though for most part postal
transport remained free of charge. In neighboring
Sweden, whose development was closely watched
in Finland, both government and private rails
received postal service compensation. Contrary to
Finland, the mail cars were owned by the rail
companies. In Norway likewise, i.e., the railroad
owned the mail cars and serviced them, and for that
received compensation. In Denmark, only private
rails were paid for postal transport. In England,
Switzerland, and Spain, where all rails were privately
owned, compensation was separately agreed to with
each company. In Holland, Belgium, France, and
Portugal no payments were required; and in Germany
only for packages exceeding 10 kilograms.

Referring to information compiled, the postal
government regarded the railroad administration
proposals as lacking merit. In case the Senate would
favor compensation, the railroad then would be
responsible both for the purchasing and servicing of
the mail cars. And free official letter privileges would
end as well. Fortunately, postal government
reasoning convinced the Senate, and it rejected
railroad administration demands. Thus, postal rail
transport remained free of charge for nearly half a
century thereafter.

Figure 2. In the early years of railway transportation of the mail, the
station masters also served as part time postal clerks. These station
masters were given straight-line handstamps to identify the station where
the mail was received. Marked, HYVINGE, then struck again on the
mail van with TPO No. 3, 27. 10. 1871. Ò31Ó was the station number
for Hyvinge (HyvinkŠŠ) until November 1, 1875 when the opening of
the Kuovola, Jokela and Malm stations required the renumbering of all
stations from Kymmene to Helsinki.
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Another result of the above decision was, that the
mail cars did not become the property of the
railroad. Instead the postal service retained
ownership for as long as mail car traffic continued
or until the 1990s. Initially, the postal service took
possession of the railcars in the fall of 1870 when
in return for the enacted mail transport gratis clause,
the rai lroad was allowed to bi l l  the postal
government for the mail car manufacturing costs.

POSTAL SERVICE REORGANIZATION
IN THE 1870s - 1880s

During the first two decades of mail car rail traffic,
postal service expanded and modernized
considerably even in areas other than railroad
transport. The range of postal services available
expanded when postal locations that earlier had
operated with less authoritative powers were
upgraded. FinlandÕs first class postal bureaus were
established in 1860, when previously there were only
post offices. In 1870 there existed 26 postal bureaus,
in 1880, there were  79, and in 1890 the number grew
to 235.

Additionally in the 1880s, class II postal bureaus
and postal stations were established. In 1890 there
were a total of over 400 postal locations in Finland,
which compared to 1860, amounted to a tenfold
increase.

As mail transport needs increased so did the
demands on the postal service. Those critical of poor
postal connections and expensive rates would arrange
for private transportation. For instance, the steamship
s/s Runeberg, sailing between Helsinki and Porvoo
in the 1860s, carried 6,000-7,000 parcels annually
between those two cities. In order to prevent the
situation from getting out of hand, the Senate
monopolized postal transport for the government by
issuing regulations in 1874 and 1877. However, for
a special fee postal transportation was still allowed
by certain private means, though the matter of private
transportation would from time to time flare up.

In Turku, it had been noticed, that the Helsinki
newspapers arriving on the evening train would take
a long time to get to subscribers. Thus, a local station
manager on his own initiative did remedy the
situation getting a bundle containing 50 of the
ÒHelsingfors DagbladetÓ papers, which he then
swiftly distributed to the subscribers. After hearing
about this, the Senate urged the postal administration
to improve its competitive edge.

In Porvoo, local businessmen planned on carrying
their mail themselves from Kerava when mail was
repeatedly delayed because the train got stuck in
snowdrifts in the winter of 1877. The situation was
defused when the postal administration promised to
handle postal transport by horse and wagon in
instances where train runs were hindered.

