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President’s Column
Hello all,
It’s been a busy summer, with a lot of changes in your Society.
First off, Jesse Fameree has stepped down as GBWHS President
because of the severe demands on his time in his job as locomotive
engineer on the Canadian National. As most of you know, railroading isn’t a job, it’s a lifestyle, and never an easy one. We thank
him for his contributions to the GBWHS and wish him all the best.
Partially as a result of this, the GBWHS officers and Board of
Directors have shuffled around a bit. The masthead at left shows
the current lineup, as well as who you should contact for information or help.
As your new President, I want to thank everyone who showed
up to our Annual Meeting at Plover’s Heritage Park on June 2. I
especially want to thank the folks who donated their time, money
and food. We had a great success with the turnout, not only from
members, but also GBW retirees and their families. We had a slide
presentation late in the afternoon, after the Board of Directors
meeting, and it was great to see slides from all over the railroad
from east to west. My hat goes off to Rob Schoneman and Steve
Koth for helping me organize the Annual Meeting.
We are already planning next year’s annual meeting for Green
Bay, as well as some other outings and some potential GBW repair/restoration projects. However, as we are also attempting to
update member information, we’d like to be able to get a phone
and an e-mail for each member so we can contact you directly,
between magazines, if opportunities for participation in a GBWHS
activity arise. Please send your e-mail address and phone number
to John DeBeck at jmdhoops@hotmail.com, and we’ll keep you
abreast of any “fun stuff” that comes up. Thanks!
Over half of you have returned the questionnaire we sent out
with the last magazine, and we thank you for the great response. If
you haven’t already done so, please mark your choices and return
it. We will compile and report the results in the next issue. This
will help us steer the magazine and the group’s activities.
Our secretary, Rob Schoneman, has been developing the
GBWHS’s web presence, and I’m sure you will want to check
them out as they center on all facets of GBW history. Our website,
http://www.gbwhs.org, has been joined by http://www.gbwhs.com
for more web coverage. We also have a Yahoo group for online
discussion: http://finance.groups.yahoo.com/group/GBWTIES/. I
hope to see you all on the sites! Enjoy your autumn.
Ross Rossier
GBWHS President

Contributions Wanted!
We are always looking for articles, photographs, or any other
information for publication in Green Bay and Western Lines.
Digital files are preferred, either by e-mail or disk, but all material is welcome and we will take it any way we can get it. Photographs should be scanned at least 3000 pixels wide, preferably
JPEG, TIFF or PSD formats, but we can work with most digital
formats. We can scan prints and slides and will return all materials promptly. If you have any questions, please contact the editor.
We are working on articles on these topics and we solicit anything you might have on them: C430 no. 315, and the 1965 Mississippi River flood. Thank you.

GBWHS 2012 Annual Meeting at Plover
Story and photos by

The Green Bay and Western Historical Society held its 2012
Annual Meeting at Plover’s Heritage Park on Saturday, June 2.
About 35 people attended, including 11 GBW retirees. This was
our first Annual Meeting outside of Green Bay, and we were encouraged by the great turnout.
The park is adjacent to the GBW mainline, and it features
GBW caboose 617, beautifully restored by Larry Misiewicz, Don
Kottke, Fred Haase and Carl Whittaker. (We hope to have an article about the restoration in a future issue of GBW Lines.) There’s
also a collection of historic buildings, including the depot from
Bancroft, eight miles south of Plover on the Soo Line’s long-gone
Portage Branch.
The GBWHS would like to thank the people who made this
meeting possible. Director Anton Anday of the Portage County
Historical Society, and the Central Wisconsin Model Railroaders,
provided us free use of buildings, grounds and electricity. Larry
Misiewicz helped with the set up and take down. Retired employees Doug McGee, Jim Tuxhorn and Rick Semrow made cash
donations, as did member John Kube. Jim Tuxhorn and Mike
Weber donated a number of historical items to the GBWHS Archives. Food, drink and dessert was donated by Doug McGee,
Jim Tuxhorn, Steve Koth, Rob Schoneman and Ross Rossier. The
meeting concluded with a slide show by Robert Welke and Rob
Schoneman.
We were gratified to receive this letter from Doug McGee of
Sturgeon Bay, former GBW employee and son and grandson of
GBW presidents:

Bill Christopher

restored station and caboose.
That whole historical park is BEAUTIFUL! That older man
there who took us on the tour was so interesting in the way he explained everything and related it to the various periods, etc.
It was great to see you again, and meet so many others who
are interested in preserving the GBW legacy. It means so much to
me of course. And I keep learning so much more about the GBW
than I had ever known, simply because of all the work and knowledge that you’ve all put in to these restorations.
Thanks again!.. for the REALLY NICE day in Plover!!
Best wishes! Doug McGee
If you attended the meeting – or even if you didn’t – please
feel free to critique how it went and what we could improve upon
for next year. Anybody on the masthead on page 2 will be happy
to hear from you.

