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Archie Guenther, August 11, 1974, Galesburg, Illinois.
Margaret M. Klusmeyer, Interviewer.

Q. Mr. Guenther, tell me a 1little about yourself.

A. In the life of the raillroad itself?

Q. DNo. Tell me where you were bhorn.

A. I was born in Knox County, Illinois, on September 26, 1901, and I
resided here practically all of my life, outside of the transfers on
the Burlington Railroad. Some of these transfers took me out of town,

but there was only one time that I had to move my residence out of town.
I stayed in Galesburg for my voting residence all through my life.

Q. When did you begin working for the railroad?

A, I started on the railroad in 1923. I worked at that time on electrical
work in the shops. They were changing over the steam—driven machines with
the long line shafts to direct-driven—motor-driven—tools and lathes and
machines of that kind. They did away with all the line shafts in the next
three years.

When they came in with the gas-electries< [locomotives], I was made an
Inspector on the gas-electrics, wlth a roundhouse foreman's title, here
in Galesburg. That I followed untll 1933 when they abolished those jobs
on account of direct legislation from the President of the United States
for safety control devices, which they didn't need due to the fact that
we were 1n a depression and there was very little traveling done.

After we got out of that--I wasn't out of work at any time during the
Depression. The raillroad tock care of me, as a whole, in one job or
another. I was transferred from electrical work to shop work, roundhouse
foreman to yard Job, and such as that, and was carried through the
Depression as the Tllinois District Gas-Electric Inspector. That carried
through until along in the late 1930's when I was transferred over to the
rip yard [repair yard] of the Galesburg division, with the B&B department
and the water department.

Q. What do you mean by B&B department?

A. Bridge and building. After that, the superintendent of water passed
away with a heart condition and I was offered that job and I stayed on.
I was superintendent of water for, oh, about eight years—no, it was
twelve to fourteen years--before I was transferred into the Chicago di-
vision on electrical work again.

Under the water department I had the Eastern District, which took me down
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into St. Louls, over to Centralia, up through as far as Savannah, over to
Burlington and up to the Aurora shops. When, with dlesel power taking
over from steam power, I was transferred back again into the Chicago office
electrical department. I was general foreman of electricians of the entire
system of over head construction and maintenance of all blg equipment.

I stayed on that until I was transferred into Lincoln, Nebraska, in 1962.
There was a big diesel [repair] shop that they were building out there,
they wanted someone experienced enough that he could follow through with
several men who would be working under him. At one time we had, oh,
approximately seventy-eight men working in electrical work there. I had
the territory from Omsha to Denver, up to as far as Billings, Montana,

and down into Kansas City and St. Joe [St. Joseph, Missouri], with head~
quarters in Lincoln. That building they were constructing was approximately
a little over a block wide and three blocks long when they got through with
it. On the outside, they had at least three to five cranes on different
ends of the bullding; some had as many as two lifts—trolleys and dollies—
above the ground. One was a large one of seventy-five ton capacity. I
retired from Lincoln, Nebraska in 1966 . . . yes, Septenber, 1966.

Q. 3o you've worked for the Q [CB&Q; Chicago, Burlington and Quincy Rail-
road] all your 1life?

A. All my 1ife on the Q. I'd say yes.
Q. I heard you say you say you had been a call boy on the Q.

A. Yes, In my younger days, to get through high school, I was a call boy.
I used to work from 4:00 to 10:00 or 10:30 during World War I. At that
time they couldn't get men to do much work of that kind and they were glad
to have any high school student fill in for jobs of that kind.

Q.  Now, just what does a call boy do?

A. We had to call the enginemen, conductors, brakemen, firemen and engineers
when a trailn was orderd. We usually had to give them two hours notice,

but sometimes it was short. If we didn't get hold of the first one, we had
to go to the second and so the notice would be about an hour and a half.