The postal committee, established in 1875 for the
modernization of postal conditions, issued its report
in 1881. The committee had modeled the Finnish
postal system after the developments in Sweden,

Figure 3. The major railcar postmarks from the period
1870 to 1889 are shown above. The first TPO cancellers
had the text in Swedish, ÒFINSKA JERNSVAGENS POST
KUPE EXPED: No:Ó The earliest recorded TPO
postmark is 15. 11. 1870 (November 15). Mail was
carried in the mail coaches from 1862, but no special
TPO markings were applied until 1870. See figure 1. The
early TPO postmarks indicated the station where the
uncancelled mail was placed on the train, but at times
the mail clerks did not have time to add the station
number to the canceller and affixed the number directly
on the front of the letter or postal card. The inscription
ÒNo 3Ó identified the mail coach or van. Eventually, 54
mail-vans were assigned handstamps. The handstamps
identified a route number, but the reassignment of these
handstamps, because routes were altered or
discontinued, makes a simplified classification difficult.
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besides taking into consideration international postal
agreements, which led to the formation of UPU.
Postal matters improved when, for instance,
registration rules were simplified, and the pre-
franked postal card was added in 1871. Furthermore,
postal rates decreased.

THE NATURE OF
EARLY MAIL  CAR TRANSPORTS

Mail car transports on the Helsinki - St. Petersburg
railway that had started at the end of 1870 soon
became well-established. The car personnel received
their initial work directives. The expeditor in charge
was to take in and give out the mail, the postmen
would aid the expeditor in his duties as needed, and
keep the mail car office organized. The crew was to
arrive well ahead of train departure in order to be
able to perform their tasks and to receive the publicÕs
outgoing mail. Mail from post offices was checked
against transportation logs and then signed. Also,
mail gathered along the route had to be added to the
logbook while being sorted. The personnel received
many specific instructions right from the beginning
of operations. Unfortunately, from a historical
standpoint, the travel expeditor was only required
to report orally to the postmaster general any unusual
incidents during the journey, thus eliminating a
permanent record for posterity.

Any communication between mail car personnel
and the postal administration was mainly through
the elder travel expeditor. When this post was
permanently filled at the end of January 1871, it
went to Karl Lorentz Masalin who already had held
the position in the interim. The 28-year old Masalin
had been a non-commissioned officer in the
Sharpshooter Battalion until his postal service
employment in 1861. Masalin was 26 when named
expeditor for the Vyborg post office, and then travel
expeditor, on October 30,1870, when the first mail
cars started running.

As an elder travel expeditor, Masalin stayed on
until spring of 1876 when he was transferred to
become manager of the Lappeenranta post office.
In this capacity he stayed on for nearly three decades
until retirement in 1905.

The mail car career of Anton Fredrik Scheel, who
together with Masalin had made the study trip to
Russia, was cut short when in January of 1871 at
the age of 27 Scheel passed away.

In the spring of 1871, Oskar Leonard JŠrnefelt was
named to succeed the late Scheel as travel expeditor.

JŠrnefelt had previously worked for the postal
service. JŠrnefelts mail car tenure ended in 1875,
when he transferred to become manager of the
Uusikaarlepyy post office where he stayed until
retirement in 1894.

The third of the initial travel expeditors, Uno
Godenhjelm, was 28 when he was named to that
position. He too had been in military service after
having attended grades 1-4 of high school. At the
postal service, Godenhjelm first worked as a clerk
with the administration and after Masalin, became
senior postal travel expeditor from 1876 to 1878. He
was then named manager of the Mariehamn post
office. This job he kept until his death in 1903, though
Godenhjelm often would take a leave of absence
because of his mail car duties. After a business trip
to Sweden and Norway in 1888, postal railcar
operations changed drastically based on the
impressions Godenhjelm received on these travels.
At this time he was again appointed mail car foreman.
In 1889 that position was renamed postal railcar
director, with duties greatly expanding and becoming
more varied. Godenhjelm remained in that job until
1891.

The third time Godenhjelm returned as director of
postal railcars was in 1899. He was actively involved
in the designing of the new mail cars and the 1901
models, the so-called balcony cars, were also called
ÒGodenhjelms.Ó Uno Godenhjelm can be considered
FinlandÕs most prominent postal railcar man of the
1800s. He had a peculiar personality, and nicknamed
ÒThe •land King.Ó Since he would often travel on
inspections, he was also called ÒThe Flying
Dutchman.Ó When Godenhjelm became irate, it was
best to turn the subject to hunting, as he would calm
down in an instant. Godenhjelm would get excited if
one of the expeditors happened to mention in their
work reports of having seen a moose alongside the
rail embankment.