Dear Ross,
Just had to write and tell you that my friend Bruce Loberg and
I had such a GREAT time this past Saturday at Plover, seeing everyone there, enjoying a super cookout, and touring the beautifully
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Kewaunee Division Operations, Part 4:

Trouble on the Ann Arbor
by Dan Luedke

In 1968, when I started on the GB&W, there were already
concerns about how long the cross lake carferry service was
going to last. It was hard for me to see a problem, as there
were over 100 cars a day going to Kewaunee seven days a
week. Eastbound traffic was always heavier than westbound,
but with three Ann Arbor boats, the City of Green Bay, Arthur K. Atkinson and Viking, and three Chesapeake & Ohio
boats, City of Midland 41, Spartan and Badger, all serving
Kewaunee, things looked good. Apparently though, trouble
was brewing on the other side of the lake, especially on the
AA. In March of 1970 the Menominee, Michigan route was

abandoned by the AA. That saved money, but then the Penn
Central, which owned the AA and Detroit, Toledo & Ironton,
went into bankruptcy in June. This put a huge strain on AA
finances. Track maintenance was reduced considerably and
the railroad suffered several costly derailments. Track speed
was reduced from 40 mph to 25 and even 10 mph in spots. It
then took more crews to cover the same distance.
Continued on page 6

The carferry business was still going strong on August 4, 1973, as evidenced by
three units on train 3 in the siding at Summit, as seen from the cab of RS20 305 on
train 4. Even with trouble looming on the horizon, the cross lake carferry business
would survive another 17 years. Stan Mailer photo, Mailer-Luedke collection
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Back when the carferry business was still going strong – October 27, 1963 – RS27 310 is hustling train 1 westbound south of
Casco Junction with loaded boxcars of auto parts, and gondolas and flats of frames for the Ford plant in South Minneapolis,
Minnesota. Stan Mailer photo, Mailer-Luedke collection
An “oldie but a goodie,” the Grand Trunk’s City of Milwaukee steams into Kewaunee Harbor. Built in 1931, she was the last
of the classic Manitowoc carferries, six almost identical boats that served in all three Lake Michigan fleets. On this June
1975 day, she was probably chartered by the Ann Arbor to substitute for one of their own boats, which was common when
a boat was out of service for inspection or repairs. In January 1979 the Milwaukee went to work for Michigan Interstate, the
revitalized Ann Arbor, to handle increasing traffic. Today she’s a treasured museum ship in Manistee, Michigan, the last
vestige of the classic carferry era. Dan Luedke photo
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Continued from page 4
On October 8, 1970, both the AA and C&O filed with the ICC
to abandon all cross lake carferry service. The ICC then had nearly
two years of hearings on the request for abandonment. During that
time, service continued as usual. Traffic held up quite well in the
early 70s. In 1970, 11,384 cars were ferried through Kewaunee on
the C&O alone.
On May 1, 1972, the ICC denied the AA request to stop carferry service. On May 9 the C&O was also denied. Before the end
of May, 1972, the AA pulled the City of Green Bay out of service.
Only the Atkinson and Viking were left to serve both Kewaunee
and Manitowoc. Records show the AA ferried 18,239 cars to the
GB&W at Kewaunee in 1972 and 14,967 through Manitowoc, still
a sizeable amount of traffic. That didn’t even include passengers,
autos and trucks.

By 1975 the KGB&W depot in Kewaunee had become
an auto parts store. In the background is the Ann Arbor’s
Viking. Today the depot is a residence, while the Viking
awaits an uncertain future in Menomonee, Michigan. Dan
Luedke photo
In July of 1972 the AA filed again with the ICC to abandon the
carferry service and even part of the railroad itself.
In January, 1973, while trying to get out of the ice-choked harbor at Frankfort, the Atkinson burned out a crankshaft bearing on
one of its two Nordberg diesel engines, causing the crankshaft to
break. The decision was made not to repair the Atkinson and it was