Q. And the men had to be there in time to take out the traln.
A. They had to be at the roundhouse on what they call the leaving track

[ready track] to take the engine out at the time it was ordered-—whatever
time it was to go out. I rode a bicycle all over town. (laughs)

Q. OCh, you did. You didn't have a telephone, then? You had to go?

A. Oh, we had telephones, but we couldn't always get through by telerhone.
The telephones weren't as good as today, not by any means. But I rode a
bleycle all over town.

Q. Did you have some record, then, carry a paper of something for them to
sign when you talked to them?
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A. Oh, no, they took our word for it. If we got hold of them, we came.
back; if we didn't, we'd better come back.

Q. You had to find somebody else, then, T suppose?

A. Oh, yes. Somebody had to go at that hour, at the time they were
ordered.

Q. Then from call boy, your next job on the railroad was in the shops,
in the yards?

A. In the shops, yes, as an electricilan.
Q. What type of electrical work were you doing?

A. Well, we took in everything that used power. Most of the power was
of the three phase four-forty style, and we had motors all the way from,
oh, two horse or three horse, and such as that, on up to the largest I
woekred on was up around six hundred horsepower, for air compressors.
Those motors were large at that time. The motors are only about a third
as bilg now as they used to be at the time I started out.

Q. Now, these were motors that they used in servicing the engines as
they came into the roundhouse?

A. Walt a minute. They were motors for air compressors to bulld air
around through the shops. They were big alr compressor motors.

Back at the time I was roundhouse foreman we had the tube [communication]
system installed here in the yards, and had five different lines made out.
Those lines made in the neighborhood of fourteen miles, if they were all
put together. In that line of work we had to give 2Ll-hour service. When-
ever there was any trouble they called me, and 1'd have to call somebody
to get help. If we had to have a welder, I'd have to get the welding
department and get a welder out to have him weld up the joint. Sometimes
we had to cut the pilpe to get the carriers out when they got stuck.

This was the first 5 1/2 inch tube system that was installed by the
Lampson people. They had installed 3 inch systems before, but never a
5 inch, and that way we expected more trouble with it; but it d&id iron
out to where we got down to a minimum of calls all the way through our
lines. It's still in use.

Q. You speak of a tube system—-I don't know what you mean.

A. Well, the carriers are about five and one-elghth inch in diameter and
sixteen inches ‘long. You have a compressor at each end [in the system]
and an interlocklng system through electrical relays, so that you could
send only from one end at a time.

Q. You send a message through a tube?

A. Yes, you put the messages in the carriers and drop them in the tube
system. The receivers can be converted to sending [in either direction]
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in the same tube. This relay on the electrical end keeps you from having
one [carrier] coming from both directions [at the same time]. You'd only
use it one way at a time because the interlocking device held the other
end open until the carrier came through.

Q. Where did they go In the yards?

A. Well, the longest one went out to the Waterman Tower which was three
and a half miles south of the yards. Another one went to Yard D, and we
had one of them that went to Innesville, and orne that went to Prospect
Street. One, also, went to the ice house platform because a lot of trains,
in those days, were lced at the platform and they would leave from the

ice house and go on through.

Q. Now, these messages were the orders for the trains, then?

A. Yes, orders for trains, and whatever the clerks wanted to correspond
back and forth with the general yard offlce. They would, at that time,
come in with the billls and they'd check the bills and send them back to
the yard office.

Q. Was that their main relay point, then?
A. Oh, yes. That's where the conductor would pick up his bills.

Q. I don't know much about it, of course, but isn't the conductor the
guy who gets the list of orders as to where the train is going?

A. He has the train orders .
Q. And that's what you mean by bills?

A, Bills, yes, freight bills. Every car has bills. Some may have fifty
bills for the car, and others may need just one singie bill for a car lot
[the whole carload of freight to a single destination]. Sometimes there's
be freight, you see, going to a freight house and there would be several
bills on that because it would be what we called local freight from there—
frei%ht billed to many different destinations loaded into the same freight
car.