Uno Godenhjelm strongly disapproved of any
efforts to ÒRussifyÓ the postal system. The historical
research view of a postal official at the then turn of
the century fit in on Godenhjelm, i.e., Òpostal and
customs officials helped rather than hindered the
spread of underground literature.Ó When Governor
General Bobrikov pressured Postmaster General
Lagerborg to resign, Godenhjelm was one of
LagerborgÕs most obvious supporters. As a result,
Bobrikov wanted to fire Godenhjelm also in 1903
when Godenhjelm organized a citizen petition on
behalf of Lagerborg. Uno GodenhjelmÕs illness and
death, however, put an end to BobrikovÕs intention.
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The fourth of the initial postal district railcar
expeditors, Gustaf Stahlberg, was at age 40 the
oldest. In earlier years, he too had served in the
military, but was forced to resign with the rank of
captain in 1868 in connection with the breakup of
some Finnish troop units, and thus came to be
employed by the postal service. Stahlberg served as
travel expeditor for less than five years and in the
spring of 1875 was named manager of the Raahe post
office, a job he held until his death in 1884.

Ernst August Elfving succeeded Godenhjelm as
senior mail car expeditor. Elfving had long been with
the postal service in minor capacities, most recently
as a bookkeeper in the Vyborg post office when he
was named mail car expeditor in 1875. Elfving served
as senior travel expeditor from 1878 to 1886, when
he was transferred to the Hamina post office as
manager. He remained in this capacity until 1898
when he resigned from the postal service altogether.

A.E. Werving was travel expeditor for a short time
in the latter part of the 1880s. He had graduated with
top honors from the Military Academy, advancing
rapidly to captain and distinguished himself in the
Turkish War. Nonetheless, he preferred a civilian
career and became postal administration accounting
department registrar in 1881. Between 1886-1888
Werving served as senior travel expeditor. When
Werving, in the spring of 1888, was slated to become
postal administration cashier, the post of senior travel
expeditor was left open, because of changes in mail
car office reorganization. Werving, who was one of
the most notable officials in the postal administration,
received an honorary title in 1904. He died in 1906
at the age of 55.

None of the initial group of travel expeditors stayed
with the postal railcar duties for very long. The initial
travel postmen, on the other hand, remained with
their jobs much longer.

Although the pace of mail car office work initially
was rather relaxed, as compared to later years, rush
periods would nonetheless occur. Especially when
mail quantities on the St. Petersburg rail increased
rapidly. For example, in 1873 up to 500 letters would
be deposited in the mail car box along the route,
mostly from Helsinki. Sorting and marking the mail
before reaching the next station would at times create
problems. Often the sorting had barely been
completed before arrival at Riihimaki, though the
first mail exchange should have taken place already
at Tikkurila. The situation worsened when the
morning train departure time was moved up from 7
to 9 a.m. The volume of letters in the railcar mailbox

increased when others than the really Òearly BirdsÓ
had enough time to bring their mail to the station
too.

In order to alleviate the rush on the first leg of the
journey, a post office was opened in the Helsinki
station in May of 1874. Here the initial sorting was
done and the expeditor, in charge of the office, would
travel as needed with the departing train, helping
until sorting was completed.

Even salary payment for the station postal manager
would not become an additional expense. Because
the travel expeditor from the St. Petersburg route
mail car was transferred to that job when the postal
car(s), beginning on May 12,1874, remained hooked
up to the same train all the way to St. Petersburg
without an overnight stay in Vyborg. The change in
schedule had the effect of reducing round trip to St.
Petersburg by 24 hours and one pair of employees
was available to go elsewhere. The postman that had
paired with the expeditor was transferred to the
newly opened HyvinkŠŠ-Hanko rail section.

Mail traffic increased not only with new rail
sections, but also because traffic on the old ones
became more frequent. When the night trains to St.
Petersburg started running in 1876, mail was carried
in the conductorÕs car accompanied by a postman.
Mail, containing currency that had arrived in the
evening on the Vyborg day train, as well as similar
mail handled there (Vyborg), would arrive with the
train in St. Petersburg later the next morning (having
departed Vyborg at 4 a.m.). Actual mail cars were
not part of night trains because of the cost. Some
considered rigging mail cars to night trains as both
unnecessary and even detrimental to further
connections, because exchanging mail at middle
stations in the dark of night might result in the
mishandling  and mistakes.

