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History Center Schenectady

Brooks built this Pacific in 1912 to haul the Varnish on the BR&P.

Howard Davis
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Buffalo, Rochester & Pittsburgh

B. & O. series in 1932,

Locomotives of the Buffalo, Rochester & Pittsburgh Ry.

(In the tabulations below, the original B.R. & P, class and
number are shown, with the new B. & 0. class and number
in parentheses.) ’

Class W-2, (A-B), 4-4-2, 201~ % 2g» cyl, 72" driv., 173000
Ibs. wt., 25173 Ibs. t. p., 200 1bs. 5. p. Nos. 162 and 163 (1487 and
1488) were built by Brooks in 1901, All retired by 1937. -

- Class W-3, (A-T), 4-4-2 193" x 28~ cyl, 727 driv., 164000
lbs. wt., 23373 Ibs. t. P.. 200 1bs. 5. p. Nos. 165 to 167 (1489 to
1491) were built by Schenectady in 1903. All retired by 1938,

Class W-4, (A-8), 4-4-2, 201" x 28~ cyl., 73” driv., 183500
1bs. wt., 25445 1bs. ¢, P., 200 1bs. s, p. Nos. 170 to 173 (1492 to
1495) were built by Brooks in 1908, Retired by 1937.

Class W-5, (A-8a), 4-4-3, 2014~ x 26" cyl., 73~ driv., 195000
1bs. wt., 25445 Ibs. t. p., 200 1bs. 5. p, No, 174 (1496) was built
by Brooks in 1909, Retired in 193¢,

Class F-3, (D-44), 0-8-0, 20" x 26~ cyl, 817 driv., 138500
1bs, wt., 31200 Ibs, t. P, 180 1bs. 5. p. Nos. 152 to 1568 (390 to
394) were built by Brooks in 1804. AJ} retired by 1954,

Class P, (E-51), 2-8-0, 18” x 26" eyl., 48” driv., 129000 Ibs.
wt., 26852 1bs. t. p., 180 1bs. s, p. Nos. 117, 120, 121, 129, 131 and
135 (3000 to 3002, 3004 to 3006) were built in 1893, and Nos.,
145 and 146 (3007 and 3008) in 1897 by Brooks. All retired

“by 1954,

Class X, (E-52), 2-8-0, 21~ x 28~ eyl, 57" driv., 184000 Ibs.

" wt., 36827 1bs. t. p., 200 1bs. 5. p. No. 307 (3009) was built by

Brooks in 1902. Retired in 1934,

Class X, (E-53), 2-8-0, 21" x 28" cyl,, 57" driv., 184000 1bs,
wt.,, 36827 lbs. t. p., 200 1bs. 5. p. No. 300 (3013) was built by
Broolks in 1903. Retired in 1934,

Class X, (E-53a), 2-8-0, 21”7 x 28~ cyl, 577 driv., 184000
Ibs, wt., 36827 Ibs. t. b-, 209 1bs, s. p. No. 312 (3014) was built
by Brocks in 1902, Retired in 1934.

Class X-2, (E-53b), 2-8-0, 21" x 28~ eyl, 57" driv., 184000
ibs. wt.,, 36827 1bs. t. p., 200 1bs. s. p. No. 322 (3015) was built
by Brooks in 1504, Retired in 1934,

Class X-2, (E-53¢), 2-8-0, 21~ x 2g~ eyl, 57 driv., 184000
1bs. wt., 36327 1bs. t. P., 200 1bs. s. p. No. 327 (3017) was built
by Brooks in 1904, Retired in 1933.

Class X-3, (E-54), 2-8-0,721" x 28" cyl., 577 driv., 184000
Ibs. wt., 36827 1bs. t. P., 200 lbs. 5. p. No. 365 (3018) was built
by Brooks in'1907. Retired in 1933.

Class X-3, (E-54a), 2-8-0, 21" x 98~ eyl., 577 driv., 184000
Ibs. wt., 36827 1bs. t, P., 200 Ibs. s. p. Nos. 356 and 360 (3019 and
3020) were built by Brooks in 1906. All retired by 1934,

Class X-3, (E-54b), 2-8-0, 21" x 28" cyl, 57" driv., 184000
1bs. wt., 36827 1bs, t. p., 200 lbs. s. p. Nos. 364, 367, 377 and 384
(3021 to 3024) were built by Brooks in 1907 All retired by
1934,

Class X-2, (E-55), 2-8-0, 21" x 287 eyl, 57 driv., 184000
lbs. wt., 36827 lbs. t. P., 200 1bs. s. p. Nos. 330 and 332 (3025 and
3026) were built by Brooks in 1904. Al retired by 1537,

Class X-3, (E-55a), 2-8-0, 21~ x ag~ cyl, 57" driv., 184000

Class X-3, (E-55b), 2-8-0, 21" x 28~ cyl, 57" driv., 184000
lbs. wt., 36827 lbs. t. b., 200 1bs. s. p. Nos. 361 to 363, 366, 368 to
373, 375 to 376, 378, 380 to 383 (3032 to 3048) were built by
Brooks in 1907. An retired by 1950,

Class X-3, (E-55¢), 2-8-0, 21~ x 28~ cyl, 57 driv., 184000

76

Ibs, wt., 36827 lbs. t. p., 200 1bs, 8. p. No. 3714 (3050) was
by Brooks in 1907, Retired in 1933,

Class X-4, (E-56}, 2-3-0, 21~ % 28" eyl, 57+ driv,, :
Ibs. wt., 36827 1bs. t. D., 200 1bs. 5. p. Nos. 335, 338 and 343
to 3053) were built by Brooks in 1505. All retired by 1950

Class X-4, (E-56a), 2-8-0, 21" x 2g~ cyl, 57 driv., i
1bs. wt., 36827 Ibs, t. P., 200 1bs. s, p. Nos, 336, 337, 339 ¢
344 to 347, 349 to 331, and 354 (3054 1o 3063, 3065 to 30§
3069) were built by Brooks in 1995, All retired by 1950.

Class X-6, (E-57), 2-8-0, 21” x 28" ¢yl., 57+ driv., 1
Ibs. wt., 36827 Mbs. ¢, p., 200 Ibs. s. p. Nos, 386, 388, 389, 391
390 and 397 (3071, 3073 to 3076, 3081 and 3082) were bu
Brooks in 1909, All retired by 1935,

Class X-8, (E-57a), 2-8-0, 21" x 98~ cyl., 57~ driv,, 1;
lbs. wi., 36827 1bs. t. P-, 200 1bs. s. p. Nos. 393 to 396 (30
3080) were bailt by Brooks in 1909, All retired by 1949,

Class V-2, (E-58), 2-8-0, 227 % 28" ¢yl., 567 driv.,, 1"
Ibs. wt., 41140 1bs, t. P, 200 lbs. s. p. Nos. 270 to 273 (30
3087) were built by Baldwin in 1902. All retired by 1935,

Class V-3, (E-58a), 2-8-0, 227 x 28" cyl., 56 driv,, 17
lbs. wt., 41104 1bs. . p-, 260 Ibs. s, p. Nos, 275 to 281, 283
284 (3088 to 3096) were built by Baldwin in 1903, All rei
by 1936.

Class V-4, (E-58b), 2-8-0, 22~ x og~ cyl, 56" driv., 17
Ibs, wt,, 41104 Ibs. t. p., 200 lbs. s. p. No. 285 (3083) was }
by Baldwin in 1801. Retired in 1934,

Class F-4, (L-4), 0-8-0, 2414~ x 28" cyl., 527 driv., 23:
bs, wt., 51000 Ibs, t. p., 185 1bs. 5. p, Nos, 520 to 528 (77,
780) were built by Brooks in 1918. A1l retired in 1958,

Class F-4, (L-4a), 0-8-0, 2414" x 28* eyl,, 527 driv,, 23¢

-. 1bs. wt., 51000 1bs. t. P-, 185 Ibs. 5. p. Nos. 529 to 537 (73:

789) were built by Brooks in 1923, All retired by 1956,
Class WWw, (P-17), 4-6-2, 24157 % 26" oyl,, 73~ driv., 258

1bs. wt., 36340 Ibs. t. D., 200 1bs. s. p. Nos. 600 to 602 (514(

5142) were built by Brooks in 1912, All retired by 1953,

Class WW, (P-18), 4-6-2, 2414~ X 26" eyl., 73~ driv,, 258
Tos. wt,, 36340 ibs. t p., 200 1bs. 5. p. Nos. 609 to 611 (5185
5187) were built by Brooks in 1918, All retired by 1953.

Class WW, (P-18a), 4-6-2, 24%" x 26" cyl, 73" qp
258000 1pbs. wt., 36340 Ibs. t. Ps 200 Ibs. s, p. Nos. 612 to ¢
(5188 to 5192) were built by Brooks in 1918. ANl retired
1953, ' '

Class Ww-2, (P-19), 4-6-2, 221" « 28" cyl., 737 dri
241200 Ihs. wt., 33010 1bs. t. P 200 Ibs. s. p. Nos. 675 to 6
(5260 to 5264) were built by Brooks in 1923. All retired |
1953. '

Class Z, (Q-10), 2-8-2, 26%” x 307 cyl, 63" driv., 2750
Ibs. wt., 54000 1bs. ¢, P., 190 1bs. 5. p. Nos. 400 to 406 (4700
4706) built by Brooks in 1912, All retired by 1954,

Class Z, (Q-10a), 2-8-2, 2615 x 30~ cyl, 63" driv., 2750
Ibs. wt., 54000 1pbs. t. D., 180 1bs. s, p. Nos. 407 to 437 (4707 1
4737) were built by Brooks in 1913, Al retired by 1954.

Class Z, (Q-10b, 2-8-2, 2614~ % 30" cyl., 63~ driv,, 2750(
1bs. wt., 54000 1bs. t. P 190 Ibs. s. p, Nos. 438 to 446 (4738 t
4746) were built by Brooks in 1817 A1l retired by 1954,

Class Z, (Q-10c), 2-8-2, 26%" x 30" cyl, 63 driv., 27500
Ibs. wt., 54000 Ibs. t. p., 190 Ibs. 5. p. No. 447 (4747) was buil
by Brooks in 1917. Retired by 1954.

Class ¥, (Y, 2-190-0, 247 x og» eyl, 527 driv., 268000 1bs
wt., 52730 Ibs. t. p., 200 1hbs, 5. p. Nos, 501 to 506 (6500-to 6505
were built in 1907, and Nos. 507 and 508 (6506 and 6507) ir
1809 by Brooks. A1l retired by 1951, These wera the oniy
Decapods ever owned by the B. & O,

Class XX, (EE-2), 2-8-8-2, 28" & 44~ x 39» cyl, 577 driv.
569000 1bs. wt., 113000 1bs, & P., 200 Ibs. s, p. Nos. 800 to 80¢
(7316 to 7322) were built in 1918 by Brooks.



%~ been BR&P No.529.

569000 1bs. wt., 113000 1bs. t. p., 200 lbs. 5. p. Nos. 807 and 808

(7323 and 7324) were built by Brooks in 1923. All retired by
1952,

Class LL, (KK-4), 2-6-6-2, 23%" & 37" x 32" cyl.,, 577
driv., 428000 1bs. wt., 80000 1bs. t. p., 200 1bs. s. p. Nos, 700 to
704 (7500 to 7504) were built by Schenectady in 1914, All

_retired by 1952.

Class LL, (KK-4a), 2-6-6-2, 231" & 37" x 32" cyl., 57"
arive, 429000 1bs. wt., 8000 lbs. t. p., 200 lbs. s. p. Nos. 705 to
709 (7505 to 7509) were built by Brooks in 1917. All retired by
1851, . - :

Class LL, (KK-4b}, 2-6-6-2, 23%” & 37" x 32" cyl, 57"
driv., 432000 1bs. wt., 80000 lbs. t. p., 200 Ibs. s. p, Nos. 710 to

Buffalo, Rochester & Pittsburgh Ry. No. 155 be-
came B&O Class D-44, No. 393 in 1932,

This ‘heavy, straight-barrelled 0-8-0 switcher ha

Histary Center Schenectady

s

High-boiler 2-8-0, from Brooks in_1904.

