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From the President
Hello all,
We’ve had a few changes in the last few months, and they’re
all positive. First of all, we’d like to welcome back Bob Wandel as
GBWHS Treasurer. Bob brings a great deal of professional acumen and experience to the post, and has already proved instrumental in establishing our non-profit status with the Internal Revenue
Service. Bob also has a great deal of prototype knowledge and
modeling ability, as demonstrated by his 309 chopnose article last
month.
On that note, I’d like to ask any and all of you for your contributions for articles, whether it be kitbashing, roster notes or just
showing off your collection of GBW materials. Anything we can
share will benefit everybody in the Society.
I would like to thank Mr. and Mrs. Hainstock, parents of our
late founder and president Bob Hainstock, for their donation of
chinaware of the same style that was used on the Roamer 600 during its years as a business car on the GBW. This is a great asset to
our Society and we cannot thank them enough for this donation, or
for the time their son committed to this Society.
Earlier this summer, GBW retirees held their annual dinner
at Green Bay. We’re indebted to Dan Luedke for promoting our
Society and attracting new members. Dan’s efforts contributed to
our growth from 107 members with the last issue to 120 members
with this issue. Dan is a retired GBW conductor and has contributed valuable inside knowledge of GBW history and everyday
operations through his series of articles, including the latest installment of Kewaunee Division Operations in this issue. He has also
helped us out greatly by making his photo collection available to
us, which includes the photos Stan Mailer collected to illustrate
his definitive history of the GBW. On top of it all, Dan is an allaround great guy, like so many of the fine people who worked for
the GBW. Thank you very much Dan for everything, as well as all
the other GBW retirees for their donations, stories and such.
This year’s Trainfest in Milwaukee was one the best attended
shows in their history, and we were there to promote our Society.
We added some new members (thank you and welcome) and sold
some of our Accurail hoppers. Many thanks to John Hagen, Randy
Jacques, Andy Laurent and Mark Mathu for their efforts at this
show and promoting the GBWHS. We would also like to thank
Mark for taking on the role of show coordinator.
(continued on page 15)

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.

In Memoriam
We mourn the loss of two members
of the GBW’s extended family.
Arleen Fitzgerald, 75, of Green
Bay, passed away suddenly on September 11, 2012. She was the wife of GBW
engineer Franklin Fitzgerald and grandmother of Canadian National engineer
Tyler Aldrich, both GBWHS members.
Arleen and Frank married on July 28,
1956, and had four children.
Arleen was a supervisor with the
Wisconsin Telephone Company, a manager with Wisconsin Research, and an
accounts receivable specialist at HC
Prange’s. She volunteered for the Neville
Public Museum and the Genealogy De- Frank and Arleen Fitzgerald with son-in-law Tom Aldrich and grandson Tyler Aldrich
partment at the Brown County Library. at the GBWHS Annual Meeting in Green Bay, April 30, 2011. Bill Christopher photo
Arleen was a long time member of the
Bay Area Genealogy Society. She was also the Girl Scout Leader finite patience, never missing an opportunity to teach while loving,
and Confraternity of Christian Doctrine Teacher to her children. indulging and spoiling. Her laughter of life, of joy, was a delight to
Arleen was also a runner, participating in many 5K races with her hear in the past several years.
children.
“For the past 14 years, Arleen traveled the very long road of
Arleen and Frank shared a love for the arts and were longtime having Alzheimer’s. Our dad Franklin was beside her - supporting,
members of the Weidner Center. They also shared a love for the researching, loving and caring for her as the disease progressed, as
Green Bay Packers and were season ticket holders since 1958. it always does. He was her high school sweetheart, and she his.
Along with Tyler, she helped Frank restore his 1968 Ford XL GT. The trip taken would be together.”
Her children wrote, “She was a mom and grandmother of inGerry Lemerond, 81, of Green Bay, passed away October
29, 2012 after a brief illness. He was a GBW locomotive engineer for many years, and was part of a multigenerational family
of GBW engineers, including his father Earl, his brother Tom, and
his son Joe.
Fellow GBW employee Dan Luedke said of Gerry, “He was
a Korean war veteran, a gardener, a bird watcher, and he liked to
take long trips on his bike. He helped out at the National Railroad
Museum in Green Bay. During his career, he was the UTU union
chairman for the engineers and firemen.
“Gerry was a very good friend of (retired GBW President)
Weldon McGee. He started on the railroad as a fireman on June 4,
1954, became an engineer on June 29, 1961, and retired on June 3,
1993 - 39 years in engine service on the GBW. He liked the Day
Kewaunee Job and the 2:30 p.m. yard job. He told me one of his
best memories of steam was watching the GBW 2-8-0 Consolidations going through Pamperin Park at 40 MPH, those small drivers
and side rods just a blur at that speed.
“Gerry came from a long line of family GBWers and was a
wealth of information about the railroad. We worked a lot of jobs
together, some of which were under difficult conditions, but Gerry
always looked forward to the next day being better. Like a lot of
us, he was sad to see what happened to the GBW on the end, and
retired shortly before the railroad was sold.
“Gerry stayed in touch with Weldon McGee, and they would
visit often when Mr. McGee came up from Texas. Gerry and I
Gerry Lemerond at the throttle of his favorite locomotive attended a memorial here in Green Bay for Mr. McGee after he
on his retirement day, McDonald Yard, Green Bay, June 3, passed away. He was a great reader on many subjects, but really
1993. Dan Luedke photo
liked Stan Mailer’s book on the GBW. He will be missed.”
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Kewaunee Division Operations, Part 5:

Time Runs Out for the Ann Arbor
by Dan Luedke

By mid-December 1979, the S.S. City of Milwaukee was back
out on the lake with the MV Viking. A third boat was desperately
needed, but the MV Arthur K. Atkinson would not be ready until at
least July 1980. The backlog of cars on the GB&W reached all the
way back to Summit siding. It was now taking several days longer
to ship across the lake than through Chicago. Customers were not
happy.
Michigan Interstate, the revitalized Ann Arbor Railroad, could
not accept any more business until the backlog of cars was cleaned
up and from then on only the amount of traffic that they could
handle. A rerouting order was placed on the Manitowoc traffic,
and at Kewaunee traffic was only accepted on a reserve basis. Af-

Ann Arbor S3 no. 7 idles away the night at Elberta, Michigan,
in July 1978. The MV Arthur K. Atkinson was out of service with engine problems, but she would return to service
two years later when the Ann Arbor enjoyed a brief and final
surge in carferry traffic. Bill Christopher photo
ter regaining a lot of the business that was diverted away by the
Penn Central and Conrail, the AA now had to turn business away.
Unfortunately the problems were just starting.
The next big problem was track conditions. The AA, once a
40 MPH railroad, had to reduce the track speed to 25 MPH and
also had large sections of 10 MPH track. There had been no tie or

Pride of the Ann Arbor fleet, the MV Viking loads in Slip No. 1 at Kewaunee in June 1975. Built in 1925 as Ann Arbor No. 7,
she was one of the six classic Manitowoc carferries. She was rebuilt in 1964, repowered with four EMD 16-567D1 diesels
(same as the GP28 and SD28) and electric drive, and rechristened the Viking. Today she awaits an uncertain future in
Menominee, Michigan. Dan Luedke photo
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ballast renewal for years. The heavy loads of potash, cement, sand
and chemicals had taken its toll on the track, especially the tie
condition. Loaded auto racks and 89’ hy-cube auto parts boxcars,
because of their high center of gravity, would rock so badly that
air hoses would come apart or couplers would uncouple, putting
the train into emergency. Ford was concerned enough that it questioned the AA about shipping its products’ safely over the railroad.
Michigan Interstate President Vincent M. Malanaphy assured the
concerned shippers that the track problems would be corrected.
Some of the track was repaired by the spring of 1980, but the largest sections were not.
A much larger problem was now developing. The country
was slipping into the recession of the early 1980s. It started with
the Mideast oil crisis, especially in Iran. Sound familiar? Gasoline doubled in price. Even if you had the money, you could only
get five gallons at a time because of shortages. I remember that
myself. Americans were now buying higher gas mileage Japanese
cars. The big three, General Motors, Ford and Chrysler, saw their
sales tumble. Surprisingly, the cross lake traffic held up fairly well,
and in August of 1980 the Arthur K. Atkinson was back out on the
lake with the Viking and Milwaukee. Once again, three AA boats
were back in use.
On the Wisconsin side, the GB&W had not noticed a large
drop in business, although fuel costs had nearly doubled. The paper business had not declined and in fact the first new GB&W boxcars from Itel had started to arrive. The AA, however, tied heavily
to the auto industry, had seen its traffic drop nearly 40%, from the
finished autos and parts to the sand, steel and chemicals used in
auto production. All of this, plus the terrible track conditions, were
starting to snowball.
To top it all off, Malanaphy and the Michigan Interstate were
in a big dispute over state subsidies, which Malanaphy claimed
were not being paid to the railroad by the state of Michigan. Parts
of the contract between the state and Malanaphy were not very
clear and both parties were arguing who would be responsible to
pay. In the meantime Conrail wanted to lop off another 500 miles
of track and the state was being pressured by shippers to take over
and keep those 500 miles in operation. Michigan was in a world of