Initially the night trains would run only in the
summer months, but beginning in 1884 traffic
continued also in wintertime, and even then the mail
went in the conductorÕs car. The volume of mail grew
tremendously in the 1870s and 1880s. Regular
domestic letter mail in the middle 1870s increased
from 1.3 million a year to more than 4 million items
in 1890. Of these, 40,000 were deposited directly
into mail car letter boxes in 1876, and 200,000 in
1890. The former amounted to 3% and the latter to
5% of all postally delivered regular inland letter mail.

The number of postal railcar personnel increased
proportionately as new rail sections became
operational, and with it the transfer of mail. When
the Helsinki-Turku rail-line opened in 1876, three
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new travel expeditor and travel postman positions,
besides the four already existing, were introduced.
Until 1883, the mail car crew thus consisted of 14
people. The completion of the Ostrobothnia rail
greatly increased the need for personnel, because of
the long distances. Example: Travel one way from
Helsinki to Oulu at the time of the rail section
introduction in 1886 took 37 hours 25 minutes. Long
distances required several crew changes along the
route, only to be followed by long off times. In 1889,
28 expeditors and their helpers, as well as 21
postmen traveled with the mail cars. At that time,
the entire postal service personnel totaled around
1300. Of this number, the postal railcar crews made
up about four percent.

As the number of mail car personnel increased,
more specific regulations concerning mail transport
would have been necessary. However, the 1881
postal decree simply stated, that Òrailroad mail car
duties be performed by the First Expeditor and a
sufficient number of Travel Expeditors.Ó No wonder,
that at the end of the 1880s complaints were heard,
that rai lroad mail transport lacked practical
definition (See chapter III in the next installment).

On the job, mail car personnel were under quite a
lot of stress. The shifts were long: In the mid-1880s,
travel from SeinŠjoki to Oulu took 15 hours, and
the next day an equally long return after only 8 hours
of rest. On the St. Petersburg rail, time spent on the
job amounted to 14.5 hours. Travel from Toijala to
SeinŠjoki took 11 hours, whereas between Helsinki
and Turku a mere 7 hours. On all rail sections, first
day travel would end up at the end station(s). The
next day, a return to station location(s) was followed
by a two day rest.

Senior/elder travel expeditor salary according to
the 1881 statute was 2,500 Fmk/month in addition
to a commission of 800 Fmk. The other travel
expeditors received 1,800 Fmk and a commission
of 600 Fmk. But the travel postmen received a
considerably smaller monthly pay of only 320 Fmk,
in addition to 100 Fmk for rent and 143 Fmk for
clothing a month.

By referring to the pressures of the job and the
risks of injury, the travel expeditors demanded, that
when pensions were calculated, one year in mail car
service be considered as 1 3/4 years of employment
and 2 years as seniority. According to the 1866
statute, an employee was to receive retirement at age
63, after 35 years of impeccable service. Even the
postal administration leadership was convinced that
postal railcar work was detrimental to nerves and

eyesight and sided with the expeditors. However,
upon closer investigation it was learned, that not
even Sweden would reward postal railroad personnel
with special retirement bonuses. As a result, the
Senate turned down the expeditorsÕ request.

Not only were long work hours and mail car office
conditions part of postal railcar employment, but also
lodging at end stations. Unfortunately, very little
information about these accommodations is
available. Already in 1862 when the
HŠmeenlinna-Helsinki train was running one-way
every other day, the postman had to overnight at the
other end, but of this lodging - nor that of other
postmen - there exists no data. Travel expeditor
Masalin, a Vyborgian himself, did arrange for night
quarters in Vyborg for traveling employees prior to
mail car traffic between Helsinki and Vyborg.
Certainly, in these accommodations as well as in
subsequent ones there was room for improvement.
In 1872 the walls were painted and wallpapered and
a new floor installed. But the Vyborg lodging was
no longer needed by 1874 when the mail cars started
running the entire Helsinki - St. Petersburg distance
in one day.

No accommodation was necessary at first in St.
Petersburg, because the train from Vyborg would
only arrive in the daytime and then turn back. When
the postman rode on the night train, he initially would
overnight in the St. Petersburg postal building. But
in the 1880s in that city, a former merchandise
storehouse office - cold and noisy - was used for
lodging. After numerous complaints better
accommodation was provided.