3

T mem— mme —wawn saas svbaLTL

by 1953. Note: No. 7518 was rebuilt as Class KK.5 in 1949
Bed castings, chassis lubrication, ete. added.

Class LL, (KK-4c), 2-6-6-2, 23%" & 37" x 32" ¢yl 57~
driv., 437000 lbs. wt,, 80000 Ibs. t. p., 200 lbs. s. p. Nos. 796 4o
2323(7526 to 7540) were built by Brooks in 1918. All retired by

Class LL, (KK-4d), 2-6-6-2, 23%" & 37" x 3an ;:yl., 57~

driv.; 445000 Ibs, wt., 80000 1bs. t. p., 200 ibs. s. p. Nos, 741 to
'17342(7541 to 7554) were built in 1923 by Brooks. All retired by
52.
_ _Many of the B. R. & P. locomotives wandered from hc;me
territory after the B. & O. took OVET,
away as Fairmont, W. va.

some running as far

Ballimore & O .
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by Pittsburgh in 1882 ) weight, 36,860 Ibs. T.F. and 160 1bs. pressure. ®
Class C (Codd) 0-4-0, 16x24" cyl, 50" driv., 65,650 1bs. Class E-20 changed to E-20a. Nos. 63, 67, 88 (1756, 1752‘-7_ '-i
weight, 14,100 ibs. T.F., and 135 1bs. pressure. No. 11 (3) was 1764) were built by Pittsburgh in 1899, T
built by Pittsburgh in 1886. Class H-1 (E-21) 2-8-0, 22x28" c¢yl, 54" driv., 172,500 lbls%'
Class D (D-8) ,0-6-0, 17x24"” c¢yl, 50" driv., 73,000 1bs. weight, 38,297 lbs, T.F. and 180 lbs. pressure, Nos. 68,69, 9%
weight, 15,980 Ibs. T.F. and 135 1bs. pressure. Nos. 16-18 (314, (1943, 1944® 1945), 93, 94, 95, T0 (1946, 1947, 1948 and 1949)?‘“—
. 315 & 317) built by Pittsburgh in 1882, were built by Pittsburgh 189911900. §
| 3 Class E (D-9) 0-6-0, 18x24" cyl, 50" driv, 90,700 1Ibs. Class H-3 {E-21b) 2-8-0, 23 & 35x30"” cyl., comp. 54" driv'-%i
weight, 19,829 lbs. T.F. and 150 1bs. pressure. Nos. 26 (338), 27- " 168,000 lbs. weight, 39,291 lbs. T.F. and 180 1bs. pressur
30 (340-343), 31, 32 (344, 345). were built by Pittsburgh from " Changed to 211%x30" cyl, and 39,300 Ibs. T.F. Nos. 60, 95:
1888 to 1893. All retired by 1926. (1941, 1942) were built by Pittsburgh in 1900 %
Class F (D-10) 0-6-0, 20x24” cyl, 50" driv., 101,423 lbs. . Class H-1 (E-22) 2-8-0, 22x28” cyl, 54" driv., 176,000 Ibs?%
weight, 26,112 1bs. T.F. and 160 Ibs. pressure. Nos. 51-54 (346- . weight, 38,397 lbs. T.F. and 180 lbs. pressure. Nos. 55-59 (1950.}
349) were built by Pittsburgh in 1890, 1954) were built by Pittsburgh in 1501, %
Class G (E odd) 2-8-0, 18x24" cyl, 50” driv., 94,000 1bs. Class P (G-13) 4-4-0, 17x24" cyl,, 64" “driv., 83,800 .1bs %
weight, 19,167 1bs, T.F. and 145 lbs, pressure. Nos._61 (350) weight and 145 lbs. pressure. B.& O. No. 664 was built by‘:
62 (351) were built by Pittsburgh in 1886 & B7. | Pittsburgh. " x i
Class H-2 (E-1 odd) 2-8-0, 21x28" cyl, 56” driv., 157,000 Class R (H-T) 4-4-0, 18x24" cyl, 68" driv, 83,800 lbg %
Ibs. weight, 33,736 lbs. T-F. and 180 lbs. pressure. "No. T1L weight, 14,094 lbs. T.F. and 145 lbs. pressure. Nos: 260, 261.%}
(1545) built by Baldwin 1900 and retired by 1924. (715, T06) 258, 259 (712, 707) were built by Pittsburgh 1883 &
Class H (E-20) 2-8-0, 22x28” cyl, 50" driv,, 160,000 1bs. 1884, All retired by 1912, ;;',
weight, 36,860 Ibs. T.F. and 160 lbs. pressure. Nos. 62, 64 Class S (H-Ta) 4-4-0, 18x24" cyl, 64" driv., 83,800 1bg 2
(1757, 1759), 65 (1760), 66, 87, 89 (1761, 1763, 1765) were built weight, 14,974 lbs. T.F. and 145 lbs. pressure. Nos. 262 (717),
at Pittsburgh from 1895-1898, From the gaps in the numbers 273 (799) were built by Pittsburgh 1885, 1886. g
there must have been more in 1902, but these are taken from Class T (M odd) 4-4-0, 20x26" ¢yl, T0” driv,, 133,000 lbs, §
the roster of 1907. ) ‘weight, 22,731 lbs. T.F. and 180 libs. pressure. Nos. 248, 249 %
Class I (E-20) 2-8-0, 22x28" cyl, 50" driv, 160,000 Ibs. (1448, 1449) were built by Pittsburgh in 1889. Retired by 1912‘::,

Narrow-gauge excursion train on the Pitts-
burgh & Western at Foxburg, Pa., in 1903.

Joseph Lavelle

- {

gl“ M

Diminutive P&W narrow-gauge Mogul, }i /A

No. 11, crossing the Allegheny River-in & o=
1882. It doesn’t look safe.

)

I

Q Smithsenian Institution

64
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No. 162 had inside palve gear and trailer truck bearings,

i

This Mikado has typical ALCQ straight lines.

These heavy 2-10-0 Decapods were the only ones
of this type used on the B&O.

-

Howard De

Class Y Decapods could pull everything out 63‘ town except the yard office.

Harald K. Yalirath




Three Million Miles
on the BR&P

Retired Conductor Looks Back at a Long Rail Career

That Passed All Too Quickly

BUFFALO
ROCHESTER

AND

MTTSBURGRH

ny.

“SAFETY AND SERVICE™

By MAX J. MOORE

IFTY-F'IVE years ago comes
back to me like yesterday. T
will never forget the date I be-
gan railroading, on the old Buf-
falo, Rochester & Pittsburgh.

It was June 19th, 1888. I was then a gangling
lad of eighteen and the road itself was a-lusty
youngster of one year and three months.

I was born on the 19th of May, 1870, at a

tiny place called Mix Run, Pa., in the rugged
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wilderness of Cameron County. Tom

(Mix wag born there, too. His family

e

Y

and mine were neighbors, Tom grew
.p and headed into the show business
and made a name for himself as a

- Wild West movie actor, while I took

up switching. I guess the iron was
in my blood. My father, Maxwell
Moore, was a construetion boss. One
of his jobs about the time I first saw
daylight was the Low Grade Division
of the Old Allegheny Valley, now
part of the Pennsy. It was only
natural that I should follow in his
footsteps. TFact is, Dad had six sons
(William, McRae, James, John, Tom
and me) and a daughter. All eight
were employed by the BR&P for a
long or short period. I wonder how
many families can beat that record?
~ Like most systems, the BR&P was
the outgrowth of mergers of small
roads in the same territory.

THE GREAT LAKES L.IMITED
(BR&P) rounding a curve in
the Clation Valley

While T was still a baby, tfracks were
being laid for one of these roads, the
Rochester & State Line, 26 miles
southwest from Rochester to LeRoy,
N. Y. This route was extended south
to DuBois, Pa., in 1883. I helped to
build the line to DuBois from Sala-
manca, N, Y., the Erie junction
point. The extent of my help was a
dual job as waterboy and camp cook
for four construction foremen. I
made a fairly good water carrier,
pbut T don’t recall anyone praising
my skill as a chef. At length, on
March 11th, 1887, the BR&P was
chartered by two states, New York
and Pennsylvania, on the basis of
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perpetual leases and operation of the
short lines by the parent company ;
and a year later, as I said, I went
switching,

The day before I hired out, a costly
fire had swept DuBois, where T was
then living. About five hundred
buildings were destroyed. Many
homes were gone and nearly every
place of business was gutted. Not
a single hotel, restaurant or board-
ing-house was left. An acute prob-
lem arose suddenly—where to find
a spot to eat or sleep. I overheard
the BR&P yardmaster say he was
unable to work one of the yard en-
gines he needed that night on ac-
count of having no men. This was
the chance I'd been looking for. More
than anything else in the world I
wanted to railroad. So I spoke up.

The Y.M. looked me over. I wasn’t
exactly full grown. After some hesi-
tation he said that if I could get my
parents’ consent he’d give nie a trial.

Railroad Magazin

Well, I made a record run for home
a mile or so away, obtained the
necessary permission, and dashec
back to the yard office before the
official could change his mind. Thus
began a railway career that lasted
unbroken, for nearly ifty-two and
a bhalf years on the same road—s
career that took me over three mil-
lion miles of steel!

I don’t think we did much work
that first night, as there was only
one other man on the crew, Jim
Bechtel. We alternated with the
night shift for one month, the day
shift the next month. Switchmen of
that era were a rather salty bunch,
men much older than I. It wag the
much-quoted age of “wooden cars
and iron men.”

I caught onto the job fairly well,
and nothing of moment happened
until Forepangh’s Circug came to
town. We handled the train in the
yard and spotted the cars for un-
loading. I wag the drawbar
man—that is, the one who
follows the engine, opening
and closing switches and
coupling the engine onto al]
cars to be moved. That day
L coupled onto the circus
cars. I spotted them on a
street crossing and, witlh
hundreds of Spectators,
watched the unloading of
animals.

The door to the elephant
car was opened. One of the
trainers attempted to Ppass a
large bull elephant. The
bull, apparently enraged at
having been penned up so
long, seized the man with hig
mighty trunk and hurled
him first against the roof,

EXCEPT on rare occasions, circus elephants are then down to the floor, and

patient and easy to unload

speared the poor fellow with



ree Million Miles on the BR&P

s sharp ivory tusks. A keeper
rang to the rescue. Another switch-
an/ ~d I, at the risk of our owi
sesy relped him to drag the victim
011(7, .e killer ; but, alas! the trainer
ad been mauled so

11

and you will stand a better chance
for promotion.”
Mr. Kahoe’s interest in me came as
a surprise, as I had barely spoken
to him but once before in my life.
Thus I started as

adly that rescue came
»o late. Death was.
wift and terrvible. De-
rived of his prey, the
lephant sought to
reak loose from his
ar. This the keeper
orestalled by slam-
ning the big door. 1
hudder to think what
vould have happened
f the enraged beast
1ad run amuck
hrough the dense
rowd !

Being the first vio-
ent death I had ever
witnessed, this inei-

freight brakeman on
July 12th, 1889. The
equipment the BR&P
had in 1889 would
bring smiles of pity
from modern Ccrews.
Our freight cars
ranged in capacity
from ten to twenty-five
tons, the latter being
so large by contrast
that we called them
“«Jumbos.” Our road
engines corresponded
in size to the rolling
stock. They were vari-
ously equipped with
air, steam and vacoum

de'(\ filled me with
ol¢” + that clung for
weess. And, to make
matters worse, the switchman who
had joined me in trying to save the
circus employe was killed by an acci-
dent in the same yard a few months
later. Present-day railroad men
probably do not realize how lucky
they are to have escaped the hazards
of link-and-pin operation. We old-
timers had our safety rules, too, but
those rules were rather primitive
and the casualty lists ran high.

N TIME I was promoted to yard
conductor. Then Trainmaster
Kahoe, who had the authority of a
Superintendent, wired for me to re-
port. for an interview at Bradford,
Pa.; and, of course, I went.
«Moore,” he said, “I'm going to
1( . you out on the road. I think
{\ 11 like it more than in the yard

MAX J. MOORE, one of six rail-
roading brothers

brakes. A few had no
power brakes at all.
None of our vard goats
had brakes of any kind. If you want-
ed to make a stop, you put her in Te-
verse, dropped a little sand on the
rails and let nature take its course.