hurt and this whole deal was starting to look like a dog’s breakfast.
A few years before, the Michigan DOT had appointed a commission to study the carferry routes and the railroads that ran them.
They concluded that continuation of both the AA out of Frankfort
and the C&O out of Ludington would probably not be feasible.
Only one port on the Michigan side would be cost effective, especially if state or federal subsidies were involved. Also, it was
no secret that the C&O wanted out of the carferry business. (The
GTW had already discontinued its ferry service in October 1978.)
This plan, however, was in its early stages and it was obvious there
were going to be a lot of track abandonments in the future along
with a shift in traffic. The study also revealed that all of the carferries would be outdated and would need to be replaced within 10
to 15 years. That would be a sizeable undertaking. The modern,
larger freight cars now being handled had reduced the number of
cars that could be loaded on a carferry which also reduced revenue.
Crew size on the ferries was another issue. On the diesel powered Viking and Atkinson, crew size was about 35. On the oil fired
GTW City of Milwaukee, and the three coal-fired C&O boats, crew
size was about 50. Crew size could be reduced through early retirement and attrition, but it would still take a sizeable crew to operate
these ships safely and efficiently.
One of the recommendations in the study was replacing the
carferries with a tug/barge type operation. In May of 1979 it was
announced that a tugboat and four barges would be built at a new
shipyard in the Upper Peninsula town of Ontonagon on the shore
of Lake Superior. The barge would hold 28 50-foot rail cars and
would be pushed across the lake by an 8,000 HP tug. The tug would
be operated by a crew of ten men or less. With four barges in operation, the tug could drop a loaded barge, pick up another and
head back across the lake in a short amount of time. There would
be no down time waiting for the barge to be unloaded and loaded.
However, even with the tug being locked into the stern of
the barge, technically making it a one unit operation, the old experienced sailors had concerns how it would handle the gales of
November and the heavy ice conditions. Many felt it would suffer the same fate as the Edmund Fitzgerald. At any rate, a contract for around $35 million was awarded to the Upper Peninsula

At Kewaunee Wye, the line to the Ferry Yard met the line to downtown Kewaunee. In
this April 24, 1974 photo, the Day Kewaunee Job’s power appears to be heading downtown (to the right) with three cars after switching the boat; its train waits on the line to
the Ferry Yard, which lies behind the Highway 42 bridge in the distance. To the left, the
line leads to Green Bay. The middle leg of the wye was used to turn steam locomotives,
but it was removed after dieselization; its scar is visible above the flatcar carrying the
tractor. Stan Mailer photo, Mailer-Luedke collection
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Shipbuilding Co. (UPSCO) for one tug and four barges. It was
hoped this service could begin in 1982. The money came from a
few private investors, the state of Michigan and some federal subsidies. We’ll learn more about this adventure later.
By October 1980, the AA had 140 miles of 10 MPH track. The
Federal Railroad Administration was threatening fines and even a
shutdown of the line. The Michigan DOT, FRA and Michigan Interstate met and worked out a plan to keep the AA operating. The
state agreed to another $3 million in aid.
Also in October 1980, the federal government and the newly
elected Reagan Administration passed the Staggers Act, which
deregulated the railroad industry. While deregulation helped the
bigger railroads in the country, its almost immediate effect on the
AA was detrimental. In the very near future, the same effect would
be felt on the GB&W. Deregulation allowed the railroads to make
individual rate agreements with shippers. Now Conrail and the
Soo Line could create a lower rate for potash shippers through the
Chicago Gateway. Soon the potash business went back through
Chicago rather than across the lake, via GB&W and AA.
That wasn’t the only business that was lost. Eventually a lot
of the lumber business also went straight through Winona on the
BN all the way to Chicago. The Staggers Act also made it a lot

RS27 316 switches the MV Viking in July 1975, using four
gondolas as idler cars to keep the locomotive off the boat
and apron. Mike Dunn III photo, Mailer-Luedke collection
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easier for railroads to abandon low revenue lines or lines that were
in need of heavy repair. The AA was now in a delicate spot. With
the recession in full swing and without large state subsidies being
invested in rebuilding its infrastructure, it seemed the railroad was
doomed. With the rate agreements favoring the bigger railroads,
the lost traffic was not coming back. More light density lines in
Lower Michigan were now being put on the block for abandonment. In Wisconsin, the CNW, Milwaukee and Soo Line were all
licking their chops as they had a ton of branch lines they wanted
to shed. Although it would take several more years, this was the
beginning of the end of many miles of track in Wisconsin.
In December 1980, Malanaphy informed the Michigan DOT
that because the state had failed to repair the track, he would not
renew his contract on March 31, 1981 to run the entire AA system.
He said he would only operate the line between Ann Arbor and
Toledo if the state brought the track up to 25 MPH by November
1981. This would shut down the carferry service and most of the
AA Railroad. The state was then considering sending the AA carferries to operate out of Ludington, which would become the only
port on the Michigan side. That however never happened. In early
summer it was also announced that the federal subsidies would end
on September 30, 1981. President Ronald Reagan did not believe