With the completion of the Turku rail in 1876,
lodging there became necessary. The place was
furnished with two metal bed frames, two mattresses,
four pillows, two blankets, a sofa and table, desk,
dressing table, closet, implements for washing, a
chest, a stand for hanging coats, 2 candlesticks, wall
clock, a water pitcher and drinking glasses. Not
lavish, but suff icient for basic needs. Any
wastefulness was shunned, so the chairs and drapes
no longer needed in the Vyborg place were instead
used in Turku. The entire furnishing totaled some
400 Fmks.

Figure 4. There were a large number of straight line
railway station cancels used by railway clerks (who also
served as part time postal clerks) for the purpose of
cancelling stamps prior to the establishment of a post
office at the station. The first of these marks were put
into service in 1862. The PerkjŠrvi mark dates from 1870.
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MAILCAR FURNISHING

The first mail cars in use were praised as well
constructed, which may have been true judging from
their lengthy service. But nonetheless, after one year
the cars began showing signs of wear and tear. Panels
came loose and made a terrible banging noise when
the train was in motion. The sorting shelves were in
poor shape and ready to collapse probably from
vibration caused by uneven rails. Funds for repairs
were granted without delay. At that time the cars
were also painted and generally tidied up. The
following year the cars received new tables and the
postmanÕs section got floor rugs.

More mail cars were built as new rail sections
became operational. In 1871, the railroad machine
manufacturing plant was building two additional
railcars still modeled after the initial car types,
bringing the total to five. Three double axle cars built
by the Pflug factories in Berlin, were taken into use

in 1875. The government had acquired these cars
from the liquidation of the HyvinkŠŠ-Hanko railroad
company that originally had placed the order. These
cars then, unlike other postal rail cars, became the
property of the railroad for a lengthy period of time,
i.e., until 1907 when the postal service purchased
two of them. But first, the cars had to undergo a
thorough repair, because of having occasionally been
in passenger service. These were also the smallest
postal railcars used in Finland, interior length only

seven meters. But the cars held up well. Still in 1920,
one was running between Helsinki and Kirkkonummi
and the other between Varkaus and Huutokoski. One
was temporarily used as late as 1952, but by the
mid-1950s, these railcars were finally scrapped.

The first Finnish triple axle mail car was built in
1876 at the railroad Helsinki machine manufacturing
plant. The chassis interior length was 9.1 meters, or
one meter longer than on the initial cars. Distance
between axles was 3.2 meters, with the triple axles
evenly spaced underneath the car. The walkway was
situated to one side of the mail car, so that work could
be performed undisturbed from passersby. The only
drawback, the work area became narrower. But the
mail car could now be engaged to the train in the
middle instead of last, which lessened vibration and
jerking.

Entrance was by way of a platform at one end. At
the other end was the luggage room, the office
section in the center and at the opposite end, instead

of the 8-seat
compartment on the
initial models, there now
was a small compartment
for rest and a lavatory.
The office section had
become roomier. Besides
sufficient cabinet space,
there was also a long
desk in the mail car. The
superb car design by
railroad engineer C.
Engstršm received an
award at the 1876
Helsinki Industrial Fair.
Besides, the car proved to
be well constructed and
scrapped not until 1951.
That same year, the
HŠmeenlinna-Tampere-Turku
rail received three triple
axle cars from the

Hamburg Eisenbahn Wagenbau Anstalt. Besides
furnishings, the car was also supplied with a seal,
stamp (cds) and pad, letter scales, paperweights,
chest, writing pad, candle stick, lamp and wash basin.
This list gives a good idea of the furnishings in the
other mail cars of that era as well.

The Hamburg built cars proved to be of relatively
poor quality, and even if plans had been made, no
more of these were ordered for the Vaasa rail section.
Init ial ly , the plan was to place an order for

Figure 5. A large crowd gathers at the PerkjŠrvi station to await the arrival of the
train from St. Petersburg. Photo is undated, but absence of automobiles suggests this
photo dates from about 1900.
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domestically made 1876 type cars for the (above)
stretch, but the plan was changed possibly because
of cost, or rails had too many sharp turns for a triple
axle car. Ultimately, the Vaasa rail received some of
the old double axles that were slightly lengthened
and remodeled by replacing the seating compartment
with a small compartment for rest.