taken out of service. The decision was also made to stop service
to Manitowoc immediately. Now only the Viking would make two
trips a day to Kewaunee.
In 1973, 19,875 cars were ferried to Kewaunee by the AA.
Even with just the Viking in service, the car count was 1,636 cars
higher than in 1972. GB&W still enjoyed a sizeable amount of
traffic to and from the AA.
In November, 1973, AA owner DT&I allowed the AA to file
for bankruptcy. Penn Central and its subsidiaries were all going
through reorganization, including AA and DT&I. Out of all of this,
Conrail emerged. The AA Viking continued to serve Kewaunee.
In June of 1974, the bankruptcy court allowed the AA to sell
the City of Green Bay. It was towed from Frankfort harbor on June
13th to Port Colburn, Ontario, and in August it was sold to a company in Spain, towed across the Atlantic and scrapped. Originally
the Wabash, it was at one time the pride of the AA fleet.
On April 1, 1976, Conrail took over operation of the AA for
18 months until October 1, 1977. At that time, Conrail wanted out
and the state of Michigan did not want the AA abandoned, so they
contracted with a group of investors led by Vincent M. Malanaphy
who formed the Michigan Interstate Railroad. The state of Michigan then heavily subsidized the operation. On October 1, 1977,
Michigan Interstate took over operation of the AA.
The first priority was to regain lost business. Conrail had funneled a lot of traffic away from the AA in the prior 18 months and
routed it through Chicago. Also, the winter of 1977 was extremely
hard on the AA and C&O. Lake Michigan froze completely over
from Frankfort to Kewaunee, a very rare occurrence. With just the
Viking running, the harbor at Frankfort would freeze over and plug
with ice shortly after the boat would leave for Kewaunee. By the
time they returned 10 hours later, they had a terrible time breaking
through the ice to get into the harbor.
The Kewaunee harbor wasn’t as bad, as the C&O had two or
three arrivals and departures a day there, so the channel was being used more. The east side of the lake was always worse for ice
anyway, as westerly winds blew the ice into the harbor at Frankfort
and Ludington. I remember the mate on the Viking saying they
broke ice the entire trip across the lake. So the winter of 1977
caused erratic service and at times there would be a backlog of
cars waiting at Kewaunee to go across on the AA. Sometimes the

Here’s rare shot of the Algoma Railroad meeting a westbound GBW
train at Casco Junction in September 1979. At center is the former
Ahnapee & Western line to Algoma. The Algoma Railroad ran excursions on the A&W in the late 1970s, while the GBW handled
what freight business was left on the line. Ex-Milwaukee
Road RSC2 988 is now preserved at the Mid-Continent
Railway Museum in North Freedom, Wisconsin.
Stan Mailer photo, Mailer-Luedke collection
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Framed by the seagate, RS27 310 and a C424 switch a carferry in Slip 1 in July 1966. At upper left is the
apron of Slip 2. The Ferry Yard and Lake Michigan are at right. Mike Dunn III photo, Mailer-Luedke collection
train would be at Kewaunee waiting for the AA and it would never
get there before the crew had to leave to go back to Green Bay
before their 12 hours were up. At one time there were over 300
cars at Kewaunee to ferry on the AA to Frankfort and over 100 at
Frankfort for the GB&W.
The Michigan Interstate did regain business. The Viking continued its twice a day crossing to Kewaunee. Indecision on repairing the Atkinson continued.
Although the Ford auto business was pretty much gone by
1975, there was one more large shipment on August 30, 1978. On
its night trip to Kewaunee, the Viking brought six loaded tri-levels
of Ford autos which were brought to Green Bay on no. 3. The next
morning the Viking returned on its day trip with six more loaded
tri-levels. Train no. 1 brought them to Green Bay in mid-afternoon.
I was on the 2:30 lead job and no. 3 track at Norwood had these 12
tri-levels of Ford autos, which were equivalent to 25 regular cars.
We needed more track space to make up no. 1, so the trainmaster
had us take the 12 tri-levels out to Taylor St. and put them in the
south passing track at Howard for no. 1 to pick up when they left
town.
The Green Bay Press Gazette had a photographer up on the
Hwy 41 overpass and he took a picture of the 305 and the 12 trilevels as we shoved them into the siding at Howard. The next day
it was in the paper, stating “Largest shipment of automobiles, 216,