My career as a freight brakeman
was not momentous—ijust the usual
routine. There were many derail-
ments, collisions and minor mishaps
—which were “routine” in those
days. Among our chief troubles and
the cause of innumerable wrecks in-
volving loss of life and property was
trains parting. A trainman speaking
of such an accident would say, “We
broke in two and ran together.” This
was due to a link or pin snapping,
and as this was the era before any
road used airbrakes on freight cars,
the several sections had to be stopped
by hand brakes.

One bright morning we were bowl-




Depol Harburgss 5
(,2\\’ 5&;\‘ / Haliburt,
S —
Al Huscrthe Lakes
Ny
‘:‘}- A _/ f‘—}_/“‘/'—?
Gt s o AT
Culdwaler Jr Lindsify =

R

Me

By =

s e
Cathingmnsd

rd:
hwen hoynd

N dtarsiion

\

g BT
) )
3 /’— o
k 3 e s
Ly P :3 Y"“&j_g_t ‘_‘L.r
h, t.

5 L PR
"6 ~

‘1!';';\‘—"“ Thn:.-.\ar-lia')ui"’fwdﬁ
‘ ._‘“-ar»dl antat

Ll )
S
e A

.

/ SRy e
s
a 3 uu}%\‘\
Lho g
Lat T )
.
. N
’ T W 2 T |
aRNeTUL st
ey - -
g i
v

Conneut Je
& esvil) &

jAENLAR

Troy
cthpyry
Laleyun ¢ Ansoma
Meadeille -
g .
i - Caniea P
+ Hackwell
AN ]
.
1 o
&
| &
{ Marsh Hil

L1la Juse

Phl}lyshurg

+f addsas

L son Cenler
o Y Miarion =t i
> Yateshoro | S émm\:l'.'a‘;'““
13 C o Sagamore ,'. % o e oS
E.““’"" .dw-..;k\c o 1 Kittanning (':n'f"‘i\'&ig- .
url.h_v“\ c\-‘it:‘:ﬁ 5 0 A Shelpeta aﬁb‘;’:t\:‘ﬂ (;.:kn‘ie " b Irvona
o Parkwood 2ITR 0 P08

L s Tidedald

LM Je ' LHHA
le M Ic gl N 2 terman dvan L
Clarksburg . B B 1 uciusto o “Lawistows
. Iselin g N &5 N0 b Frrane | Mount Union
oy lack’'s Run ‘&"-\ + @ﬁcﬁ"'@"&‘;ﬂ‘ M\ Vinto o Uclwoed
q North Bessemet F“\‘- n.,r.:“b‘s_o 1“'6‘ O Altogna - Carlisle,
A Bessemer, Gtcgns'burg Q\Q\‘Tﬁbcnsburg e

PENKA, “Cresson i

‘g\.o'h» - A/Jehnslu_wrnm - Shipprhshu




2-Million Miles on the BR&P

along at a fast clip down a rather
y ovade with a string of coal,
ot train parted ten cars from
cal  se. This left about twenty-
cars with the engine. The head
ceman and I were riding the first
ion. Our flagman got busy. He
;he caboose brake and uncoupled
ten cars from the caboose so they
e rolling along down the grade
1 1o one on them. Knowing that
had to stop for orders within a
miles, we realized that if this
-section wasn’t checked we weuld
into plenty of trouble.

t a glance I saw what had hap-
:d—through the flagman’s bad
rment. I hurried to the rear of
section, tried the brake and
1d it goed. Then I pulled the pin
set the brake slightly. This let
runaway section catch up with
‘and when it did, I was able to
th{ ‘ars under control, thereby
reng1 g what might have been a
ous |, .Je-up. The incident reached
ears of my good friend, Train-
ter Kahoe, who remarked, “I’ll
» my eyes on that young man
1 now on.”” And I believe he did.
brakeman’s life in the 1880s
908 was one of hardship. We
ked long hours, had too little
, often went hungry, received
Il pay and were exposed almost
stantly to hazards of life and
. And as I said, there were
erous accidents, many of them
ic. T will go into this matter
her on in my story.
ne cold, stormy night 1 was fight-
my way over the tops of a string
oxcars while we were going at
ty high speed. As we rounded

‘ws strategic location of the old
BR&P Railway

p
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BRIDGE at Freedom, N, Y., with its 100-
pound steel and its rock ballast, is an ex-
ample of the BR&P’s durable construction

-a curve I began to slip. I was wear-

ing arctics, but the soles were worn
smooth, so I couldn’t check myself.
Sliding desperately to the edge of
the car, I was just about to go over-
board. Then Fate intervened. We
rounded a reverse curve, which
tipped the car at another angle. This
gave me a chance to grab the run-
ning board and I held on for dear
life until I regained my balance.

On another occasion we were com-
ing down Big Shanty Hill. I was on
a dvag of boxcars. Four or five car-
lengths ahead, I saw a car suddenly
leave the rails and the following ecars
begin to pile up. It was plain to me
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Pt Teeers viibing Taevasd oo b ope
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diveed bty teove rhan oo bag

shalenps My anarding aiigel st

frisve Loty oot oot bathooof the
cecasbote Manyv voml Toliows wers

el owis foeiathinte & 1.
A BOTTT rhix ttme T was promoeted
-* fu Hogman, This was o job 1
ik b1 oadided o few pennles to lay
skimpy pay and lessened the dangers
ro which [was subjected. My duties
were Lavecly vunfined to the caboose,
making owut reports ad protecting
the train by fHag  whenever we
stopped. T owas assigned to o crew
with Conductor George Slowey, I
ever g nane wmeaut anything, his cer-
tainly  did. 3Mro Slowey was the
laziest man I have known. In all the
months T served under him, T sure
[ never =aw Condactor Rlowey quite
sober more than a dozen times, either
ot or off duty.

This sitnation doubled my duties.
I had ro do the skipper's work as well
as my own. Bot the arrangenient
was nof %o bad as vou might think.
It gave expericnce thai 1 conld
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haive cotren ouly ax a real conductor
—-expericnee whieh =tood nes in good
=teidl ater ot YWe tnul fwo ];‘1-1-5_1‘9’
stipeedly henlerpenn wined  CAdg?
Chierey wind B MeCualey, Fach
welnlod aheng twe Innebred pounds

BRI
Pops cane-lds, Doth kinew 1hedr stuff,
bigr 1hoy did ot know Low o stay
daway from hine Aleoliol, T tell
vaolt atbont i,

Oy o nichr run from Dradford to
Dulois we arvived in town ar a late
heur and were wore than ready to
cat aned bif the by Tnit were ordered
foc-relarn to Bradfornd ad once, This
entaifed remaining on dury for an
additional long period withont rest
or food. It didn’t mean a thing to
onr Aesoaked skipper.  He had
slumbered from one terminus to the
other, =noring loudly, DBnt the two
brakemen amd I objected 1o the rank
injustice of being forced to continue
work while utterly worn out.

Then Ada dug up a guart of red-
eve from somewhere. The two brake-
men were determined to make the
best of a bad mess hy taking a few
drinks to fortify their spirvits, A
social honur followed. After numer-
ous Hbations They got into an argu-
ment. T can’t rvecall now what the

s hard oax osreel, 3orh were

BIG brick depot at East
Salamanca, N. Y., a study
in architecture of a by-
gone generation
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was about, but it ended in an
st-to-goodness fight., And such
ut! I never saw anything to
it outside of a ring.
t Greorge Slowey draped himself
1e cushions and slept through
. After a time Ada and Bill de-
- to shake hands and take an-
-drink. This they did, and again
went too far. The boys got into
cument as to who was at fault.
couldn’t agree on this point, so
wpot at it again. That second
s Cs about as hot as the first.
ke poor George up. The ruby-
| gentleman couldn’t understand
was going on, so he went back
ep.
the morning Ada Cherry and
McCauley were sorry spectacles.
- faces were badly swollen, with
ry cuts and Dbruises. The
ns”’ decided he should have an-
drink before reporting for
If he had stopped at one, all
t have been well; but he took
al, ‘and when we ambled over
e office the conductor was in
able state. )
luckily for him, the assistant
master happened to be on the
t that time and ins _-&";_tly sized
he status of the three men.
oe showed what he must have
rb” vas keen acumen. Taking
- by the horns, he declared
ely that he would not take the

From colleetion of Joseph Lavelle

MBER 172 was one of 32 passenger engines on the BR&P early in 1930. There
were 238 freight locomotives

crew out, as they were intoxicated.

Later in the day an extra conduc-
tor was called, and our crew returned
to Bradford. It is hardly necessary
for me to add that George, Ada and
Bill lost their jobs. Where any of
them went to, I never knew, Maybe
some reader can supply the answer.

EXT day I was called to the

office. Trainmaster Kahoe asked
me to explain what the trouble had
been at DuBois. Now, I have never
liked a squealer. I hedged on the
direct question by saying:

“Mr. Kahoe, your assistant was on
the job and I think he can give you
a full report of the affair.”

“Ie has already given me one,”
came the response. “What I want to
know is, were you drunk too?”

“No, #ir, I don’t drink.”

He gave me a friendly grin.

“All right! Now I want you to go
over fto the Itrie Superintendent’s
office and take the Book of Rules
examination, and if you pass I'll send
you out tonight on your old caboose
as conductor.”

That bit of news made me very
happy. A chance at being promoted!
Well, I took the exam and I passed.
Thus on the 9th of January,.1891, I
became a freight conductor. It was
not exactly new work for me, as 1
had carried the pencil and the book
for George Slowey for many months.
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KINZUA BRIDGE. The author’s train
ran away over this viaduct

This time I had the full responsibil-
ity. But I had been working on the
new job for only about a week when
we had a serious rear-end collision.

I have never been a man to dodge
blame when T deserved it. In this
case, however, the wreck was partly
my engineer’s fault but mostly that
of the conductor and flagman on the
preceding train. By a stroke of good
luck, nobody was hurt—only the
personal records of the men respon-
sible for the pile-up. Bach was
socked with a thirty-day suspension.

We had a lot of first-class men in
all branches of BR&P service. It
goes without saying that not all of

“us measured up to that standard. " For

“away!
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instance, there were hall a dozen
engineers*whom none of the condue-
tors liked to work with. They just
weren't dependabie. We knew that
if we caught any one of them we
nsnally had to take more hours than
necessary on the trip. In cases of
the kind it was my custom to run
the engine myvself—-yes, we did such
things a half-centnry ago—acting ag
engineer as well as conductor oun the
same trip, with the engineer’s okay.

One occasion nearly ended in dis-
aster. We had a few cars equipped
with airbrakes, which I decided to
try out. They were not in good work-
ing order, as I learned later. In those
days the BR&P was using the Erie’s
famous Kinzua viaduct. There was
quite a stiff grade from Mt. Jewett
to the bridge. The trains had to be
controlled by hand brakes, as the
span was g spidery structure, and we
were supposed to pass onto it at a
speed not greater than six miles per
hour.

The night was dark and storiny.
Rain fell in sheets. I was still at the
throttle as we left Mt. Jewett and
I said to the head brakeman:

“You may ride inside tonight. I’'11
hold the train on to the bridge with
the air.”

Of course, he was more than will-
ing. Anything to keep out of the
rain! And I was the boss. We were
rolling right along when, about a
mile from the viaduct, I made a
slight application of the brakes.
There was no reaction. 1 tried a
more powerful application, but still
with no result. T was suddenly wor-
ried then. There was nothing else
to do except put her in the “big hole,”
which T did. All T got was a blaze
of fire from the driving wheels—and
I realized the train was running
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Old prints vt puges 16, 17 wnd 21 from “The d meri

wan Ruihiway,” Neribner’s, 1897

“LET *ER ROLL!™ Typical yard scene in the 1890s. A switchman is giving the

come-ahead signal to a cut of cars

Although I was scared stiff, I had
to ride it out. We struck the bridge
at about forty-five miles an hour
The thin structure, built in 1882,
rocked and swaved as we roared
across. It was 301 feet high and 2051
feet long, but I think we covered it in
one minute. Many years later, when

/
N\

[ was on a fishing trip, I happened
to mention the incident to a friend,
¢, V. Merrick, Superintendent of the
Erie’s Bradford Division, and he de-
clared:

~3Max, yvou were mighty close to
death that day! That Kinzua via-
duct had been condemned by our

i
i
!
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BIG POWER. A B&O freight-hauler is pulling a train of 100 steel wagontop-tyf
cars that were built in the company’s shops at DuBois, Pa.