For the Oulu rail, two new double axle mail cars
were built the interior length only 8.1 meters.
Complaints were heard, that the cars were cold.

Even after the completion of the Oulu mail cars,

the car situation was almost critical. There
were only 13 cars and 11 were needed in daily
traffic. The two cars left (spare) were of the
smallest size and could adequately be utilized
only on the least busy Vaasa and Oulu rail-
lines. Two new cars were completed in 1888,
but with the opening of the Savo rail the
following year, the cars were needed there and
the spare car situation did not improve in the
least.

The cars on the Savo stretch were triple
axles and divided solely into two
compartments. The walkway was located by
the luggage room only, so the office section
remained larger than in the previous ones. The
cars were refitted to four axles in 1904.
Because of the acute shortage of cars, it
became necessary to borrow from the railroad
three passenger railcars that were refitted to
temporary, extra mail cars.

Typical for the postal railcars of the 1870s
and 1880s was, that they were built in brief
series that deviated considerably from one
another. The reason for this was apparently
the desire to experiment with new, improved
car solutions. Also the insufficiency of
appropriated funds prevented any long-range

mail car purchases, which forced railway mail
service to make do with minimal equipment.
Besides, the cars had to a certain extent been
designed to accommodate a specific rail section
requirement, which made the transfer from one
rail to another more difficult. But since the cars
were new and in relatively good condition, mail
transport was managed honorably. If
difficulties arose, as in the spring of 1874 when
three out of five mail cars broke down one after
the other, mail was temporarily carried in the
conductorÕs car or stashed in the corners of
passenger cars.

DISPUTES WITH RAILROADS
 AND NEWSPAPERS

As the volume of mail increased, so did a
host of difficulties more often than before, especially
with the newspaper publishers because the papers
comprised a large part of the mail. The popularity
of newspapers soared in the 1870s and 1880s mainly
because of an increasing interest in political,
economic and parliamentary affairs. The newspapers
were sharply critical of even minor delays or

Figure 6. The following illustrations (figures 5-8) show some of
the errors or clerical mistakes associated with the cancelling of
mail on the railcars. These ÒmistakesÓ and others are fairly
common. Working conditions in the mail cars were primitive by
modern standards and frequently, the volume of mail could not
be processed before the next station was reached so the station
number was struck directly onto the letter or card. On this 1877
card, mailed from St. Petersburg, to Helsinki, the station number
is inexplicably missing from the cds.

Figure 7. On this 1875 printed matter death notice from
Mantsala, 17. 6. 1875 via railway from Helsinki, station 35, to
Traskanda, the mail van number is missing from the TPO cds.
This missing mail van designation is a rather uncommon
oversight.
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erroneous deliveries. And with tight schedules, the
handling of newspaper bundles often turned into a
struggle.

When the St. Petersburg morning train departure
time was moved to 7 a.m., newspapers were allowed
to be delivered to the train not more than 15 minutes
prior to departure. Postal workers thought that even
the previous 30 minutes was not time enough. The

difficulties were compounded by the fact, that
the papers had not been properly bundled for
each station separately.

Postal exchanges caused problems too,
though the trains at first did stop at stations
for longer periods. In the 1870s, the railroad
administration became more flexible with
scheduling. For instance, the one minute stop
at PerkjŠrvi on the Karelian Isthmus was
extended to 5 minutes in order for mail
exchange to be properly handled. A lot of mail
would go via PerkjŠrvi because of the nearby
busy Muolaa post office, but as a railroad
station it (PerkjŠrvi) was less active.