Q. Then you installed, or worked with, this tube communication system?
A. Oh, yes. We maintained the tube system completely, air compressors,

motors and relays and all. Our interlocking system was run through a cable
from these places, which was tied up with the Western Union cable, which

could relay messages along the railroad to the agent at the depots along the

line.

lIhis was called LCL—less than carload--and 1s no longer in use.
This frelght is now trucked to its destination. Sometimes it i1s seen being
hauled in trailers on the piggyback cars on the railroad and the truckers
plck up the trallers and deliver the freight to 1ts various destinations.

[Ed. ]
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Q. ©Oh, it was?

A. If we broke that cable, we had to get permission from them [Western
Unlon] to break it. But that seldom happened.

Q. You said you were foreman of the roundhouse for six years. Tell me,
when a train comes into the roundhouse, what is the procedure? They come
in for servicing as I understand.

A. Yes. They come in across the turntable according to what repairs
they're going to need at that time. This determines which side of the
roundhouse they go onto, and when they get in there the different foremen
inspect it——machinists, bollermakers, air brakes, et cetera. Fach one
of them would inspect it to see how much work his department would have
to do, and would write it on his order. As they went through, each man
that had done any work on it had to check it, then, when they got the
work done, they had a general inspector who would check the engine to
see 1f all the work was done. If it was ready, it would be ordered out
again. Usually they allowed about an hour from the time the engine was
completely inspected until it was ordered again for another run.

Q. How long did it usually take to go over an engine that way?

A. Oh, that would vary considerably, because sometimes there'd be dif-
ferent work that you'd have to do. For certain boiler work they'd have
to campletely what we call kill the engine--that is, knock the steam
down to zero—-and that would be a lengthy job. Sometimes I have seen
engines be in for three days at a time; other times, I've seen engines
come in In the morming and within three hours they would be out.

Q. How many engines did they handle in the roundhouse each day? Have
you any idea?

A. In twenty-four hours we used to have in the neighborhood of seventy-
five engines in and out of Galesburg.

Q. We had mpore business here then, didn't we?

A. Yes. I can remember when at the roundhouse we had in the neighborhood
of five hundred men working, and today they have twenty-five I would say.

Q. Is it that they don't do very much here, or that it's become so
mechanized that they don't need so many?

A. Well, this is just a repair point where if they have a minor trouble
they can repair it, but if it's a major repair job, or serious work on
something, they have to send 1t to West Burlington to the shops.

Q. Then the West Burlington shops do more work that we do here?

A. 0Oh, yes. Yes, they do overhauling, from the engine frame clear through

the whole engine itself. The line west has shops at Lincoln, but for
Galesburg, here, we have West Burlington.
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Q. Once there was a big yard at Beardstown, but that's gone, too.

A. That's gone completely, you might say. I was in on some of the
closing at Beardstown yard, and the roundhouse, when I was in the
Chicago office.

The first roundhouse 1 can remenber closing down was at Christopher,
I1linois. At that time they were handling in the neighborhood of
elghteen or twenty engines a day, and all of a sudden they decided to
close it—they Just stepped in and closed it and sent all the englnes

to Beardstown., When it changed from the steam power to diesel power they
made quick changes; sometimes it was hard to realize they were going to
make that qulick of a change.

Q. Well, the Burlington was a big operation. Did you supervise the
construction when they bullt this lake here?

A. No, but I did haul some men back and forth at the time they were
bullding it. After I started working in the water department I was over
the lakes, several lakes, and Lake Bracken was included.

Q. I asked somebody, "Couldn't they have used city water?" and he said,
"Ch, no, that's hard water, and Lake Bracken water is soft."

A. Yes, Lake Bracken water is soft. It has to be treated, though, for
boller use, because there's certain chemicals they have to put into it
that changes the water pumped out of there.