in subsidizing unprofitable rail lines. This took the state of Michigan by surprise. The Michigan state budget for 1981-82 was now
changed to decrease the rail subsidies by 25% per year until they
reached zero in 1986.
In July 1981, the Wisconsin DOT made it known that they
would end their carferry subsidy also. According to the Green Bay
Press Gazette, Michigan’s share of the subsidy was 52% and Wisconsin’s was 48%. I knew the GB&W had voiced great concern
to state officials about what the loss of the AA cross lake service
would do to the railroad and more importantly what it would do to
the GB&W’s customers, especially the paper mills in Green Bay
and Wisconsin Rapids. That’s why the state had helped subsidize
the carferries for several years. Now with the Staggers Act in play,
Wisconsin, like Lower Michigan, was going to lose hundreds of
miles of branch lines owned by the CNW, Milwaukee and Soo
Line.
Because the C&O ferries were still operating to Kewaunee,
Wisconsin felt that the GB&W would still have a cross lake connection, even if shippers would have to change their routing from
AA to C&O if the AA folded. Wisconsin would then use the subsidy money to try and save some of the branch lines that were
up for abandonment. Most notably this money went to the E&LS

to rehabilitate the Milwaukee Road line from Green Bay north to
Upper Michigan, and to the Wisconsin and Southern to take over
Milwaukee lines in southern Wisconsin.
By June 1981, Michigan’s unemployment rate was nearing
20%. The Michigan DOT knew they could not subsidize all of the
failing rail lines. The decision was made to maintain service only
to the parts of the AA with the most customers. The 114 miles of
line from Clare to Frankfort, including the carferries, would not be
part of the “core” system, although service would be provided on
an as needed basis. These 114 miles would not be included in any
rehabilitation program. If the carferries were going to continue,
they would most likely be running out of Ludington. This was a
possibility, although for now they stayed at Frankfort. The carferry
loss would be a major blow to Malanaphy and the Michigan Interstate’s survival.
Malanaphy knew he had to cut costs and by August 1981
he reached an agreement to reduce train crews to three men and
signed a five year labor agreement for a 12% wage reduction for all
employees. He also wanted to deal with the government directly
for funds to fix the track. That would be hard to do, as the recession
was still hanging on, and federal subsidies for rail freight operation
were coming to an end.
(continued on page 10)
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Train time in small town America, KGB&W style. Train No. 4, the Day Kewaunee
Job, pauses to work at Luxemburg, milepost K19, on its way to Kewaunee in
June 1975. Unlike some larger railroads, the Green Bay & Western never forgot
the value of every single carload. Today the crossing by the Goodyear building
is the eastern end of what was the Kewaunee Division. Dan Luedke photo
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(continued from page 7)
Even with the automobile business still way down, and the
slow orders eating up train crews, the three carferries were still
quite busy as overhead traffic was still very good. However, on
the GB&W we noticed the AA boat arrivals were now becoming
erratic at Kewaunee. This was an indication that AA trains were out
of schedule into Frankfort. Train crews were “dying on the law” on
their 12 hours of duty and had to be relieved by another crew, but
sometimes there wasn’t another crew rested and the train would
sit idle for hours. This was affecting GB&W trains as well. Now
the day Kewaunee job, instead of going to work in mid-morning,
was going to work at 2 p.m. or 3 p.m. in the afternoon. The night
Kewaunee job was going to work at 2 a.m. or 3 a.m. quite often
also. The C&O, which was still trying to run on schedule, would
end up sitting at Kewaunee waiting for a late day Kewaunee job or
a late night Kewaunee job. They were not happy.
In September 1981, the Michigan DOT told Malanaphy that
on October 1 the subsidies to the Michigan Interstate would be cut
35%. Malanaphy said he would shut down the railroad from Ann
Arbor north including all carferry service at midnight September
30. This looked like the end of Ann Arbor carferry service. Near
the end of September there seemed to be a flurry of negotiations
between Malanaphy and the state. There was an article almost every day in the Green Bay Press Gazette covering this. The GB&W
Kewaunee crews also had information on how things were proceeding, info that came from the boat crews, as all of their jobs
were in peril. Almost on the last day of September an agreement
was reached to continue operation of the railroad and carferries
for 30 days. At the end of October the agreement was extended
another 60 days to December 1981.
In January 1982, the state of Michigan realized there simply
was not enough money to pay the $450,000 a month subsidy to
keep the AA running. The state had a deficit of $300 million. There
were no more subsidies from the federal government and the state
of Wisconsin. It was hoped the recession would have ended by
then, but it didn’t. The traffic levels kept dropping due to the stagnant auto industry, high fuel costs and slow track conditions. In
late January Malanaphy laid off 25% of his employees. A 15%