(BELOW) Number 74,

built by Alco for the author’s road, has 57-inch driving wheels and weighs, i
' working order, 651,500 pounds with tender

engineers several years before 1899,
when it was finally taken down and
replaced by a sturdier bridge.”

UT this didn’t dampen my desire

to run an engine, and I con-

tinued to do so whenever I felt it
Was necessary.

Two other events that happened
later had much more tragic results.
One of them occurred September
27th, 1892, (Going south, we had
taken the siding at Grove Summit
to meet an opposing train which was
coming up the hill where the loaded
trains required a helper or pusher.
We waited an hour or so before this
train showed up.

The pusher stopped close to my
caboose and, as T was curious to learn
what had delayed them so long, I
went over to talk with the engineer,
to find out the trouble. He was a
young fellow from DuBois by the
name of Hal Wise.

“This engine is foaming and leak-

- ing badly,” he grumbled. “Charley,
here”-—meaning his fireman, Charles

Flynn—*“can’t keep steam on her.”

I gave him a few suggestions 1
moving his engine and then, ag t
night was bitterly cold, I turned
make a bee-line for my caboose, whi
I knew was warm and cheerful.

Half a minute after I had left H
Wise a terrible blast rent the a
The boiler exploded, Literally teari:

* him to pieces and killing the firem:

also. At the same time the Hlagm:
was blown across the track, severe
shocked but otherwise uwnhurt. |
for myself, I was dazed with frigl

My composure was not restor
that morning when we got to Pun
sutawney and found part of Hal’s 1
mains on my caboose roof.,

For years we were required
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weigh our trains at Reechtree June-

tion. Pa. This was the procedure:

We pulled into the siding and re-
cersed our engine by putting her on

the rear o as to give the train a

glight mouwcntum when the cars
would be uncoupled and pass over
the scales one by one. It was the
condnctor's duty to pull rhe pins,
while a brakeman would vide the cars
slowly -over the scales. When the
weighmaster got  the weight, he
would ring a bell and the cars wonld
pass on, to be coupled by a man
known as the coupler.

One night we had a few merchan-
dise cars that didn't have to be

weighed, My crew consisted of Miles

Cline, lagman, aud John Millen and
Mert Wheelply, brakemen.

[ was about to step in and pull the
piu on this cut. Mert said: et me
do that, Max.” He stepped quickiy
Letween the cars fo do what was
wy duty. but canght hix foot in a
cnavdrail. A «plit second Tater he

19

wilg pinned beneath the car, with a

leg crushed from ankle to Lip!
Theye he was under the forward

truck, eritically imjured. We were

in a4 guandary as to how we could get
him out. We could not move the
{rain, nor had we any means of 1ift-
ing the car. I knew, though, that we
would need bandages: so I sent the
other brakeman, Joln Millen, to &
nearby house to see if he could get a
sheet. Remember, I writing about
the hazardous 1890x, when railroad
men were not given First Aid trai-
ing and their cabooses were not
equipped with emergency medical
kits, In case of accidents such as
tlis one we were on our OWIL

Withont waiting for John to re-
turm. I erawled under the car to learn
i T could o anything for Mert. 1
was hoping that u neonscionsuess had
wmercifnily velieved his paing but no,
my friend was able o talk.

“fax.” he groaned, “'m in a had
way,”
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“Iold tight, Mert!” I promised.
“We'll get you out all right.”

Mert, looking Death in the face,
did not flinch. He said; “If you do,
I guess you'll have to cut my leg oft.”

Gritting my teeth, I did that very
thing, with the aid of a pocket knife.
The task was simpler than T had ex-
pected, because the car whecls had
already performed the major part of
the operation, We tied up the wound
as well as we could, put the in-
jured brakeman into the caboose
and took him to the home of his
parents at Brockway, Pa. But it was
no use. I shook hands with the un-
fortunate man, saying:

“Good-bye, Mert! Youll be all
right when the doctor gets here.”

* He gave a wan smile, courageons
to the end. “Yes, Max, I’ll be all right
for the grave.”

And he died—a victim of careless
railroading in the link-and-pin days.
Thank God, those days have gone!
New methods have come, Railroad-
ers today, officialy as well as the rank
and file, serve an industry whose
watchword is “Safety.” But I cannot
forget that we of the older generation
paid a bitter price for the compara-
tive security which our sons and
grandsons now enjoy.

HEN I got back to the caboose
after leaving Mert Wheelply, I
felt like the sickest man who had
ever walked on two feet. To make
things a little worse, I found that
my flagman hagd quit. The harrowing
sight Miles ("line had just witnessed
was too much for him. Miles had
walked over to the Erie yards and
caught a freight train home. He
never worked on a railroad after
that.
John Miltlen left me shortly after-

ward, but did not quit railroading."_

Railroad Magazine

He went over to the Illinois Central.
Last T heard of John, he was running
one of their best passenger trains.
If he is alive today and reads tlis,
I hope he will get in touch with nie.

Thus I lost one of the best train
crews a skipper could want. We had
many men come and go. Some were
smart and would have made their
mark if they had stayed put: Dut
they were boomers—here today and
gone with the summer. T recall one
character, Mike Carroll. Mike had
formerly followed the ecircus game
as a roustabout, and some of the
stories e told us of the big top were
most interesting. He related an ad-
venture he’d had with an elephant.
Luckily, it was quite different from
the grim scene I had witnessed at
DuBois in 1888.

“We were traveling from one town
to another,” he said, “and as a roust-
abonut had to sleep when and where
he could, 1 erawled into an elephant
car and made my bed on some hay.
Then I blocked the car open a bit
to get some fresh air. The night was
warm and I don’t need to tell you
that pachyderms rarely smell like
roses. Anyhow, I went to sleep at
ounce, but was soon awakened by one
of the animals trying to get the hay
I was using as a bed. I zave him a
slap on the trunk. He didn’t seem
to like that very much, for he picked
me up, shoved me through the open
door and dropped me on the right-of-
way. The train was moving slowly
at the time, so all T got was a huge
surprise and a bad shake-up. I tried
to get back on the train, but couldn’t
make it. Later I caught a ride on a
freight, and reached my town after
the vest of the gang had put the big
tent up. I told my boss what had

happened. He grinned and fined me . .

a day’s pay.”
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Being a boomer, Mike Carroll left
me after a few months and I never
heard from him afterward. Mavbe
he went back to the circus. If per-
chance he reads this story, I hope he
will get in touch with me. It was a
queer thing about those boys of the
itching feet. They would work for
a while, then one day yowd wake up
and find them missing.

Speaking now of derailments, I re-

call one that stands out as a record
for retracking cars. We were going
south under a heavy fall of wet snow,
when a frog broke after the engine
had passed over it, causing eighteen
cars to leave the tracks—eleven loads
and seven empties. I decided to try
to pull them on as they had gone off.
Reporting the accident to the dis-
patcher, I told him what we aimed
to do.

“Iighteen
snapped.
once.”

“No,” T said, “T'll let you know
in about thirty minutes whether or
not we need it.”

Well, we brought the engine
throug, . the passing siding, coupled
on the caboose and pulled every car
back on the rails. It was quite a
stunt, if I do say so myself. In just
forty minutes T reported for orders,
ready to continue our journey. I
think we set an all-high record for
re-tracking so many cars in so few
minutes.

cars derailed!’ he
“Order the wrecker at

AROUND that time, in the 1890,

the BR&P had an average of
fifty freight crews running out of
Bradford, Pa. I mention this place
because I've been living there the
past fifty years (at 20 Petrolia
Street). The BR&P’s nearest rival
in that vicinity was the Trie, which
operated only about thirty-five
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freight crews out of the town. Even
in those days Bradford was quite a
rail center. It was popular with the
men hecause it offered accommoda-
tions you couldn’t find in many other
communities. Take the food problem.
If you arrived at DuBois or Punx-
sutawney after seven p. m. you
wouldn't find a restaurant open,
while in Bradford vou could always
buy a meal, night or day.

With some regret T lost a . good
friend, Trainmaster Kahoe, whose
job was given to a very practical
“rail” by the name of James Bruce.,
Before coming to our line as Super-
intendent, Mr. Bruce had worked on
a Southern road, passing through
the grades of switchman, yardmas-
ter, freight and passenger conductor,
fireman, engineer, trainmaster and
then Super. So the new official was
well acquainted with the tricks of the
trade. He knew all the alibis. Woe
betide the luckless fellow who tried
to tell him a cock and bull story of
what had happened out on the line!
And was the new Super hard-boiled ?
The answer is, Yes.

He Dlew in at a time when such
a man was needed. The road was in
poor shape. Pay was low, working
conditions were tough, equipment.
was run down. Even the home guards
were discontented. The average em-
ploye wonld stay but a short time
and then drift on to greener pastures.
No wonder we had so m any boomers !

The second day Mr. Bruce was on
the job, a bad fire gutted the depot,
destroying the telegraph and Super-
intendent’s offices and reducing to
ashes all the records which were kept
there. If you think thig upset him,
you didn’t know James Bruce. The
big boy just went along with hig
work as if the fire had been an every-
day occurrence. I can see him now
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_-had been with us only a short time
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LI s“élolngthe right-of-way; from a pencil sketch by
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F. Leon, former BR&P employe

cold, calm, ma-
He

in my mind’s eye:

when he began showing his mettle by
firing men right and left—some for
good reasons and some for what I
would say were very slight reasons.

The ax descended upon brakemen
and conductors, firemen and en-
gineers, switchmen, shop workers,
telegraph operators, even section
men—none of us felt safe. Some of
those who were canned were glad to
go; others felt miserable about it. I
was one of the home guards who
liked the BR&P well enough to want
to stay, but as much as I tried to
please the Super he did not seem
satisfied with my work. After some
time he placed me ou a job where two
older conductors had failed. That
looked like a bad sign. However, 1
caught onto the routine and, strange

~ to say, made a hit with Hard-Boiled

- Jim. The Super called me into his

office. T went with some misgivings,

but he put me at ease by saying:

“Max, we have some very poor
conductors on this property and just
a few who are all right. You are one
of the latter. I’ve told some of these
who get in trouble that if they would
only follow yowr smoke they might
learn something.”

Well, this was quite a compliment
coming from Jim DBruce. I don’t mind
telling you it made me feel good. But
what was he leading up to? 1 asked
myself. I quickly learned.

“I have decided to appoint you a
passenger conductor,” he said. “I
want you to order a uniform at once
and be ready for a call at any time.
I'm going to use yvou for extra work
of this class, as well as for specials
and excursion trains.”

ALI about seniority, Superinten-
dent Bruce had jumped me over
the heads of six other men. That
part of it didn’t suit me too much,
but otherwise I was thrilled to the
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TUNEL near Cowan, Pa.

core. Of course, I bought a nice blue
uniform as soon as I could. I wasg
proud at having been advanced much
sooner than I had expected. But the
seniority angle didn’t set too well
with the other boys. A delegation of
half a dozen freight conductors
called on e and their spokesman
said: .

“Max, we are here to protest
against your being appointed to pas-
senger service. It's something you're
not entitled to. All of us here are
older heads than you and one of our
number should have been given the
job.”}

That put me in a dilemma. What
could I answer? At length the words
eame out.:

“Well, boys, I admit that what you
say is true, but you don’t suppose
I'd turn down this offer. You all
know the Old Man as well as I do.
If I had-refused, he would have fired
me on the spot. It’s up to you to tell
him' what you've just told me, and
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whatever he does will be all right
with me.”

So they went to the Super with

their protest. The interview was
brief and conclusive. Jim Bruce told
them : :

“The appointment has heen made
and will have to stand. Good day,
gentlemen '

After that the Super and I got
along fine together and became cloge
friends. '

Jim had done all his previous rail-
roading in the South. One winter
while he was on the BR&P we had
a great snowstorm that tied up the
road for about a week. Thig puzzled
him somewhat, as Jim had never seen
the like of it before. I was called to
run the flanger from DuBois to
Clearfield to clear the tracks. The
flanger was a contraption for heavy
snow, the best we had at the time.
We made the trip to Clearfield with-
out any trouble to speak of. Then,
as the blizzard rose in ferocity, we
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were ordered to couple on ahead of
a4 passenger train and help them
over the mountain on the wayv to
DuBois. With some difficulty we
reached the top of the grade and were
stalled. Tn secking to hreak through
the snowdrifts we yanked out the
drawbars on the coaches. There we
T ‘e— couldn’t move the cars, a

\

— -
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yard at East Salamanca, N. Y.