moved through Green Bay on the GB&W RR to Winona, Minn.
and the west coast.” I’m glad I cut the picture out and kept it.
After that, the Ford business continued to decline as the GTW
and Milwaukee Road teamed up to move them through Chicago
to St. Paul. I have no date as to when the last Ford business came
through Green Bay. The GB&W and Ford Motor Co. had a long
partnership which would benefit both for years. Back in the 1930s
and 40s, the Ford plant at Iron Mountain-Kingsford, Mich., made
the “woody” station wagon car bodies and shipped them in boxcars on the Milwaukee to Green Bay, then GB&W to Winona, then
back on the Milwaukee to the St. Paul assembly plant. But that’s
another story.
In a show of support for the Ford business, the McGees and
other GB&W management drove Thunderbirds and Lincolns well
into the 1970s. Also, a lot of the GB&W’s maintenance of way
trucks were Fords. The railroad also had Dodge trucks and Jeeps
in the Maintenance of Way department. There were bi-level auto
racks with those vehicles ferried on the AA and GB&W to Winona
quite often as well.
In December 1978, all the railroads were granted a rate increase by the ICC. The Michigan Interstate decided not to raise its
rates on some commodities. One of them was potash (fertilizer).
Now it was cheaper to ship across the lake than through Chicago.
continued on page 10
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This aerial view of Kewaunee Harbor on April 7, 1988,
offers a clear guide to GBW operations in the area. The city of
Kewaunee is at left; the GBW’s ferry operation was north of town.
At the time, the only Lake Michigan railroad carferry in service was
a former Pere Marquette boat, Michigan-Wisconsin Transportation’s
S.S. City of Midland 41, and she wasn’t in port - so it follows that the GBW wasn’t
in town, either. With only one boat in service, only one ferry slip is needed, which
explains why a barge is moored in Slip 2. Clearly visible is the Ann Arbor carferry M.V.
Arthur K. Atkinson, out of service with engine trouble, six years after the Ann Arbor
shut down. The Atkinson would never sail again. Today all the track in this photo is
gone. Dan Luedke photo
1. Carferry Slip 1 apron
2. Carferry Slip 2 apron
3. USCG Lifesaving Station
4. Ferry yard office
5. C&O auto loading ramp
6. Idler cars in Ferry Yard
7. M.V. Arthur K. Atkinson
8. Kewaunee Engineering
9. Highway 42 bridge

10. Kewaunee River bridge
11. Kewaunee Wye
12. Lutz’s Cut
13. KGB&W line to downtown Kewaunee
14. KGB&W depot
15. KGB&W mainline to Green Bay
(behind hill)
16. Cessna 172 piloted by Paul Stutleen,
GBW employee
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Nighttime in Kewaunee Harbor: the Ann Arbor’s Viking (in Slip 2,
left) and the C&O’s Spartan load in the 1970s. Below the streetlight is the Ferry Yard office, and to its right, the US Coast Guard
Lifesaving Station. Stan Mailer photo, Mailer-Luedke collection

continued from page 7
By January 1979, we noticed a substantial increase in business on the GB&W, mostly 20 and 30 car blocks of potash coming
from the Soo Line at Plover and going east across the lake to the
AA every day. Also, January and February 1979 were very cold
and snowy. Chicago especially got hit hard with snowstorms and
rail traffic just about came to a halt for weeks through the Chicago
gateway. Now, not only did we have the extra potash business, we
also had the bypass business that normally went through Chicago.
C&O had a hard time keeping up with their three boats running
full loads both ways, and the AA couldn’t keep up with just the
Viking running.
Once again, there were huge backlogs of cars at Kewaunee
and Frankfort. Malanaphy realized he had to do something to keep
the business on the Michigan Interstate. He needed another boat,
and soon. He wanted to have the Atkinson repaired, but that was
going to take a lot of time. Also, he wanted to reopen service to
Manitowoc as soon as possible. The decision was made to lease
the City of Milwaukee from the GTW. The Milwaukee was built
in 1931. As the saying goes, “she was an oldie but a goodie.” She
could not match the speed of the Viking, but she was a stout ship

and handled well and with oil-fired steam she was always warm in
the winter. I always enjoyed going up to the galley for a hot cup
of coffee and a sandwich on cold winter days. The interior had not
changed much since it was built, so it was like stepping back in
time, which I enjoyed.
The City of Milwaukee went to work for the Michigan Interstate in January 1979 and the Manitowoc service started up again
in February. Even with two boats back in service, the backlog of
cars at Kewaunee held steady. Now, as the trains arrived at Kewaunee, the loads had to be held in the yard to ferry in preference
over the empties. Since the yard was now full of loads, the empties had to be put in the long pass from the Kewaunee Engineering track all of the way back to the Kewaunee River. Also, the
downtown track had empties stored on it. That was a real pain for
crews. Before you could switch the downtown industries, you had
to set 40 or 50 empties over on the main line and then put them
back again when you were done. Finally trains were setting out
empties at Casco Junction and Summit rather than bringing them
to Kewaunee.
As the snowbound railroads in Chicago started digging out
from the January and February snows of 1979, some of these emp-