wage deferral was put in place for management personnel for February and March 1982.
In late January, the City of Milwaukee was pulled out of service for lack of business, and the Arthur K. Atkinson joined her in
storage in late February. Once again the Viking, the most efficient
Ann Arbor boat, was the only one running to Kewaunee. It seemed
like the old saying; “if it weren’t for bad news, there would be no
news at all” was coming true. An indication on how much traffic
had dropped was that the AA was running one train into Frankfort
every second day. With the Viking now running into Kewaunee
every other day, nos. 6 and 5, the day Kewaunee (renumbered from
nos. 4 and 1 in 1980), and nos. 8 and 7, the night Kewaunee (also
renumbered from nos. 2 and 3 in 1980), were running on very erratic schedules. Sometimes the day job would be annulled altogether on days the Viking didn’t run and the C&O came only at
night. Nos. 8 and 7 ran every night as the C&O usually had a boat
there at midnight, and the Viking every other day which usually
came at night as well.
On March 19, 1982, Malanaphy notified the Michigan Transportation Commission that if he did not have an increase in the
subsidy by March 26 he would shut the railroad down north of Ann
Arbor, including the carferry. He was losing nearly $20,000 a day.
March 26 came and went and the Viking stayed running. Then, on
April 2, the Michigan DOT informed Malanaphy there would be
no more money. Malanaphy then notified employees and customers that the railroad north of Ann Arbor, including the carferry,
would shut down at 11:59 p.m. on April 5, 1982, which it did.
The next day, April 6, in an announcement that completely
surprised everyone, the Michigan DOT said they had reached
an agreement with the Michigan & Western, a subsidiary of the
GB&W and Itel Corp., to run the entire Ann Arbor. GB&W President Curt Hockaday and Vice President Steve Selby were already
in Michigan to sign the papers for control of the AA. This was
great news, as it surely would strengthen the GB&W’s traffic base.
The AA traffic was 35% of the GB&W’s revenue, amounting to
about $7 million a year. All of this excitement was short lived.
Within 24 hours Malanaphy and the Michigan Interstate went
to federal court and got a restraining order to stop the sale to the

Three Ann Arbor GP35s, riding on Alco trucks, bring a westbound train for the MV
Viking into Elberta, Michigan, across the harbor from Frankfort, on March 5, 1975.
Today this line is a bike trail. Stan Mailer photo, Mailer-Luedke collection
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RS27s 316 and 317 lead train No. 1, the Day Kewaunee Job, across
the Fox River drawbridge in Green Bay in August 1976, almost home
to Norwood Yard. Stan Mailer photo, Mailer-Luedke collection

GB&W’s subsidiary Michigan & Western. Malanaphy had been
running the Toledo to Ann Arbor part of the railroad for all this
time without any subsidy money from the state, as that was the
most profitable section of the AA. The state was only subsidizing the Ann Arbor to Frankfort part of the railroad along with the
carferry operation. He said the state was breaking its contract with
his Michigan Interstate as the sole operator of the AA. He was
willing to consider letting the Michigan & Western run the Frankfort to Ann Arbor section along with the carferries, but not the Ann
Arbor to Toledo section, which was the real bread and butter of the
AA. GB&W/Itel said, “no way.” They would contract to run the
entire AA, or nothing at all. Malanaphy had them over a barrel, and
the whole deal came crashing down.
The state of Michigan really wanted the GB&W to run the
whole show, but after meeting with attorneys they decided that it
wasn’t a winnable case, so the GB&W/Itel offer was withdrawn.
Now they were back to square one. The boat was not running, and
neither was the railroad from Frankfort to Ann Arbor. However,
some of the shippers complained to the ICC that they were not
given enough notice that the AA was shutting down. The ICC did
some investigating and found there were nearly 150 cars stranded
on the closed section of the AA. Malanaphy agreed to reopen the
line to remove the stranded cars and on April 9, the trains and the
Viking began running again to Kewaunee.
Less than two weeks later, the ICC agreed the Michigan Interstate had cleaned up the stranded cars and forwarded any others to