Among the nine engines shown

here are Numbers 216, 224, 322,
425 and 503

BELOW: Hopper cars of an
earlier day gave trainmen an un-
obstructed view from the gig-top

whole trainload of passengers stuck
in the snow!

We finally decided to load the
passengers into the caboose and try
and make DuBois with two engines,
one shoving, the other pulling, We
had gone a mile or so when we
plowed into a drift at least ten feet
deep, in a cut. There we were stalled.

w7 BIRD'S EYE VIEW of busy
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Couldn’t budge either furward op
backward. I forced my way throngh
Show ap to wmy hips, veported oyp
plight from a telegraph oftice, ang
asked that several sleighs be sent to
our resene. Then I labored back to
the snowbound train and waited, T
did not have to wait very long,

In due time we heard the merry
jingle of Lells and a great sleigh drew
up. It was drawn by four spirited

-kept stretch of track over the

= horses, which were hreathing hard
3 from wiles of floundering through
.9 the drifts, Well, we packed our pas-
g sengers into the seats and we all took
5 a sleigh ride, arviving at DuBoig at
5> night. T don’t need to tell you that
| 7z I slept like a log.
‘“‘; r The next morning T started out

with four engines and g gang of
laborers to dig out the disabled train.
We toiled all day, refurning to Du-
Bois late at night. Oup road, as T
said was tied up for a whole week
before we got the wheelg moving
again.

pride when the
Riverside Junction

h

it wit
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IN SUMMER the BR&P run any

excursions — to Niagara Falls,
Ontario Beach, Kinzua bridge .and
other resorts. I handled these trains
and Jim Bruce always went along.
Although he was hard-boileq with re-
gard to the Book of Rules, my friend
could enjoy an outing as well ag the
next man and was popular with the
fair sex. On pienics he would find
a lady’s smile more absorbing than
problems of railroad operation, [
would hand him business ressages,
which the Super would wave aside
without even reading,

“You tike care of that, Max,” he
would say. “I'mi busy now.”

S0 on these excursiong I often
acted as Superintendent in addition
to being conductor—just as some.
times I ran the engine while serving

Allegheny River at

THE ROADMASTER’S Irish-blue eyes must have 1
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VARNISHED COACH of fifty years ag
gaC‘racks; the coal stove that diffus

fixtu

s skipper of a train, and just as 1
ad performed the duties of my al-
oholic captain, George Slowey,
‘hen I was braking. It would be
ateresting to hear from veterans of
ygone days who have held dual jobs
uch as the ones I have mentioned.

Eventually, Jim Bruce left the
3R&P to take an official job on the
Vabash, When he got settled in the
ew position he wrote a letter asking
ne to join him there, but I preferred
o stay where I was, I had grown
o love the BR&P and had no desire
o quit. It pains me to add that Jim
vas accidentally killed a few years
ater. Thus the world lost a good
ailroad man while I lost a valuable
riend.

{"“"er Jim left, we were given an-
thv.. Superintendent, George T
zardner. In mony ways Mr. Gard-

-

m
4

& .
Note the small, spindly-looking, bag-

0.

ed heat unevenly, and the “dimout” lighting

res

Y

ner was a fine fellow but was not
a strong executive. He came from a
small road in the Midwest and un-
like his predecessor, had gotten all
his experience from office work. The
extent of his activity out on the road
was largely to take a trip over the
line on a Monday morning, going
from Bradford to Punxsutawney and
returning to Bradford next day—
both ways being on passenger trains!
Most of his time was spent in the
office.

Mr. Gardner was far from tough.
Because he never seemed to catch on
to the operation of a busy road, the
heads of other departments made a
football of him, and he didn’t last
very long.

I got along fairly well with Mr.
Gardner. On May 19th, 189G, 1 was
called into his office. The summons




28

filled me with vague foreboding. You
generally weren’t called to the office
unless you had done something out
of order. But when I entered the
Super’s presence and found him
smiling I knew there was no bad
news. After a few casual remarks
he said:

“Max, I want you to go to Roches-
ter tomorrow on Number 4. Come
out on Number 1 the following day
and stay on that run until further
orders.”

Both 4 and 1 were passenger
trains, T obeyed his orders and thus
ended my career in freight service.
I never worked a day on freight
afterward.

I entered my new job in a very
happy frame of mind. All was sun-
shine and roses. However, this was
not exactly new work for me. I'd
had a lot of experience on excursions
and extra passenger runs under Su-
perintendent Bruce. In fact, I had
run passenger trains for a short
period before I was twenty-one years
of age. But this was my first regular
assignment and was T excited! Like
a kid with a new toy.

OUR passenger engines nearly fifty

years ago were light but fast.
And how they did shine! Each engine
crew had its own locomotive, which
nobody else was permitted to run.
They would fool around the shop for
hours before it was time to go out,

shining up the brass and all other

parts that could be brightened by
elbow grease. The old girl fairly
glittered ; and as we usually handled
only three or four cars at a time her
tractive power was not so important.

All coaches were of wooden con-
struction, with four-wheel trucks,
open platforms and Miller couplers.
This type of coupler was widely
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used at that time but has since bee
discarded. It was a notable Improve
ment over the link-and-pin methoc
The coaches were lighted by dim oj
lamps, supposedly of an improve:
type. Drinking-water tanks wer
located at the end of the car. Ever;
one drank out of the same glags
There were no wash. bowls, and th
toilet was a crude affair,

In those days, the BR&P had n.
Pullman cars, However, at one tim
we had operated this class of servic
between Rochester and Pittsburgh
via Falls Creek and the Alleghan;
Valley, but it had not, proved a finan
clal success and it was discontinued
Later it was tried again, betwee;
DuBois and Philadelphia via th.
Beech Creek, Clearfield & Southwes
(now New York Central) and th
Philadelphia & Reading. Pullma;
service over this route was operate
for only a short time and then aban
doned. '

I handled the latter service for :
time and well remember the coloret
sleeping-car porter we had. Unlik
present day Pullman porters, wh
must be tall in order to make up the
upper berths efficiently, our maz
was a little fellow who weighed no
more than a hundred pounds. Wi
called him Johnny Bull. The sleep
ing-car had no vestibuie. Its coupling
wouldn’t interchange with our Mille;
equipment, so we had to use the old
style link-and-pin, thus leaving ar
open space of about one foot betweer
the cars—a dangerous gap !

Meanwhile, all was going fine witl
me. I liked my work, and for a long
time nothing happened to mar the
pleasure I took in it. And then onc
day Alexander Herman, a profes
sional magician billed as “Hermar
the Great,” occupied a private car
together with his wife and about ten
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nbers of his company, which was
1ched to my train to be moved to
ar{ -a enroute west. When we
e near Ellicottville, N. Y., one of
troupe came running into the day
ch and asked me if we had a
-gician on board. He said Mr.
rman was very sick.
1 don’t know of any doctor on
s train,” T veplied, “but we're
ut to stop and T’11 call one for
1 as soon as we do.” :
duch to my distress, Mr. Herman
ised away before medical aid
ild reach him, and we solemnly
off his car at Salamanca to be
urned to New York.

HORTLY after Mr. Herman’s

death I was transferred to an-
er rum, between Bradford and
nxsutawney. This run I covered
- several years.
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I recall a trip we were making
to Punxsutawney on a Saturday
evening. Somewhere near DuBois
my engineer saw a man walking on
the track a short way ahead, and
yanked his whistle cord. The man
stepped off, but when we came closer
he got back on the track again, Well,
we couldn’t stop in time, so we struck
the poor fellow,

We carried him over to the depot
a short distance away. There we
found a doctor, who pronounced the
man dead. I told the station agent
what had happened and asked him
to find out the victim’s name and
advise me, so I could make out the
usual report.

It developed that he had been a
deaf old farmer living about eight
miles up in the mountains with sev-
eral sons. The agent found one of
the sons and brought him down to

-
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see the remains. This fellow took a
look and drawled: “Yes, that’s Pap
all right,” but acted as though his
duty ended there,

“Well, hadu’t you bhetter malke
some arrangenients to get your fath-
er out of here?” the agent inquired,

The son shook his head.

“You look up Jim. Jiw's my
brother. He is in town an’ will take
are of Pap. I'm goin’ to Kinzua
bridge on the excursion tomorroyw.”

I handied thig excursion, but I
o not know whether or not he was
one of the many persons who boarded
our train the following day at Du
Bois.

In 1898 the BR&P wax extended
from Punxsutawney to Butler, a
distance of 62 miles, connecting with
the Pittsburgh & Western (now part
of the B&O). This gave nsg an en-
trance into Pittshurgh, Pa., for both
freight and passenger business, We
were all in a dither as to what our
passenger equipnient would he like.
The lecomotives had arrived and
Were put in storage walting for the
coaches and other cars to be used

Railread Magazine

In this service. The latter equip-
ent didn’t arrive until the night
before these trains were put. on, so
it was a hwery-up job to get things
going.

And such fine rolling stock! Thege
cars were the best that any car-
building plant turned out in those
days and were works of art, both
interior and exterior, Floors were
covered with fine Brussels carpet,
while the walls were finished in ma-
hogany and black walnut, The cafe
car was in keeping with the rest.
One innovation was the lighting sys-
tem. We now had Pintsely gas, a
greal improvement over our old oil
Tlamps.

N MY opinion, we had the honor
of operating the finest: raing in
and out of the several cities of any
road we competed with, and held
this distinction for Years. Of course,
all the men employed in passenger
service wanted to have charge of
these fine trains. Since T ws S qmong
the younger conductors, T was not
one of the fortunate but_mv



chance came a few years later.

About this time I was held off my
regular run on a certain occasion to
handle a very special train—very
sperial for the reason that in its con-
sisz _rere the luxurious private cars
of three important railroad presi-
dents: Mr, A. G. Yates of the BR&P,
Mr. W. C. Brown of the New York
Central and Mr. George Baer of the
Reading. These big executives were
to take a trip over our line and con-
nections—I didn't know why.

I was rather proud of this honor.
The train was a splendid outfit. All
of its equipment was in keeping with
the three private cars. We picked
up the traip at Bradford, took it to
Clearfield and we turned it over to
the Beech Creek road. Pat Crowley,
then employed by the Beech Creek
a8 trainmaster, took charge of the
train. In after years he became Pres-
ident of the Central. The party was
to go to Williamsport, Pa., and re-
turn the following day, when we
w~ 1d again take charge.

_.e next morning we started out
of Clearfield and proceeded over all

. 31

TYPICAL BR&P COUNTRY is this val-

ley in which nestles the pleasant village of

Ellicottville, N. Y. You can see the main
line winding through the hills

THE AUTHOR was a B&O conductor
when this picture was taken
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the branches as well as the main
stem. We were traveling all day un-
til we arrived back at Clearfield
about nine p.m. Here we left the
Reading and Central private cars
and made ready to veturn to Brad-
ford. We had been going steadily
for thirteen hours, with no oppor-
tunity to eat. I thought this was
too much of an imposition, especial-
Iy in view of the fact that we would
not arrive in Bradford until one a.m.
So I said to Superintendent Gard-
ner:

“Our crew has been on the go all
day and hasn’t had anything to eat.
We'd like to go to a restaurant for
coffee and sandwiches before we start
back.”

Mr. Gardner held up a restraining
hand. “Sorry, Max, but our schedule
is made out and we can’t wait.”

Mr. Merchant, our General Man-
ager, overheard the conversation

.and cut in with: “Max, did I hear

you say the ecrew hadn’t eaten all
day?”

“That’s right, Mr. Merchant,” T an-
swered. “We haven’t had a chance,
You know we've been on the move

since we started out. It would take

us only a few minutes to snatch
a bite.”

The G. M. smiled broadly. “Well,
yow’re not going to snatch a bite.
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You go into my car and tell the col
ored boys to get you and your boy
the best dinner they can dish up
Invite the engineer and fireman t.
come back. We will stay right her
until you have finished, and tak
your time about it, too.”