RS11 309 and C424 311 switch the Ann Arbor’s Viking in Slip 1 at Kewaunee on July 6, 1974.
Stan Mailer photo, Mailer-Luedke collection
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ty cars on the Kewaunee division were brought back to Green Bay
and given to the Milwaukee Road and C&NW to take to Chicago.
These were mostly auto racks, coil steel cars and clay slurry tank
cars. They were special service or assigned cars and had to be returned to their shippers.
With all of this extra traffic and side trips to Algoma and winter weather conditions, the day and night Kewaunee jobs couldn’t
get all of the work done in their 12 hours of service. As a result,
several times a week an extra would be called in mid to late afternoon to go to Kewaunee and handle a boat or two or do the
Algoma trip. Three trains a day to Kewaunee wasn’t unusual.
Sometimes the day Kewaunee job would have an early morning call, take a good-sized train to Kewaunee with two or three
engines, handle two or three boats, switch out the yard and downtown industries, and then tie up at Kewaunee. A relief crew would
be driven to Kewaunee and the day crew would be driven back.
The relief crew would finish handling the third boat sometimes
and wait for a fourth boat that would arrive between 6 and 8 p.m.
After finishing the fourth boat, they would gather up their train and
return to Green Bay, usually meeting no. 2 at Norwood, which was
ready to depart for Kewaunee with another fairly large train. It was
a busy railroad to say the least.
Unloading and loading the three C&O boats was a fairly normal operation. For the AA Viking and Milwaukee, the unloading
was normal, but now with all of the 100 ton hoppers of potash that
had to be loaded, the process was very slow, much longer than
when you had a mixture of loads and empties. When you put 21
or 22 100-ton hoppers on board, you had to be very careful. There
was a lot of back and forth from the starboard to the port side to get
the boat to balance out, beginning with two cars. Even the centers
couldn’t be loaded with one shove. You usually started with three
loads in the first center, then maybe four or five in the other center
and then back to the first center again. The wing tracks had to be
loaded the same way.
Although these heavy loads were a profitable business for
both the GB&W and Michigan Interstate, it was not without its
problems. On one of its first trips, the Milwaukee entered the har-

bor at Frankfort and while trying to maneuver through heavy ice
conditions, two 100 ton hoppers turned over in the bow. By the
time the cars were unloaded, rerailed and the damage repaired, the
Milwaukee was out of service for over a week. With its return to
service, both the Viking and Milwaukee were busy 24 hours a day.
All through the spring and summer of 1979, as Malanaphy
had hoped, business increased on the Michigan Interstate and the
AA boats were running at full capacity. Even after the Chicago
gateway was back to normal, some of the bypass traffic stayed on
the AA. The reduced rates for the potash business were still in effect and the blocks of hoppers were still being handled across the
lake, but everyone knew it wouldn’t be permanent. By the middle
of summer in 1979, Melanaphy knew he needed a third boat to
retain the expanding business the AA now had. He also knew the
Milwaukee would be out of service for at least a month in late fall
for its annual inspection. The decision was now made to repair the
Atkinson, but that would not be completed until mid-1980.
Even with the Viking and Milwaukee in service, by early November there were nearly 400 cars backed up at Kewaunee. By this
time I had been working on the GB&W for 12 years. This was the
busiest time I had ever seen on the railroad. Some said it was the
most traffic ever on the Kewaunee division. The trains were huge,
especially on the New London and Whitehall divisions. Where
there were two or three trains a day on the Kewaunee division,
there was usually no. 1 and 2 west of Green Bay. By mid-summer
Itel had made the decision to buy the five Hornell units. However,
the first unit, the 323, would not arrive until December 18, 1979.
The other four didn’t arrive until February and March of 1980.
From about mid-November to mid-December, the Milwaukee
was out of service for its annual inspection. Once again the Viking
carried the entire load. Malanaphy tried to lease one of the C&O
boats to help out, but with Michigan footing much of the bill and
maritime labor contracts in play, a deal could not be worked out.
The backlog of cars continued at Kewaunee. The good news was
that by the end of the year nearly 21,000 cars had been ferried
across the lake on the AA, the most since 1973. The bad news was,
the bubble was about to burst.
To be continued in a future issue of GBW Lines
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Chopping the Nose of an Atlas RS11
Model, story and HO photos by Bob Wandel