their proper destinations. They were now free to shut down again
from Ann Arbor to Frankfort.
In one last effort to keep the entire AA and the carferry service
running, on April 20 Malanaphy wrote the Michigan DOT and
suggested four options to continue the service, but said he needed
an answer by April 23. The DOT wrote back and said they needed
more time. The Michigan Interstate had lost $2 million in the last
year. Malanaphy was not in the mood to wait any longer. He sent
out notices to all shippers and employees, placed an embargo and
reroute order on all cross lake traffic to go through Chicago. At
12:01 a.m. April 26, 1982, the AA RR shut down from Ann Arbor
to Frankfort. The Viking, however, had left Frankfort for Kewaunee
with a load of freight cars early in the evening of April 25th.
In a recent conversation with GB&W conductor John Switzer,
who was working trains 8 and 7, the Night Kewaunee Job at that
time, I asked him if he recalled the last AA boat into Kewaunee. He
checked his time book and found that on Sunday night, April 25,
he went to work on no. 8 at 11:15 p.m. He was told by the dispatcher that the Viking was already at Kewaunee waiting to be unloaded
and that there would be no C&O boat that night. John recalls no. 8
that night was a small train and there were a total of 12 cars to go
back on the Viking, roughly half a load. Arriving at Kewaunee at
around 1 a.m., they switched out the train and went down to slip
no. 1 and pulled all the cars off the boat and put them in the yard.
The next move was to grab the 12 cars for the Viking and put
them aboard. Before they did that, Green Bay called and said not
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to put those cars on the Viking, that she would leave for Frankfort
empty. He thought that was strange, so they left the 12 cars in the
yard, picked up their train that came off the Viking and headed
back to Green Bay, going off duty around 4 a.m. There was no
mention of an embargo or that the AA had shut down. Captain
Bruce Jewell, a man I had talked to a few times while working
the Kewaunee jobs, sailed out of the Kewaunee harbor with the
Viking and headed into the early morning sunrise for Frankfort on
April 26. I’m sure he figured he would be back, as did everyone
else. This time, however, there were no extensions or restarts. After nearly 90 years, the AA carferries would sail no more.
Kewaunee was the first port on the Wisconsin side to receive
carferry service. On November 24, 1892, Toledo, Ann Arbor and
North Michigan Railway Co. carferry S.S. Ann Arbor No. 1 arrived
with four cars of coal. It departed later that day with 22 cars of
flour from the Pillsbury Mills in Minneapolis, all headed for England. It is ironic that when the Viking left Kewaunee in the early
morning hours of April 26, 1982 with no cars on board, that this
would be the end. No one knew this of course, as there were still
cars in the pipe line to be ferried on both sides of the lake. Within
days however, these cars were rerouted through Chicago.
John Switzer told me when he came back to work on Monday
night, April 26, to go on no. 8 again, they went to Kewaunee with
75 cars. Now all of these, I’m sure, were not C&O cars; that would
be very unusual. I asked John if he remembers bringing any AA
cars back to Green Bay to be diverted to the Milwaukee or CNW
to take to Chicago. He said not that he remembers. I believe in that
75 car train there were AA cars, but while en route to Kewaunee
the routing was changed to C&O. They then ferried on the C&O
to Ludington.
It would be interesting to know in the nearly 90 years of service between November 1892 and April 1982 how many cars were
ferried between the AA and the KGB&W. It would have to be in
the hundreds of thousands.
There was one last glimmer of hope for cross lake service.
That was the tug-barge system. However this adventure turned
into one of the biggest fiascos of the early 1980s. From the very
start in 1979, the plan was not well thought out. The state of Michigan had invested $35 million to build the shipyard in Ontonagon
and hire about 350 workers to do the work. The three officers of
UPSCO had invested some of their own money as well, but not
much. After building the shipyard and partially constructing the
tug and one barge, they realized they would be short of money to
finish the job. They told the state they needed another $32 million.
The state said no more money, which they really didn’t have any
way, until the one tug and barge was completed.
UPSCO, however, wanted to start construction on some more
of the barges. This started a chain of lawsuits between the state and
the UPSCO officers. In the end the shipyard was closed on July
2, 1982, and filed for bankruptcy. The state then brought criminal charges against two of the officers for defrauding the state of
money. Both were convicted and I assume served some time in
the crowbar hotel for awhile. The shipyard, tug and barge sat idle
for two years. The last information I have on it was in an article
in the Green Bay Press Gazette dated August 5, 1984. The article
stated that the bankrupt UPSCO shipyard in Ontonagon, Michigan
was sold to Wedtech Corp., a New York defense contractor, for
$4.8 million. The sale included the shipyard, tug and barge, both
about 85% complete. Wedtech would build pontoon bridges and
amphibious landing equipment at the yard. It would also employ
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many of the UPSCO workers.
After the state had invested nearly $43 million, they ended
up with practically nothing. I do not know what happened to the
tug-barge, but it never went to work for the state and we will never
know if it would have worked as a cross lake ferry system.
With the ending of carferry service on April 26, 1982 the
Viking, Arthur K. Atkinson and City of Milwaukee were all tied
together side by side and stored at Elberta/Frankfort. In October
1982 the state of Michigan let the lease expire on the Viking and
Atkinson. The owner, Penn Central, then put the boats up for sale.
In May 1983, Peterson Shipbuilding Co. of Sturgeon Bay
bought the Viking for $400,000 and it was towed to Sturgeon Bay
to be used as a floating warehouse. Within a year the Arthur K.
Atkinson was purchased by the same company. The Atkinson, however, spent some time stored at Kewaunee just a few hundred feet
from where it had docked so many times with a load of freight cars
for the GB&W. Both of these boats were later sold to other parties
and had several different owners and different uses.
I believe the Viking is currently owned by K&K Warehousing
and is in Menominee, Michigan. The Arthur K. Atkinson was sold
to a scrapper and towed to Sault Ste. Marie, Michigan, on December 20, 2011. At last report her upper decks had been cut down.
The City of Milwaukee was actually a Grand Trunk Western
boat and sailed between Muskegon and Milwaukee for most of
her career. When the GT discontinued its ferry service in October
1978, the state of Michigan leased and later purchased the Milwaukee to be used on the AA with the Viking and Atkinson. With the
end of the AA ferry service, the state sold the Milwaukee to the city
of Frankfort for $1 on December 13, 1984. Four years later in October 1988 the city sold her for $2 to the Society for the Preservation of the City of Milwaukee. Wow, the city of Frankfort doubled
their money in four years! On May 18, 2004 she was moved to
Manistee where she was refurbished and preserved as a floating
maritime museum. Hopefully she will be around for a long time, a
testament to the last AA ferry service.
As for the Ann Arbor Railroad itself, the April 26, 1982 shutdown of the line from Frankfort to Ann Arbor started a wave of
lawsuits between Malanaphy’s Michigan Interstate and the state
of Michigan. Malanaphy claimed the state owed him several million dollars in unpaid subsidies and for capital improvements. The
state claimed Malanaphy was breaking the contract by not running
the entire railroad including the carferries. Malanaphy had never
stopped service at any time on the line from Ann Arbor to Toledo.
That section of the AA was profitable and never needed a state subsidy. The state wanted to oust Malanaphy completely and contract
with someone who would run the entire system. The courts, however, sided with Malanaphy and he continued to run just the Toledo
to Ann Arbor section. Because the state would not reimburse the
Michigan Interstate for refurbishing eight AA GP35s, Malanaphy
moved the locomotives to Toledo and held them “prisoner”. This
was not a friendly relationship.
By October 1, 1982 the state issued new contracts to the
Michigan Northern and Tuscola & Saginaw Bay Railroads to operate sections of the line north of Ann Arbor. The Michigan Interstate continued to run the Ann Arbor to Toledo section. However,
in January 1983, because of legal fees and debt from unpaid state
subsidies, Malanaphy and the Michigan Interstate filed for bankruptcy.
By October 1984 the Michigan Northern was faltering, so the
state transferred their section of the AA to the Tuscola & Saginaw