Well, we didn’t hesitate to accep
his invitation; and T had the kind
liest feeling for Mr. Merchant afte:
that until the day of his death.

Before we ate, T reported to the
dispatcher what we were going tc
do; and he raised hell, saying:

“You can’t, Moore! Your schedule
has been made out all the way and
you have to get right out.”

But this time I stood my ground.
“We are doing it—General Man-
ager’s orders !’

HIS meal made us about forty

minutes late on our schedule,
and as it would cauge many more
delays to freight trains, we sought
to make up some of the time. We
passed through the DuRois yards at
high speed. Conductor John W,
Moore had pulled in on the siding
to let us pass and stood in the cab
talking with his engineer. The un-
suspecting man was in the act of
getting off when his attention wag
called to the Special. He didn’t real-
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how fast we were running and
tried to get clear by crossing the
ck( ust ahead of us. He was
led instantly.

After this doleful incident we ar-
ed in Bradford with-
t further delay. You
1 believe me, we all
re glad' to get back.
had been a hard trip
d the death of John
rore didn’t "add to our
asure.
Years later 1 found
1t every person but
e who had made this
p-—the three Presi-
nts and all of the les-
- officials, the engineer,
> fireman and two
yinmen —- had passed
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NOTHER change Mr. Barrett
made was to remove Superin-
tendent Gardner and to put John
McGarvey in his place. This was
not a wise choice. McGarvey knew

little or nothing about -

transportation. He had
come up from a track
hand to road supervisor
of track, and this was the
extent of his knowledge.
The new Super got off to
a bad start, incurring
the ill will of men under
him. He abused or dis-
charged those who would
not agree with his ideas
of operation — ideas
which I, for one, consid-
.ered very poor. Among
the men he fired was my

ay. I was the only pRESIDENT NOONAN  brother William, the

e left!

In,~904 James H. Barrett came
ck\__.- the road as General Super-
tendent. J.H.B. had been with us
reral years previous in the same
pacity. He was somewhat of a
omer. Shortly after he took over,
e terminal was moved from Brad-
rd to East Salamaneca.

Up to this time the through trains
m Buffalo to Pittsburgh and vice
rsa had been operated by three
in crews. One came from Buffalo
Bradford, the second from Brad-
rd to Butler, and the third from
itler to Pittsburgh. Mr. Barrett
neeived the idea of one train crew
king the full run from Buffalo to
ttshurgh. DBecause we ran over
rt of four other lines, we were re-
ired to take the Book of Rules
am of all four lines. They includ-
the Central, the Pennsy, the Erie
d/ = Baltimore & Ohio. So we
ericed under five sets of rules, no
0 alike.

general yardmaster at
DuBois. William had been with the
company many years and was gener-
ally held in high regard. Prior to his
dismissal there were four of us Moore
brothers in BR&P service. But Me-
Garvey’s autocratic rule did not last
Iong.

The situation on the BR&P had
been going from bad to worse. Su-
perintendent McGarvey did not
achieve any popularity that I could
notice. One frainman remarked,
“Whoever took the spike maul off
that man’s shoulder made an awful
mistake.” When conditions were at
low ebb, General Superintendent
Barrett died, and in December, 1904,
Noonan was persuaded to leave the
Erie and fill the chair vacated by
Barrett.

In 1874, when I was four years old,
Williamm T. Noonan was born on a
Minnesota farm. He began work
at the age of fourteen in the Minne-

|
§
|
|
|
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apolis & St. Louis general offices,
and remained with the M&StL for
fourteen years, serving in the Aec-
counting, Purchasing, Telegraph,
Operating, Traffic and Executive de-
partments. During that period he
studied railroading intensively, even
going to Ilurope to inform himself
on methods there. In 1904 from Jan-
uary to December, he served the Erie
as assistant to the General Man-
ager. Then he came over to us.
Mr. Noonan’s trained mind sized
up the situation. He saw where the
fault lay. His first important change
Wwas a quick switch on McGarvey,
whose position he gave to A. T,
Johnson. This was a big improve-
ment. Mr. Johnson was g practical
“rail,” having come up from the
ranks as messenger, telegraph oper-
ator, chief dispatcher, trainmaster
and superintendent of telegraph on
various roads. Then Mr. Noonan re-
instated several men who had been
fired unjustly, among them my
brother William. The situation eased
up; there was much less friction.
Noonan labored so effectively, that
in 1906 he was advanced to Generdl

Manager. He worked like 2 beaver,

spending much of his time on the
road, night and day, getting aec-
quainted with his job and hig men.

Eventually President Yates died.
In November, 1910, My, N oonan wag
chosen his successor—aq position he
held until the B&O took us over at
the ¢lose of 1931, when lie was elect-
ed a B&O Vice President,

I NOWING that g railway ig .

judged to a large extent by the
attitude of its employes who come
In contact with the public, I did
what I could to make my passengers
feel at home. I liked nmy company,
was proud to be in itg service, and
bave always been careful of per-
sonal appearance. For years my pet
vanity has been to wear a carnation
in my coat lapel. Some of the boys
uzed to call me “the Bean Brummel
of conductors.”

It is only natural that a man in
my position should meet a number of
celebrities. T have already told you
about Ilerman the Great, Among
others whose tickets T have punched
were  Elbert Hubbard, journalist,
author and publisher; John T, Sul-~
livan and Bob Fitzsimmonsg, two of
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the greatest prize fighters of all time;
Robert Mantell, Shakespearean ac-
t— John W. Vagee, a nationally
}pular minstrel man; Vice wdmiral
William 8. Sims, U. 8. Navy; Miss
Ida M. Tarbell, whose history of the
Standard Oil Company has become
a classic, and Miss Alice Bently, a
" member of the Pennsylvania Legis-
lature in the days when women poli-
ticians were rare. :

I believe all these notables have
since passed on. Elbert Hubbard is
best remembered as the author of
Message to Garcie. After traveling
on my train, he saw fit to write me

up in his magazine, The Philistine. .

Under the title Courtesy as an Asset,
Hubbard wrote: “The conductor did
something that caught my attention
—he thanked me when he took up my
ticket. . . He was tall, strong, healthy,
smiling. . . He must have been on
good terms with himself, his family,

v world. He was well dressed. . .” -

—The author laid it on a bit too
thick, but the managers of a certain
large rail system liked the article
so much that they ordered 10,000
copies in pamphlet form for distri-
bution among their employes. That
was in 1911. Three years later “Fra
Elbertus,” as he called himself, em-
bodied some of this material in a
larger booklet, entitled A Little Jour-
ney Owver the Buffalo, Rochester &
Pittsburgh Ry., which
road’s story in thirty-one pages.
Such stuff was considered smart
in 1914, and it made quite a hit; but
present-day readers would have lit-
- tle patience with its “sweetness and
light” propaganda. I refer to state-
ments such as this: “President Noo-
nan does not lie on the sunny slopes
_of Parnassus and dream of things.”
{__ Another excerpt was rather unfor-
tunate : “On the BR&P you will find

told the
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the diseipline similar to that which
exists in the German army.” I never
did see any similarity to Prussian
militarism on the BR&P. Bince the
comment was written before the first
World War, I can only assume that
Fra Elbertus did not know any more
about the German army than the rest
of us did at that time.

The following incident from the
Little Journey is cited to show that
President Noonan was “the friend of
his employes.” '

CERTAIN conductor took a train

out of Bradford every morning at
seven o’clock for Buffalo. One morning, as
he was taking up tickets he came across
a seedy-looking individual who carried in
his hands an adz and a big monkey
wrench. This man told the conductor
that he had no money, but that he had
just heard of a job that was open for him
in Buffalo, and he gave the name of the
man who had given him the job. Inci-
dentally, this man was well known to the
conductor,

The conductor listened to the man’s
tale patiently, and then frankly said:
“Look here, friend, you know perfectly
well that I cannot carry anybody without
their paying fare. It would be a positive
infringement of the rules.”

Said the man: “I have no money, and
I have got to get to Buffalo.”

“Well,” said the conductor, “I will pay
your fare out of my own pocket ; you give
me your address and take mine, and.
when you get your first week’s pay send
me the money.”

“Well, really,” answered the man,
“that is more than I expected; but now
that you have been so kind with me, I will
tell you, I have just one dollar.” And he
reached in his pocket and pulled out a
silver dollar. “Here, take that.”

“No,” said the conductor, “I will not
take that money—it isn’t enough to pay
the fare. You pay me all or nothing.” _

“Take it,” said the man, “I don’t need
any money right away when I get fo
Buffalo. The boss will put me up in a
boarding-house, and 1 will get along some
way. Keep this dollar for yourself.”




_“Because,

To stop the argument the conductor
put the dollar in his pocket,

It was a plain case of knocking down.,
The conductor was called i, admitted
the facts, and was discharged from the
employ of the company.

Three months went hy, and the papers
m the case were sent to the office of Wil-
liam T. Noonan, President of the rail-
road, who looked the papers over and
sent for the man. The ex-conductor canie,
but he wasn’t the same happy, self-effi-
cient individual that Noonan had known.
The man had not only lost his job, but
his nerve was gone, too, He was only a
wreck of a man, a derelict floating on the
sea of time,

Noonan shook hands with him, took
out the papers in the case, and said:
“Well, T guess you took the dollar all
right ?”

“Sure, Mr. Noonan.”

“And you didn’t turn in the cash fare
out of your own pocket?”

“No, Mr. Noonan.”

“And you are out of a job. But T know
you were not in the business of ‘knock-
ing down.” ”

“Mr. Noonan, I certainly was not.
Here was a temptation, a peculiar one,
It came to me unawares; it was pushed
on to me.” )

“Well, we all make mistakes,” said
the railroad president. “I have made a
few myself. The thing to do is not to
make the same mistake a second time.”

And as Mr. Noonan talked to the man
he began tearing wup the papers and
throwing them into the waste basket.

- “Look here, Mr. Noonan—what are
you doing, tearing up those papers?”

7 said Noonan, “we do not
need them any longer” ; and he threw the

last handful of bits into the waste basler
and said: “Go get measured for g new
suit of clothes. You have lost about fifty
pounds, and the old duds will no longer

do. Go back to your run on Monday
morning.”

And he led the man to the door and
shook hands with the astonished, speech-
less individual. The man stumbled his
way down the stairs, managed to find the
tailor shop, got his new suit of clothes,
and today is back on the job, a bomb-
proof individual doing good work.

I CAME to know Ribert Hubbard

and his wife very well, and felt
persenal grief when Doth were
drowned off the Irish coast in the
first World War, victims of the T-
boat which sank the Lusitania. To
this day I cherish some autographed
books by Hubbard and letters he
sent me,

When I met John L. Sullivan and
Bob Fitzsimmons, thoge two old-tim-
ers were traveling with road shows.

John was a gruff rascal, with a salty

sense of humor and a bit of conceit
for his fading prowess in the ring,
while Bob was given to wisecracking
with a decided Cockney accent. Rob-
ert Mantell, one of the foremost
tragedians on the America- stage,
often traveled with me, but he never
seemed to have much to say outside
of the theater. However, I found
him congenial.

Vice Admiral Sims was on my
train for the best part of a day en
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CELEBRI-
TIES whose
tickets our author
punched: (left to
right) Jobn L.
Sullivan, Elbert
Hubbard, Vice
Admiral Sims,
Bob Fitzsimmons,
Herman the
Great, Ida Tar-
bell, R. Mantell

route to Pittsburgh. Since he was
in o mood to talk and as 1 figured it
was better to be a good listener than
a poeor conversationalist, I let him
say what he pleased. He recounted
events all over the world that had
trangpired while Lhe was on active
duty. He predicted that war with
Japan was inevitable within a few
years. Like many other folks 1 was
skeptical then, put T know now the
old sea dog was right.

Yes, working on trains was most
agreeable to me. Something of iu-
terest took place on eVery trip. Even
though these incidents were not al-
ways pleasant, they at least broke
the monotony of daily routine.