When I started with Lake Bracken, we were pumping right close to, you
might say, two million gallons of water a day. I had to make a report
every thirty days, and it would run all the way from fifty-eight to
sixty-two million gallons for a month, so that would run at about two
million gallons a day. At the present time, I understand, they're using
Jjust about six hundred to seven hundred fifty thousand gallons a day.

Q. What are they using the water from the lake for now?

A. Tt's going to the tile treating plant; they have now contracted the
tle plant to the Koppers Corporation for treating ties—which is a
separate company from the Burlington Railroad [Burlington Northern Rail-
road].

The other mains go on into town and they wash the diesels under a high-
pressure water system, and they put chemicals in there for knocking off
the grease and dirt that they accumilate while on their runs. At one
time we had pumps that built up in the neilghborhood of a hundred pounds
pressure going against the framework and trucks of these diesels. When

I left Galesburg, that's what we were doing. We were pumping, then, in
the neighborhood of fifteen hundred gallons a minute onto the new diesels.
That's why Lake Bracken water is being used today.

Q. So then they still wash trains here. Where do they do that? They don't
use the roundhouse for something like that?
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A. 0Oh, it's outside of the roundhouse, near the old cinder pit. That's
at the leaving track pit; jJust as they're leaving town, as a rule, they
give them a good washing. It has to be outside because they've got so
much pressure that if it was close to a bullding, they'd tear the devil
out of it. It would blow a window right out of a bullding, so it has

to be out in the yard.

Q. Do you remenmber when the trains hauled the mail?

A. (laughs) Ch, yes! I had passes galore; a pass on every train——good
for every train and on fourteen different railroads besides. I had all
good passes that I could get on the traln anyplace I wanted to and go
where I wanted to, and come back home. And the mail trains, if you didn't
have a pass like that, you couldn't even get on the train.

Q. I see. Did they go faSter than other trains? Was that the reason?

A. Oh, yes, they made fewer stops. And they went through a lot of towns
where they had what they call a hook on the mail train and they'd pick up
a bag of mall and throw out a bag of mail. Where they had to pick up
several bags, they had to stop. The largest mail terminal, I believe,
that there was in this part of the country was right outside of Omaha.
Pacific Junction, [Nebraska| was what they called it, and it was a very
large mall terminal because there were seven railroads that came in there
and they all handled mail--every railroad. That was one of the downfalls
of the railroad, when they lost out on the contract for the mail. At
that time they were handling mail much cheaper than it's handled today.

It was unbelievable, unless you knew and saw it, how they did handle it,
because, like, at Omaha and Pacific Junction they had leather belts. I
remenber well the one at Omzha, because we worked on the motor for that
one; that belt was four foot wide and eight hundred foot long. They'd
throw mail onto that and it would go down, and it there was a certain tag
on it the men along the line krew just where to grab their mail off and
throw it onto the train for that place. That took in eight hundred feet,
you had four hundred feet each way. That's over a block.

But that one at Pacific Junction was made onto a chain system, and they
had the bags hanging on these chains, or they had a whole truckload. They
would follow around and go down, and they'd have trucks nunbered for the
trains and all, and they'd zigzag through there. One of the best chain
outfits that you could ever think of. The last time I was through there,
it had all been scrapped—just all leveled off and filled in the pits, and
everything else.

Q. The mail just hasn't been the same since they took it off the trains.
A. And we're paying more.
Q. Yes, we are. We sure are.

A. I'll have to tell you about the check that I got cne time. I get an
electrical union check that comes out of Washington, D.C., with my pension,
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and one time it was aboul eight or ten days late. I thought, "Well, if
it's another two or three days, why, I'll write to Washington, [D.C.] and
see what they can do about getting it traced," but it finally came. It
had been sent to Lombard, Illinois, up by Chicago, and they had marked it
with a big crayola, "Ship this to the correct place." (laughs) I will
never. forget that one!

Q. Yes, they seem to get it mixed up more today.

A. Well, my golly, I don't know, they say they handle more here in this
post office, but there were a lot of post offices tied in with this,
consolidate and such as that, which made it a different setup.