RS11 309 awaits its call at Wisconsin Rapids on April 3,
1966, two years after its conversion to short hood forward
operation. Bob Wandel chose to model it as it appeared
in 1968, after the small yellow number on the cab was
replaced with the larger white numbers the GBW used in
its last decades. Prototype photo, photographer unknown;
Mailer-Luedke collection
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The Atlas HO model version of GBW RS11 309 was produced
in the as-delivered 1956 version. This version included a gray fuel
tank, a red air horn and small yellow numbers on the cab sides and
nose and rear. In 1964 the GBW modified the 309 as follows: the
nose was chopped to allow better forward vision for road service,
similar to the way RS27 310 and C424 311 were delivered; the
front of the locomotive was changed to the short hood end; and the
horsepower was upgraded
from 1800 to 2000 in the
12-cylinder model 251
prime mover. Since the asdelivered 309 was run long
end forward, the control
stand was moved across the
cab and turned 180 degrees
to permit short hood forward operation. Upon completion of the revisions to
the cab and short hood, the
unit was repainted. At that
time the fuel tank and the
air horn were painted black.
The small yellow numbers
remained on the cab sides
and nose until about 1967,
when they were replaced
with larger white numbers.

To begin the process of creating a 1964 and later version of
the 309, I obtained an Atlas #8369 model. I also obtained an unpainted Century 424 body shell, including cab and glazing. Before
performing the modifications to the 309 body, I spent a lot of time
examining photographs of the real 309 from many angles and measuring over and over the correct dimensions to be used prior to cutting. I am not a Master Modeler nor even a really good modeler; as
a result, I approached this project with a great deal of trepidation. I
model the GBW as of the end of June 1968, and I created my version to be correct for that time frame. Above is a photo of the Atlas
as-delivered 1956 version of 309 and the chopnose version of the
Atlas model as modified to represent the 309 in 1968.
Here are some warnings, caveats and considerations to think
about before proceeding. This is not a simple kit-bash. Great care
must be taken to prevent damage to the finished portion of the
Atlas model of 309, to prevent a complete repaint, or nearly so.
Make all cuts with an eye to preserving the side of the cut area that
is to be used, letting any “mistakes” be on the side to be discarded.
Also, I chose not to remove and replace with a panel the dynamic
brake setup on top of the long hood. A purist may choose to do this
step; I felt it was beyond my ability. With these thoughts in mind,
following are the steps I took to create the chop-nose 309.
First, remove the body shell from the chassis and set the body
aside for now. Remove the front weight from the chassis (the new
front with the short hood). Cut the weight down to clear the short
hood. I used a hacksaw with a fine blade and took my time. The
height of the top of the weight above the walkway should be no
more than 4 scale feet from front to the point where it is comfortably inside the cab; the remainder of the front weight should be
left at stock height. The headlight previously rested in a notch at
the top of the front weight. It needs to be remounted atop the uncut
portion of the front weight so it will light up the headlight when it
is mounted to the cab top. Use the cab from the C424 to determine
the correct height above the weight, and use the cab from the RS11
to determine its position front to back. This is easier than it sounds;
eyeballing works fine. This is all that needs to be done with the
frame, chassis and walk platform. At right is a photo of the chassis
after the modifications were done to the new front weight and the
headlight mounting position.
Second, on to the body. Carefully remove the cab from the
body, carefully releasing the four tabs at the bottom of the cab that