On a night run grom Pittsburgh
to Buffalo we had a wild-eved pas-
senger, & man who sat in the smok-
ing compaytment of the day coach.
My duties required me fo  Dass
through the train often. Every time
I glanced at this fellow I noticed
he made a move toward his hip pock-
et. T began to thing there was some-
thing wrong with him. When we

gtopped at Riverside Junction, N
Y., the suspicious-looking  nan

jumped off the {train, and, before auny-
one could: stop him, shot Jimself
through the head. \Why he did s
I have never been able to learn, but
I feel sure he'd been suffering from
a homicidal mania.

1 recall another occasion, on the
qame night train, when my Pullman
conductor rushed excitedly into the
coaches just after we had left John-
gonburg, Pa., crving: ‘“Max, come
pack with me. There's a woman il
the Buffalo sleeper who’s going to
have a baby!”

«Great God, Bill,” I replied, dumb-
founded, “I am not a doctor.”

T did the next best thing ; T found
a lady passenger who volunteered
to lhelp in the emergency. The bahy,
1 am sorry to add, was still-born.
\When we arvrived ab Bradford we
called an awhulance and packed the
mother oft to a hospital, where she
later made a normal recovery.

And now there flashes through my
mind the recollection of a young cou-
ple I met aboard train on a clear
sunshiny, Sunday wmorning. They
were so full of pep that T presumed
they were newlyweds. Smilingly 1
acked if they were on & honeymoon.

The woman veplied: “Yes, our
tenth. YWe've been married ten years
and we always colebrate oy anniver-
<arv by taking o trip. This time we're
coing to Butfalo aud then take @
hoat trip.”’

They were Wilbur and Dorothy
Peterson, The man wasd Pictshurgh
sirect Ratlway electriviun and his
wife a 1,!1'(,1f'6’$<Si(thlal dancer. Wilbur
wag o lovie-camera fan. J assisted
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him by pointing out spots of interes
along the journey. Then I asked i
either of them had ever ridden a Iocc
motive. I could tell they were rai
fans at heart by the way they bot.
‘answered that they hadn’t but woul
be thrilled to try it. So I put th
matter up to my engineer,

“Send them along,” he agreed.
will take care of them.” '

So the “honeymooners” got thei
ride in the cab. But that isn’t th.
end of the story. While the engin
was rounding a sharp curve, witl
a high cliff on one side and the Clar
ion River on the other, they saw ¢
rock weighing maybe two tons block
Ing the opposite track. The engineel
brought the train to a quick stop
with a jolt that threw coach passen
gers forward in their seats; and, witt
the help of the crew and some othe;
men, we got the line clear.

Wilbur took movies of the incident
He is now in the Navy and is sta-
tioned at Casa Marina, Xey West,
Fla. Dorothy is with him. I cherish
their friendship very mueh and get
letters from them rather often.

Long Islund, N, Y
ge of the Buffalo,
y the B&O. Altogether

Woodside,

From collection o} Joseph Lavelle, 4615 BG1H NI,

gheny mountain grades. Coal constituted more than half the tonna
of 64 articulated locomotives on the road when it was absorbed b

MEANWHILE, in 1912, T was in-

duced to enter politics, and,
without leaving the railway, 1 be-
came Democratic candidate for Brad-
ford city comptroller. I had small
hopes of winning, as the city normal-
1y rolled up a Republican majority
better than two to one. Neverthe-
less, I did win, much to my surprise.

. For eleven years I held thig job,
in conjunction with railroading, and
then was elected to the Pennsylvania,
State Legislature. To carry on at the
Legislature I was obliged to get six
months’ leave of absence from the
BR&P—the longest period I have
been away from the railway in more
than fifty-two years.

the line had 270 steam engines on its roster at that time

MALLETS haul heavy freight over the Alle
Rochester & Pittsburgh. Number 801 was one

|
|
|
|
|
|
|




Three Million Miles on the BR&P

e

From pencil skcteh by F. Leon, courtesy of Brnest Briars

WINTERSCAPE: A light snowfall has blanketed the BR&P

HAVE already mentioned that my
father, sister and five brothers,
jn.addition to myself, were railroad-
The old BR&P magazine, Rail-
way Life, gave the six brothers a
write-up in the September, 1925, is-
sue, under the heading ‘“These Men
Have Served Our Company 851
Years!” At that time McRae was
Assistant Superintendent of the Mid-
dle Pittsburgh Division, with thirty-
eight years’ seniority; James was a
passenger conductor, thirty-seven
years’ service; William was yard-
master at DuBois, forty years, and
I had chalked up 37 years with the
company. At the same time my
brother Thomas, after two years of
railroading, was Philadelphia man-
ager for Armour & Co., while John
had retired, after three years on the
BR&P and twenty-eight years in
Nickel Plate engine service,
The Rochester Times-Union of

.'{" 'y 17th, 1925, carried a photo of

—

the Moores, captioned, “Six Broth-
ers in Railroad Service 183 Years.”
None of the six are now left on the
jobh.

John was involved in the wreck at
Silver Creek, N. Y., on September
14th, 1886, This is said to have been
the most disastrous pile-up In the
history of the Nickel Plate Road,
nineteen persons being killed. An ex-
cursion train eastbound for Niagara
IFalls plowed head-on into a west-
bound freight. The catastrophe oc-
curred ten miles west of Angola,
N. Y., and ninety miles east of Ash-
tabula, Ohio—scenes of two of the
most frightful wrecks known to
Amercian railroading. My brother
was in the crew of the Niagara Ifalls
excursion. He saved himself by leap-
ing from the train, although they
were running at high speed.

Curiously enough, the same issue
of Railroad Magazine (Aug. ’34)
that carried an illustrated article on

A v : R
SRR i
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the Silver Creek wreck also present-
ed a write-up, with pictures, of the
“Peg-Leg” monorail that operated
out of my present home ecity, Brad-
ford, in 1878 and ’79. I never saw
the Peg-Leg, because I was only
eight at the time and was then living
at DuBois. But that freak railroad
of the Oil Regions is still a tradi-
tion in and around Bradford. A
friend of mine, Elmer E. Howe, now
eighty-two is, I believe, the only liv-
ing person who’s ridden that line.

- My brother William spent forty-
nine of his eighty years in BR&I
service.

“The procedure for getting a job
has altered greatly with the years,”
he tells me. “All that was necessary
in the early days was to ask a train-
master or yardmaster for work, and
if he could use you the job was yours.
No applications, references or phy-
gical exams were required, so men
often changed over from one road to
another. I have known fellows to
quit work as sooun as they had a few
days’ pay coming to them, in order
to spend it all at once.

“As a solution to this problem the
‘company began issuing coupons. If a

Railroad Magazine
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THE SALAMANCA, BR&P Number 2, at Salamanca, N. Y., about 1900. Photo
shows Engr. H. E. Brook, Fireman H. Barsdale, W. Cronin, O. B, Fullum (and his

Lanie, and others

trip was made between Bradford and
DuDBois, for instance, the trainmas-
ter would issue $2.50 worth of cou-
pons to a train or engine man. If two
trips had been made, the man would
get $5 worth of coupons. These slips
were redeemable in cash.”

N February 28th, 1930, the B&O
took over the BR&P, with the
approval of the Interstate Commerce
Commission., after the matter had
been hanging fire for abont nine
years, The BR&P at that time had
1273 miles of trackage, the main line
and principal branches being Ilaid
with 100-pound rail; the rest, 80-,
85- and 90-pound rail. Between 50
and 60 percent of the ballast was
rock and slag, the remainder being
cinders.

Our road had erected its own tim-
ber treating plant for ties near
Bradford, the first plant of its kind
in the East. Modern plants for the
treating of water for locomotives
were located at Johnsonburg, Du
Bois, Punxsutawney and Creekside.

On our locomotive roster were 32
passenger engines (10 Atlantics, 22
Pacifics)—and 238 freight hogs (9

-
]
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- Three Million Miles on the BR&P__

heavy Mallets, 121 Mikados, 55 road
Mallets, 53 yard goats). Passenger
(" iipment consisted of 48 steel
coaches, 2 chair cars, a cafe coach,
5 observation cars, and Dbaggage,
mail and combine cars, etc., to a total
of 103.

The BR&P also had 12,500 freight
cars, mostly coal cars and including
about 1500 boxears. Tentative valu-
ation of the entire road and its
assets, as fixed by the ICC, was well
above $75,000,000. We had about
7500 employes.

There was some apprehension
among the employes when news came
that we were being absorbed into the
B&O System. We expected a great
many changes in persounel and
methods of operation. We were
afraid that our fine family spirit
might be disrupted. I am happy to
say that as time went on we of the
RR&P discovered our fears were

(v, oundless, and our vague sense of
dread transformed into goodwill to-
ward the new parent company.

Of course, there were official
changes. Mr. Noonan, as I said,
became a. Vice President of the B&O.
Mr. Devens, our General Superin-
tendent, was retired, while all of our
Superintendents were reduced to
trainmasters. Several BR&P general
yardmasters were either retired or

demoted. My trainmaster was a man
who had been Terminal Superin-
tendent for years.

All through life I have been for-
tunate. No passenger of mine was
killed and but three were slightly in-
jured. The most serious was a lady
hurting her finger in a door jamb.
Besides serving for two years as
Chief Conductor of the Order of
Railway Conductors, I have been
active as a Mason. Among my proud-
‘est possessions is the fiftieth-year
gold emblem presented to me by the
Grand Lodge of Pennsylvania.

On November 27th, 1940, my long
railway career was ended. The night
pefore my last run, which was from
Pittsburgh to Buffalo, I was enter-
tained by a party of friends. And al-
though I received some demonstra-
tions enroute, as well as gifts and
many letters, it was with heavy heart
that I stepped off the train at the end
of that run. No man who loves the
railway ever wants to be retired.

Since I can’t go back to the old job,
I have gone into politics again, this
time as a candidate for county com-
missioner, with a fair chance of elec-
tion; and I keep in close touch with
my BR&P associates. Although I
have traveled about three million
miles I have never wearied of riding
the clicking rails.
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Falls Creek, Pa.: Area of railroad thrills

Pennsylvania, New York Central, Baltimore & Ohio and Erie

all use one interlocking plant at Falls Creek, and near by

are two short lines and many abandoned roadbeds

656 area extending about 40 miles from
near Du Bois, Pa., on the south, to John-
sonburg on the north, abounds with rail-
road thrills. It offers the Pittsburg &
Shawmaut, the Clarion River Railway, the
abandoned Pittsburg, Shawmut & North-
ern, and a great many other abandoned
roadbeds. It includes one place where
the freight trains of the four largest
freight roads in the East — Pennsylvania,
New York Central, Baltimore & Ohio, and
Erie — rattle through a common inter-

‘lecking plant: Falls Creek.

Most employees of the big roads just
named would scratch their heads if you
asked them to locate Falls Creek: Only
one road has any passenger service

through this point: The Baltimore &
Ohio (formerly Buffalo, Rochester &
Pittshburgh). Falls Creek is just two miles
north of Du Bois, and Du Bois is 135 miles
northeast of Pittsburgh via B&O.

Some of the fascinating attractions in
this region are:

- +. The Erie rapping them off along the
Clarion River with two Mikados sepa-
rated by six cars because of weight re-
strictions on the Kinzua Viaduct. '

... a Heisler geared engine on the
Clarion River Railway.

. -.the New York Central double-
heading with a Mike and a Mohawk (and
one of the {irst of that type, by the way).

- -« B&O fast freight 97 roaring out of

BY E. L. THOMPSON

the early morning behind a giant clasg
EL articulated.

 Three miles south of Du Bois is C&M
Junction, which boasts one of the attrac-
tive white stone towers of the old Buffalo,
Rochester & Pittsburgh. Here the main
line of the B&O’s Buffalo Division meets
the Clearfield & Mahoning branch ex-
tending eastwatrd to Clearfield. Clear—
field, by the way, is on the PRR, NYC
and B&O, but has no passenger service
whatsoever. A long wye at the south end
af C&M Junction gives the impression of
three different lines, and on one leg the
interesting freights of the NYC join the
main line, NYC uses B&O track from
Clearfield to Falls Creek. Almost invari-
ably the power is a Mikado and a Mo-
hawk double-headed.

It is seldom that a stopover at C&M
Junction will not bring to light some kind
of action; in addition, the open couniry
and leng, sweeping curves afford ideal
backdrops for photographs. Just a half
mile north of the tower are the remains
of the old Buffalo & Susquehanna line
[“Sunset of an Empire,” February 1947
TraINs] which ran down to a point near
Sykesville; connection with the main line
is now made at this point.