Q. Most of the sorting used to be done on the trains, didn't 1t?

A. A lot of it. You take the mall train, line Number 7 going west, T
saw 1f at times have three coaches and have at least ten men in each
coach® sorting mail. It went as far as Lincoln, Nebraska, and it broke
up there and turned around in the evening and came back this way; 1t was
the same route everyday.

Q. Now, when the men reached the end of the road, did they lay over?

A. Yes, they had to lay over. They worked two days and off three days,
as their run would go. You see, they'd make the trip, a round trip--out
and back--then they'd be done. But in between time they would work eight
to nine hours, then they would have ten to twelve hours of rest; then they
would get on the next train back. For example, they'd go out to Lincoln--
get there this morning—-they wouldn't leave there until tomorrow evening
and come back, and that would be their day and then to the next evening,
you see, to get caught up. And they'd call it a three-day trip.

Q. What about the fellows who were conductors, firemen and brakemen, did
they have a certain length of time they worked, also?

A, Yes, they had a certain mileage in each division. Most divisions ran
approximately a hundred and twenty miles. You went to the end of your
division and then were through, you see.

Q. You didn't go out of your division?

A, Very, very seldom, and if you were going to run over sixteen hours
they dildn't allow it at all. An engine run was normally sixteen hours.
If they planned to get through in, say, twelve hours, like in snowstorms
or trailn wrecks, or anything like that, they would allow the overtime
on it, but not in normal times. No consideration for double time. They
stopped as soon as the engine was out sixteen hours. Sometimes, they'd
tie wp in same isolated place, which made it hard to get the crew back,
but we never got caught many times.

2Ihis was called a mail car, not a coach. A coach was for passengers,
and a mail car was a speclally equipped car used only for mail. [A.G.]
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Q. Is Creston the end of our division?

A, No, Ottuma is. If's Galesburg to Ottumwa, Ottunwa to Creston, and
Creston to Omaha.

Q. Well, when they got to Ottumwa, would the men get off and then stay
there and catch another train back?

A, Sometimes the englne crews would have to lay over eight hours, but
the conductors and brakemen could come back on the next train, as long
as they were out and back in their eight hours. You see, they have the
trains made up in swing; they time them in connection with one another.
One train going west would meet a train coming east, and they'd get that
one. But of course, if there was a delay on the one going west, you
couldn't make 1t, so they had to have men to go both ways.

Firemen and englneers always had to lay over their eight hours; they
couldn't come right back. Now, on short runs, like from here to Rock
Island, Mendota, or Peoria turn-around, no layover was required. For
example, you would go from here to Peoria and back. That's only fifty
miles each way, so by the time you get over and back you didn't have the
one hundred twenty miles for division qualification, but it would be
your day's work.

Q. Weren't there some trains they called crack trains?

A. If you had a frult train or something like that, a lot of times they
would run from here to Chicago in less than three hours. They would
have clear boards all the way, so they'd go straight through.

Q. They don't stop to change crews, or englneers, then?

A. Only at the terminal of their division. Like here, if they'd get on

at Galesburg, they'd go clear into Downers Grove. They have an exchange

up there they have to go to if there's anything that's perishable—fruit

or like that, any merchandise of that kind. If they're going on east they
would have a comnection there with another railroad--sometimes they'd come
from California and go clear through to New York. Originally the Burlington
had a connection with the Permsylvania and they'd pick them up at this
ferminal and tie another engine to them, and they'd go right out.

Q. That was perishable merchandise, though, things that had to go right
through?

A. Oh, yes. Seomtimes they'd be all refrigerated cars. They'd run,
oh, eighteen, twenty or more cars of that type, and it was enough to pay
them to move it fast.

Q. Mr. Guenther, do you remenmber there was a real bad rallroad strike here
in Galesburg? Do you remember what it was about?

A. In 1922. It was over wages and conditions.




















