C424 313 and C430 315 roll by Slip 2 in Kewaunee in
1969. The grey band color scheme would disappear
in a few years. Mike Schafer photo

Bay. Eventually all ten of the AA GP-35s ended up on the T&SB,
including the eight “prisoners” from Toledo.
By 1992 the 45 miles of track from Yuma to Frankfort including the ferry yard and docks were torn out. The T&SB operated
the line from Yuma to Ann Arbor and a “new” Ann Arbor Railroad
took over the line from Toledo to Ann Arbor. I do not know if this
is still the present operation, but this is the way it was in 2008.
With the loss of the Ann Arbor carferry service to Kewaunee
in 1982, the GB&W lost 35% of its overhead traffic, and about $7
million a year in revenue. The thought was that some of this traffic

could be rerouted to the C&O ferry, but everyone knew the C&O
was not going to promote its cross lake service as they had made it
well known they wanted out. It was clear the GB&W was going to
have to promote more online business or partner up with another
carrier if it was to survive.
For anyone interested in more on the Ann Arbor Railroad, I
recommend three books: The Ann Arbor Railroad in Color by Robert I. Warrick, The Ann Arbor Railroad by D.C. Jesse Burkhardt,
and 90 Years Crossing Lake Michigan by Grant Brown, Jr.
Coming in a future issue: C&O Bows Out

A plume of oil smoke rises from Ann Arbor’s S.S. City of Milwaukee,
docked in Slip 1 at Kewaunee on February 7, 1980. The Milwaukee was
a former Grand Trunk boat that found a brief second career in the twilight
of Ann Arbor’s carferry service. Today she’s a cherished museum ship in
Manistee, Michigan. Stan Mailer photo, Mailer-Luedke collection
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GBW Modeling News