connect it solidly to the body. For the time being set the cab aside.
Using a 1:87 scale ruler, make a line from the front corner of the
short hood to the depressed edge of the body where it meets the
cab (this is the area that is painted black). That line should be 5
scale feet from the bottom edge of the body. Repeat for the other
side. The front needs to have an arc from corner to corner, with the
center of the arc 5’ 3” (scale) from the center edge of the front of
the body; draw a line to form the arc. These measurements are a
bit generous, and the modeler will have to gently file the sides and
front down to the correct final height, which will be determined
by what the distance down from the top of the cab the top of the
new hood will be after the light box and windshield are attached
to the cab.
Three, on to one of the tricky parts. Before the top of the short
hood is cut from the body, one should remove the light box from
the top of the short hood; it will be relocated to the top front of the
cab. The light box should be cut so that the 45 degree angle where
the number board housing meets the body is the rear edge of the
cut housing. I left a little extra of the body and filed it down to get
a sharp edge to the light board panel end. Likewise, the lower edge
of the light box should be just where the angle from the number
board panel meets the body at the corner. I used a very fine blade
razor saw to cut a true vertical cut at the back of the light box and
a true horizontal cut at the bottom of the light box. Again. I left a
little extra material and filed the edges down as evenly as possible.
I left the clear plastic headlight and number board assembly in
place to prevent any warping of the body while I was cutting. After
the headlight box is cut out, the clear plastic part will stick out a
bit in the back (this is the headlight part); cut it down even with the
light box rear edge.
Four. Once the light box has been cut out (if you’ve done
this, you are now committed to the project!) it’s time to do the
side cuts. Cut both sides through from the outer edge of the front
corner to the cab area, avoiding cutting into the black-painted area
where the cab will sit as much as you can. The cut won’t show in
the cab, but it might weaken the body here if you cut too much into
the cab area. Now carefully cut the arc in the front from corner to
corner. Leave a little extra above the arc and file it down as needed
to make a smooth arc. Now, use the razor saw to cut the top of the
short hood away from the cab area. The slight depression where
the black paint begins is a great guide to use for making the cut.
When you are done, the top of the short hood will be gone and the
body will have only the u-shaped lower hood remaining attached
to the body at the cab. Note: retain the top of the short hood which
you cut off the body and from which you removed the headlight
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than the light bulb and within 3” (scale) of the roof of the cab.
This slot allows the bulb to shine onto the clear plastic headlight
assembly when the light box is added to the cab. Glue the light box
assembly onto the front of the cab, making certain it is centered
in the cab from side to side. From a very thin piece of flat plastic,
cut a triangular shaped piece to fit the opening on the underside of
the light box. Cut it and file it to fit exactly in the opening, then
glue it in place. Fill with hobby putty and sand smooth any space
in the joints. Prime it and paint it Floquil Signal Red (the exact
match to the factory color on the GBW RS11 model). The roof of
the cab needs a bit of work as well. The horn was mounted on the
roof slightly to the left of centerline on the model; it needs to be
rotated and centered on the chopped version. Remove the horn, file

box; you will use it later.
You will need to make two more modifications to the body.
The top of the body where the cab slides over it is a flat section
painted black. You will need to make a slot to accommodate the
raised headlight. Make the slot slightly wider than the headlight
bulb. The slot should extend approximately ¾ of the length of the
black top section. Use this piece that was removed to make a panel
to fit just below the front of the slot you just made from side to
side, to serve as a headlight shade. This shade prevents the light
from the headlight bulb from shining into the cab. The photo above
shows the size and shape of the piece cut out of the top of the body
and the shade panel located at the front and below the cut out; the
shade panel is just above the weight. Set the body aside for a while
and proceed to the cab.
Five. At the top of the front of the RS11 cab (the rear has the
slot that goes into the rear body), make a square slot just wider
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or sand down the mounting pad, fill the holes, prime and paint the
roof black. The horn will be re-mounted later. The three photos on
page 14 show the cab after modifications.
Six. Now it is time to make the windshield. This is where you
begin to use the C424 cab, glazing and body. Remove the cab from
the body by releasing the tabs at the bottom of the cab and also the
two tabs at the bottom of the windshield. Remove and set aside the
windshield “glass” from the cab. Cautiously and carefully cut the
windshield out of the cab with the razor saw. Leave about 1/16”
of panel above the top of the window frame on the section you cut
out. The side cuts should be about 1/16” out from the edge of the
window frames, as well. Bevel the side cuts so that the rear edges
are even with the front of the RS11 cab. Also, you need to have the
windshield assembly just wide enough to overlap the inside edge
of the RS11 cab; about a 1/32” overlap on each side should do it.
Ensure that the top of the windshield frame is smooth and even.
Prime the windshield and paint it Floquil Signal Red. Now add the
windshield “glass.” It’s V-shaped toward the front. Trim off almost
all of the top down to the window insert. Trim off the side down to
the edge of the window and also bevel it to be even with the RS11
cab face. Glue the “glass” in place by cementing the vertical connector between the windows to the frame, then glue the windshield
assembly to the cab at the sides and top of the windshield. The
modifications to the cab are now complete. The horn, all-weather
windows and, if appropriate, rotating beacon will be added later.
See the photos at left for visual clarification.
Seven. Body Modifications. Here is where things get really
interesting. I used the short panel in front of the windshield on the
C424 as both the back section of the top of the short hood and the
mounting for the bottom of the windshield, as on the C424. To do
this, first cut the top of the short hood from the body shell, keeping the windshield mounting area at the rear. Make the cut at the
precise location where the curve from the top of the short hood
completes its curve and begins to become a vertical side. Do this
for both sides. Carefully file off the sand filler hatch on the center
of the front of the short hood. Also, cut the front lip off the short
hood top, so the curved corners are gone. File the edges down so
that you truly have the place where the curve of the top of the hood
meets the vertical sides of the short hood.
Attach the modified C424 short hood top panel to the bottom
of the windshield – attach via the two tabs at the bottom of the
windshield – do NOT glue the windshield to the short hood panel.
Try to attach the cab to the body. The cab should not slide all the
way down to the bottom of the body. This is because the sides of
the short hood are a few scale inches too tall. The distance by which
the cab will not fully seat into the body is the amount by which the
short hood sides are too tall. Carefully file the sides of the short
hood down until the cab will slide on and latch to the body AND
the short piece of C424 hood will rest tightly against the vertical
walls of the short hood evenly from front to back and parallel to the
lower edge of the body. When the seated cab achieves all of these
attributes, the preparation of the short hood sides and the short
hood rear area of the hood top is complete. Now you need to create
the piece that will fit between the front edge of the modified C424
short hood top and the front edge of the body. This is where you
will use the portion of the RS11 short hood that was previously
removed from the body.
The curvature of the top of the RS11 short hood is the same as
the curvature of the top of the C424 short hood. So, you will mate
them and make a single top for the modified RS11 short hood.