Most of the railroad station post offices were
initially run by railway station managers and
not postal employees. In the latter part of the
1870s, station managers were in charge of the
HyvinkŠŠ, Karjaa, Koivisto (later Humppila),
Kuurila, Loimaa, NikkilŠ, Parola, Raivola,
RiihimŠki, Mustio, Urjala and PerkjŠrvi

railroad post offices. These managers were paid
400-600 Fmk annually for their postal service, which
they did not consider enough especially with a
continually growing workload. Between 1860 and
1899 half of all post office managers in Finland were
railroad employees due to the fact, that the majority
of small postal places, operating as secondary
businesses, were located along railroad routes. The
government could not afford separate post office
employee positions, and rarely did this cause any
major grievances, except for the Leppkoski station
manager who could not be persuaded to handle postal
matters regardless of numerous exhortations. The
postal administration therefore requested that he be
transferred to a station with no postal duties, because
in Leppkoski, due to a lack of space, no separate
employee operated post office was possible.

The aforementioned incident ultimately came to
a close when the same station manager ran into
trouble with his principal employer also, and was
initially suspended for one month in the fall of 1888,
and then permanently let go.

Even the mail car employees were not always
blameless. One of the postmen traveling from Vaasa
to Tampere in the spring of 1883 had been so drunk,
that the conductor decided to remove him from the
train at the SydŠnmaa station. The enraged man
started to attack the conductor and throw letters and
newspapers all about. For his conduct, the postman
paid with his job.

Figure 8. On this card date lined Riihimaki, January, 2, 1874,
to •bo, ANK arrival mark, 5. 1 (74), the postal clerks must
have been very busy because the only mark is the Riihimaki
station number, 30.

Figure 9, below. On this card cancelled June 7, 1880, from
Wyborg to Borga (Porvoo), the postal clerk inverted the
Wyborg station number.



The Finnish Philatelist ¥ Vol. 7, No. 3 ¥ August 2002 Page 31

Another postman again on the Vaasa rail had
repeatedly been inebriated, and even joined in
drinking with travelers in the passenger car. And an
expeditor on the St. Petersburg rail had many times
been so intoxicated that at several stations mail had
not been exchanged at all. The expeditorÕs conduct
had caused dismay even in St. Petersburg. As the man
explained that he had not been on duty, but attending
to his own business in St. Petersburg - albeit in the
mail car - the expeditor unwittingly revealed that
frequently non-authorized persons traveled in the
postal railcar. But the expeditor did not come up with
any other excuse for his own drinking habit, except
that the Lahti station manager would often times
appear inebriated while on duty.

The aforementioned expeditor was first sentenced
to forfeit half a months salary, but when he refused
to change his ways, the expeditor was suspended for
a certain period of time. The postal administration,
however, told the Senate that the expeditor had to be
dismissed altogether, otherwise mail transport could
not be guaranteed. After years of wrangling, the
expeditor was finally let go - receiving only half of
his pension.

The railroad administration had stipulated already
in the fall of 1870 - prior to postal railcar operations
- that only mail car employees on duty were allowed
to travel in the postal railcar(s). But because of the
initially rather leisurely work pace, non-authorized
individuals apparently took advantage of the
situation. According to 1872 rules, only a passenger
with a I or II class ticket was allowed in the mail car
for brief visits only. The rules were tightened in 1880,
after a person on a III class ticket was caught
traveling in the postal railcar all the way from SŠiniš
to St. Petersburg. After this incident, passengers were
allowed in the mail car only when attending to postal
matters, such as the purchase of stamps, subscribing
to papers and/or magazines or for the writing of
letters; and then to exit the car at least at the next
station if not sooner.

Non-authorized individuals were permitted in the
mail car until the end of the 1880s, albeit under strict
limits. This was possible because of the slow pace
of things and the fact that value items were not
carried loosely in the car. This in accordance with
the early 1870s regulation, when all registered and
insured mail had to be transported in sealed packages.
During slow periods, the postmen were allowed to
sell newspapers in the passenger cars. The sale of
newspapers was prohibited only at stations with a
post office.

As the volume of mail continued to grow, the old
practice of using postal cars mainly for transporting
mailbags from one location to another would be
increasingly abandoned. The 1881 postal ordinance
stated: ÒOnly standard mail, that has not been
registered will be accepted for railroad postal cars.
All other mail that is not funneled through a regular
post office must be fully franked.Ó

The continual mail volume growth was
experienced even in the postal railcars, where routine
tasks would become problematic in the shaking and
jerking of a poorly lit car. Finnish emigrant mail from
America added to the mail car workload on the St.
Petersburg line so much so, that this mail had to be
transferred on Ostrobothnia bound trains unsorted -
the majority of the emigrants had set out from that
province. Post offices situated at junctions were
informed that mail intended for postal railcars had
to be sorted by locations prior to exchange.