Moving north, the B&0O passes through
the heart of Du Bois. The station is an
ideal point to watch operations. The B&O

New York-Central Mikade and Mohawké drift
aver the connection track ot Falls Creek ine
terlocking. Two Erie Mikados? tote 67 cars of
coatl along the Clarion River north of Carman.
Six cars are sandwiched between the engines.

FALLS CREEK
INTERLOGKING

Scole "E mile 1o 1inch

Falls Creek areq 39



maintains shops in Du Bois, and the
tenders for the class T-3 engines were
all constructed here. The formsr Ru#ale
& Susquehanna main line and the remains
of the B&S depot are in the eastern part
of town. This line is now the Driftwood
branch of the B&0., The Pennsylvania's
low-grade route from_Sinnemahoning to
Red Bank is on the north edge of town.

But Falls Creek is the real hub of
the area —Falls Creek, the magic name
which produces all the East’s major trunk
lines! Here is the double-irack north-
south line of the B&Q; Erie trains use the
same rails. And here is the Pennsylvania’s
low-grade line, crossing the B&O at right
angles. A connection between the two
affords the route for NYC freights, which
use PRR tracks irom this point over to
Brookville. There they return to their
own iron for the rest of the way to Ash-
tabula. PRR's Ridgway branch forks to
the north at Falls Creek and parallels
(on the opposite bank) the B&0O along
Wolf Run and Toby Creek to Ridgway.

Easily the most interesting event of
the day at Falls Creek occurs each
morning shortly after 7, when B&O fast
freight 97 roars out of the north and
clatters over the Pennsylvania tracks.
The sensation is one which you will re-
member as you make a short side trip
westward to Reynoldsville, following the
PRR track and also the abandoned road-
bed of the old Reynolds ‘& Falls
Creek. PRR way freights terminate at
Reynoldsville, which has limited locomo-
tive facilities. By continuing a few addi-
tional miles to Brookville, you can see
the chief shops of the Pittsburg & Shaw-
mut and the resumption of NYC tracks.

But fascinating though Falls Creek may
be, there is still more to see farther
north, Both B&0 and PRR climb over™
McMinns summit and then drop into

. Brockway, another town chock-full of

railroad interest. Just before reaching
Brockway, the P&S passes overhead on

B&O's QD train 97 is handled by a class El-la

let but -converted in 1930 to simple opera-

:’i‘ap[e articulated 2-8-BN  originally o true

~ tion.. PRR Mike™ readies for a duy's work on

o way freight. B&O trein 51¥ ot CAM Junction.

Al photos on these pages by the author.



a high bridge and makes a sweeping loop
into its terminal at Erie Junction, where
it maintains engine facilities jointly with
the Erie. Between the enginehouse and
Brockway is the Erie yard from which
trains move north to join B&O tracks at
WI Tower, 34 mile above the town. Most
of Erie's traffic is above WI Tower; its
principal coal mines are in this area.

Continuing northward, the next point
of interest is Carman, where the B&O
interchanges with the Il-mile Clarion
River Railway on the bank of the stream
which gave the little raflroad its name,
The CR, now owned by the Susquehanna
Chemical Corporation, was orizinally part
of the Pittsburg, Shawmut & Northern
Railway. In days gone by it had an old
box car for a depot, but now nothing ex-
cept the somewhat dilapidated sguare
building of the B&O is left at the junc-
tion. The B&O tracks lean on a graceful
.curve as they cross the river; then they
run side by side with the Pennsylvania
almost inte Ridgway. The river me-
anders between the high hills. .

Ridgway is an active spot. Just as the
B&O predominates at Du Bois, and as the
Erie predominates at Brockway, here
the Pennsylvania is the leader. Itg vard
ahd roundhouse feature something mov-
ing all the time. Giant Decapods stand
ready for pusher service on XKane and
St. Marys hills. The B&O’s rather majestic
depot is across the river.

A side trip eastward up the long hill
to St. Marys is well worth while. Here
vou can see where the erstwhile Pitts-
burg, Shawmut & Northern maintained
its main shops and roundhouse in the
eastern outskirts. The Pennsylvania rolls
right through the middle of town.

From Ridgway the B&O and PRR pro-
ceed north on opposite sides of the
Clarion River, through Whistletown and
into Johnsonburg. A mile north of John-
sonburg is Clarion Junction. primarily a
helperystation for the B&O and Erie. This
is one of the few points where you can
see the EE class of B&O ‘Mallets. The
Pennsylvaf™m tracks .are plainly visible
across the river, and the countryside
literally seems to vibrate when the 2-10-0
pushers start up the long grade to Kane.
B&0O and Erie pushers add to the action,
and an industrial railroad gives a touch
of variety.

Motive power in the Falls Creek area is
plentiful and varied. The Pennsylvania
uses K-ds Pacifics on passenger trains
and Mikados in freight service. an oc-
casional Consolidation here and there,
and Decapods for pushers. The Erie uses
Mikes in both road and pusher service.
New York Central uses its famous Mo-
hawks and Mikados with either type
performing helper service, and generaily
runs one of each at the head end, Balti-
more & Ohio uses ex-BR&P locomotives
almost exclusively — light KX-4 Mallets
for freight service, and giant EE Mallets
as helpers. In addition, QD (quick dis-
patch) trains are handled by EL Mallets
or simple articulateds from the main line.
Pittsburg & Shawmut uses small Mi-
kados. The Clarion River Railway's Heis-
ler geared locomotive (originally built
for 35-inch gauge) is worth traveling
- many miles to see.

" FALLS CREEK
and vicinity

Scale 10 miles 16 ¥ inch

Railroads Operating ——
Railroads Abundoned =~ smmm——
Eleetric Railroads A———————
Nartow Gauge Aty

To Williamyporr

“Tunnet

7 Tul
(]

% Punxsutowney]|

Tunnel & . Ani

W. A, Akin, Jr, To rinbursh = A

Pittsburg & Shawmut engine 21
No. 17¥ of the Clarion River Rai

6T looks like new after « trip to the paint sho
lway originally ran on the narrow-gavge Tionesta

E. L. Thompson,
p at Brookville.
Valley Railway,

Falls Creek area
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Upsy-daisy!

W HAT more pathetic sight could there be in railroading than this: a
Mallet compound lying on her side, her 16 low drivers thrust helplessly into
the air? Less than a minute before she assumed this undignified position,
this 2-8-8-2, No. 801 on the roster of the old Buffalo, Rochester & Pittsburgh
Railway, was working her tonnage and minding her own business. Then
suddenly a light rail gave way beneath the heavy tramp of her 57-inch
drivers, and the Brooks articulated flopped over on her side down the em-
bankment. Here she lies, awaiting the wrecker which is approaching in
the distance. :

Mezeniime, of course, bystanders got a most unusual look at an engine —
from the bottom up. They saw the complex driver brake rigging, the con-
nection between No. 801’s two frames, the details of her pony truck. Until
the big hooks pulled her upright, the Mallet was a sad and incapable machine
with no steam in her bhoiler, no fire on her grates, and no adhesion for her
wheels.

A happier sight is sister No. 805, pictured below. Both engines were mem-
bers of class XX on the BR&P and were built in 1918. When the Baltimore &
Ohio acquired control of the road in 1929, both engines were reclassified
as EE-2's, No. 801 becoming B&O 7317 and No. 805 becoming B&O 7321. And,
of course, the light rail that caused the tumble has lang since been replaced
with heavier steel, and the grass grows green on the embankment near
Clarion Junction, Pa., where once a compound Mallet lost her dignity. — D.P.M-
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{21 B. & 0. | REIGHT
i CARS ARR DERAILED

; ,BUFFALO “July 3 (AP), — The
-Chief dispatcher 0f “the Balumore
And Ohijop Railrnad here g0 ported
_Saturday that 21 cars.of g freight
train haqg been derailed Outside .of
Lackawanna 'bInckmg the roaq's
main line,

0 ono Was injured, he said,
addmg that i Probably would be !
‘an aII- day job” i, Festore nurmaj
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Roster of B&O (ex BR&P) Series I-10 Cabooses

. Roster of B&O (ex BR&P)
Series 1-10 Cabooses

This is list of Baltimore & Ohio Railroad 1-10 cabooses, which were originally from the
Buffalo, Rochester & Pittsburgh Railway.

2 Nov.'96

B&O C2600 SERIES I-10 CABOOSES (ex~BR&P)

150 C2600 —-—-—---  —===-
250 C2601 90368 50368
251 C2602 —————  ———==
252 C2603 -————  —====
253 C2604 90363 90363
254 2605 -—-——-=  —-—==-
255 C2606 -————=  —=-—-
256 C2607 -—=--  ————-
257 c2608 -—--————-  ———--
258 C2609 S0369 90369
259 C2610 -----  ————
260  ————— Retired pre-B&0O
261 —-———- Retired pre-B&0
262 C2613 90364 90364
263 C2614 -———-=  —==—-
264 Cc2615 --——--=  ==-—-
265 C26l6 90362  ---=--
266 C2617 90366 90366

284 C2635 30365 90365
285 C2636 90367 50367
286 C2637 90361  --—--

Preserved at:

Dismantled, 1/5/62, DuBois, PA

3637 Rochester Road, Lakeville, NY
Unusual Junction, US 36, Ccshocton, CH

NYC Depot, East Dayton Street, Lewisburg, OH

Wrecked, March 1935

Wrecked, 10/25/33, Smicksburg, PA
Unusual Junction, US 36, Coshocton, OH
Burned, 8/20/53, Buffalc Creek, NY
Youth Detention Farm, Chilliceothe, OH

5 miles north, Sinnemahoning, PA

sold tc Goodman Bros. Scrap, resold to?

as C&PA C2620, John Rigas, Rt 49, Colesburg, PA
Don Breown, 280 Maple Avenue, Victor, NY
Wrecked, 3/7/32, Warsaw, NY

Little River Raillroad, White Pigeon, MI

poor condition, Burgcon, CH

Ronald Allen, Carson City, NV

Destroyed, 1953

Canton & East 29%th Streets, Lorain, CH
Little River Railroad, White Pigeon, MI
R&GV Railroad Museum, Rt 251, Industry, NY

Wrecked, 4/22/50, Punxsutawney, PA
Freight House, Orchard Park, NY

Park, southeast of GE plant, Reading, OH
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289 C2640 ————=  ————- Rt 19, 1.5 miles south of Rt 17, Belmont, NY
290 C2641 ~==--  ————-

291 C2642 90370 90370

292 C2643 -—-——-—-  ————= Wrecked, 10/26/46, Lincoln Park, NY

293 C2644 ———==  ————

294 C2645 ———m - Cool Springs Park, east of Grafton, WV

295 C2646 -—-—-———=  ———=- Carillon Park, Dayton, OH

296 C2647 ——=-—  ————— Park, Williams Grove, PA

297 ————- Retired pre-B&Q Wrecked, 12/21/33

298 C2649 =——mwe e

299 C2650 90357 ————-

300 C2651 -—-=-=-=-=  ————

301 C2652 ———-—-  ————

302 CZ2653 90358  ~===wa Greenup, KY, then scrap? (or 26637)

303 C2654 ——-=—=  ————- Gaines, PA

304 Cc2655 —-————— === scuth of town, US 322, DuBois, PA

305 C2656 =owoe ————— Backside of Nowhere, Honey Grove, TX

306 c2657 -———  ————=

307 2658 —-————-  ————- very peoor conditicn, Griffiths/Kanesholm, PA

308 C2659 —---=  ————-
3209 C2660 90360 ———--
310 C2661 =---=- —————
311 - C2662 ———m-m  ————o

312 C2663 90359  —----- see entry for 2653

313 C2664 -——=-  ————-

314 C2665 ——=-——  ————- 1260 Broad Street, Brockway, PA
cz2e67z7? 0ld Grade Road, Lanes Mills, PA
C2627? Willard Yard shed, OH, then scrap?

Reference

¢ Hubler, Robert. 1994. Cabooses of the Baltimore & Ohio Railroad: Baltimore,
MD, Baltimore & Ohio Railroad Historical Society, 176 pages.

Thanks to S. Roger Kirkpatrick for providing this roster.
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