Unfortunately, this is not an easy task. The RS11 short hood has a
raised panel covering nearly all of its area, and you need to adjust
for this. Here’s how. First, file off the tops of the hold-downs that
are found on three sides of the panel. Also file off the bases for the
handhold. You now have a smooth top with the correct curvature.
Cut the top away from the little bit of side panel still attached to
it, then file the edges so that the panel on the RS11 short hood top
section precisely matches up with the top of the C424 short hood
section, both in the center of the top and at the edges. This process
will leave the first 1/16” of the RS11 portion slightly lower than
the corresponding portion of the C424, as measured from the outer
edge. You really have no choice but to put a small layer of putty in
this area on the RS11 portion that is about 1/16” by about 1” on
each side of the RS11 hood top. File and/or sand the putty to match
the shape and contour of the C424 portion.
When you are satisfied that the two portions of the hood top
look the same, glue the RS11 hood top to the front of the C424
hood top and fill the seam with putty; sand the putty smooth to
make the joint invisible. Now use the complete hood top as a guide
and shape the front edge of the hood top and the corners and front
arc of the body such that the hood fits on the body as precisely as
possible. Again, attach the modified short hood top to the cab as
previously and test fit as you go to ensure that the length of the
short hood correctly fills the gap from the front edge of the body to
the bottom edge of the windshield.
When you are satisfied with the fit and contours of the short
hood, both with respect to the front corners and front edge of the
body AND with the edges of the short hood sides, prime and paint
the modified short hood top in Floquil Signal Red. Since you confirmed the fit and finish of the modified hood top before you painted it, now is the time to glue the hood top to the body. Use putty
to fill any gaps or spaces in the joint, then file or sand the putty to
make the joint invisible. Then with a fine brush, prime the putty,
then paint the primed area Floquil Signal Red. If you are a better
painter than I, you may have a better method; this worked for me.
Here is a close-up photo of the completed body modifications.

Eight: Final steps. At this point all the modifications have
been completed on the body and the cab. The additional items to
be completed depend on the year(s) you are modeling. If you are
modeling 1964 to early 1967, leave the small yellow numbers on
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the cab sides and re-do the small yellow number on the nose above
the brake wheel. Drill the correct size hole and mount the air horn
at the center of the front edge of the cab roof, just behind the light
box. Obtain, paint Signal Red and attach a pair of sand hatches
(Details West part #SF-202) to the front corners of the short hood.

Obtain, paint Signal Red and attach the grids to the top of the short
hood as shown in the photo at left. These grids are cut down sections of box car roof walks, and adding them is a nice touch. Finally, obtain, paint Signal Red and attach a pair of all-weather cab
windows (Detail Associates part #CB-2301) over the existing cab
windows. Attach the cab to the body and the assembled body to the
chassis and you are done. Enjoy your chop-nosed 309.
If you are modeling 1967 and later, there are a couple of different steps to do in addition or in place of the steps listed in the
previous paragraph. First, remove the yellow numbers from the
cab sides and body nose; leave the yellow lettering and numbers
as is at the end of the long hood. Put the large white numbers from
modern decal kits on the cab sides and on the nose above the brake
wheel. You will want to add a rotating beacon to the rear of the cab
roof. I used the Details West “Strato-Light” beacon, part #RB-106.
If you want to be really correct, use the Pyle National beacon, Details West part #RB-306. These beacons can be made operational
and controlled via a function key on most DCC decoders.
This is a tedious and time-consuming project which will require great patience, reasonable skill and careful work. For me,
the result is worth it. A correctly represented 309 (except for the
dynamic brakes) was a loco I wanted for my railroad, and now I
have it. Since my C424 models also incorrectly include dynamic
brakes, I am willing to overlook that item.
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