Those newspaper publishers who would make sure
that their papers arrived at destinations, did from
time to time have cause for dissatisfaction. In 1886,
the Vyborgian Swedish language Ostra (east)
Finland paper complained, that mail often made
Òpleasure tripsÓ to St. Petersburg bypassing Vyborg
and was not returned until on the next train; the same
happened also when going toward Kouvola. Often
newspapers disappeared entirely, which was said to
be caused by ÒforgetfulnessÓ on the part of
passengers having read the papers in the mail car(s)
and then disembarked with them. The most puzzling
incident was a bundle of newspapers that
disappeared without a trace and the publisher was
not notified until four days later, even though trains
would pass Vyborg several times a day.

Another sign of hurry was the discovery of 14 old
letters found between a crack in a broken panel on
one of the St. Petersburg line mail cars. Another
strange and rare happening was the mail that
departed Helsinki for Pori on a Tuesday, but had not
yet arrived at destination the following Sunday. In
Tammisaari, the subscribers of the
Hufvudstadsbladet paper did not even receive a new
batch of copies that the publisher had sent to replace
the initial lost papers.

End of Chapter II. To be continued.

For a comple listing of the early railway station straight
line marks, see: The Early Postmarks of Finland,  R.
Gummesson, et. al., pages 129-133.
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It is commonly known that the bulk of the Agathon
FabergŽ collections were sold through the Harmers
auction house in London under rather unclear
circumstances in 1940. We (in Finland) of course
are mostly interested in the FabergŽ unique
Finland-collection sold at that time also. Originally
the auction was to have taken place on 9.10.1939
(Oct. 9), but the start of W. W. II, as well as the
confusion surrounding the auction apparently
delayed the scheduling, and the sale of the
Finland-segment did not
come up until March 14,
1940.

Due to the shaky political
situation in Europe at the
end of the 1930s, FabergŽ on
the advice of some
acquaintances transferred
his collection to England for
Òsafe keeping.Ó After the
war broke out, the collection
however was confiscated
and sold. Of this sale there
is available detailed
information, because
original auction catalogues
and l ike printings are
occasionally available at
Finnish auctions. But
because of the newly erupted
world war, the price level
apparently remained quite
poor.

What seems to be
unknown in Finnish
philatelic circles is, that at
that time FabergŽ auctions
took place also in the U.S.A.
Pictured is the front page of the January 27, 1940
FabergŽ auction catalogue. The catalogue was sent
to me by Mr. Ed Fraser who in turn had obtained it
from Anneli Hvidonov.

The interesting thing about this catalogue is the
fact that the material being offered is Finnish from
1860 to 1935. The initial object is a 1860/ 5 kopek
blue specimen size 10 x 5. It seems therefore that

the FabergŽ collections (top classics were sold in
London) offered by Carl Pelander either bought or
received for sale in the U.S. which included less
important stock. Nevertheless, the stock was quite
plentiful because impressive Pelander-arranged
Finland auctions took place until 1946 or 1947. It
can also be presumed these sales did not reach
expectations. If any of our readers has copies of other
Pelander-FabergŽ catalogues, please send a copy to
Ed Fraser or the author.

Carl Pelander is less
known in Finland, but in
the U.S.A. he was an
important person who
greatly advanced Finnish
philately. Pelander was an
author and frequent
contributor to the SCC
journal. He was also an
auctioneer specializing in
Finnish material to such a
degree that he founded the
Finnish-American Stamp
Club in order to further
Finland-collecting. The
club later expanded to
include all  the Nordic
countries and from 1942 to
the present the Club is
known as the Scandinavian
Collectors Club (SCC). In
1943 the Club began
publication of The
Posthorn, a quarterly
journal of  Nordic philately.
In 1968 the SCC
established an award to
perpetuate the memory of

Carl E. Pelander for his willingness to assist fellow
philatelists in all phases of Scandinavian philately.

An offshoot of this genre is The Finnish Study
Group that since 1997, under the direction of Roger
Quinby, has specialized in Finnish philately, thus
sustaining the original club purpose of focusing on
Finnish philately.
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