By John Hagen and Mark Mathu
It’s an exciting time for GBW modelers. First off, Bowser announced at Milwaukee Trainfest that they will be producing an HO
model of the Alco C430. This is a truly newsworthy announcement as only 16 C430s were built, one of which is GBW 315, now
on display at the National Railway Museum in Green Bay. Bowser
will produce the 315 in both paint schemes (left).
The 315 was the only C430 built without dynamic brakes, but
in spite of the high cost of plastic injection molds, we have been
assured by Bowser that the 315 will be prototypically accurate
right down to the lack of dynamic brakes, the proper fuel tank configuration and air tank location. Thanks are due to Bowser staffers
Richard Cox and Lee English for their dedication to doing the best
models possible on a production basis. The fact that Mr. Cox happens to be a GBW fan and GBWHS member also helps. GBWHS

Help keep a GBW locomotive running!
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We received a request from Tim Weidner,
Chief Mechanical Officer for the Reading Company Technical and Historical Society. They own
and maintain former GBW C424 322, which they
plan to restore to its original identity as Reading
5204. They are looking for any documentation
about the 322’s time on the GBW, specifically for
electrical schematics and mechanical modifications or maintenance logs that can help them as
they continue to maintain the locomotive. Keeping an ex-GBW locomotive running is a noble
cause! If you have anything you feel might be
useful, please contact Tim at tooling17039@yahoo.com. Thank you. Bill Christopher photo;
westbound near New London, May 1980

GBWHS at Milwaukee Trainfest
by Mark Mathu

Our historical society had a booth at Trainfest in Milwaukee on
November 10-11, 2012. The show is one of the largest annual train
shows in America with over 25,000 people attending this year. It
features 100 manufacturers and dealers and 70 operating layouts.
Other railroad historical societies at the show included CNW, GN,
MILW, and SOO. Randy Jacques, John Hagen and Andy Laurent
joined me in staffing the Trainfest booth this year. It was great to
meet so many society members and non-members at the show and
discuss their modeling and research interests.
There was plenty of excitement among GBW modelers over
the new HO scale Alco C430 model announced by Bowser at the
show, as well as the KGB red twin hopper kits made by Accurail
exclusively for the show. John Hagen displayed his HO scale GE
70-ton locomotive model which he just completed with DM CusAt left, John Hagen (left) and Mark Mathu greet visitors at
the GBWHS booth at Milwaukee Trainfest on Saturday,
November 11, 2012. Bill Christopher photo
members John Hagen and Dan Luedke have provided Bowser with
paint chips and information to help Bowser produce an accurate
model of the 315.
The list price is $199.95, or $299.95 with sound system. Preorders are due on April 1, 2013, and estimated delivery is fall
2013. For more information, visit www.bowser-trains.com, or
contact them at Bowser Manufacturing, 1302 Jordan Ave., P.O.
Box 322, Montoursville, PA 17754. You can call them at 570-3682379 from 9 a.m. to 5 p.m. Eastern time.

Bluford Shops has announced N scale models of GBW transfer cabooses 102 and 104; they’re priced at $36.95 each. A Bluford
representative at Trainfest told us they plan on eventually producing HO models as well. For more information, visit www.blufordshops.com/bluford_93_019.htm or contact them at Bluford Shops,
P.O. Box 152, Bluford, IL 62814. Phone 618-822-6833.
DM Custom Decals is now offering HO decals for KGB&W
steam locomotives (including 2-8-0 no. 49, now preserved at the
Mid-Continent Railway Museum in North Freedom, Wis.) and for
Ahnapee & Western 70-ton GE diesels 600 and 601. Please make
check or money order payable to Don Manlick, 2127 South 11th
St., Manitowoc, WI 54220. The KGB&W steam set is $3.00 each,
and the A&W 70-tonner set is $4.00 each. Please add $2.00 for
postage and handling; Wisconsin residents add 5% sales tax. Allow two to three weeks for delivery.

tom Decals new A&W decal set. Not to be left out, large scale
modelers had a chance to see some photos of Joe Lienau’s G scale
GB&W/A&W equipment on Sunday.
The most fascinating time for me had to be the two-and-a-half
hour impromptu Sunday discussion on Green Bay’s Mason Street
Yard. Several visitors pored over historical photos of the area in a
quest to establish a timeline on how industries in the area evolved
over the years, and discuss how the half-dozen yard tracks and
two interchange tracks with the Milwaukee Road functioned. Dan
Luedke, a society member and 25-year employee of the GB&W,
joined in the discussion and provided a wonderful Q&A session
on the yard.
The society’s 2013 show schedule is:
January 19-20 STEVENS POINT Arctic Run, Holiday Inn
Convention Center
January 26 LA CROSSE Great Tri-State Rail Sale, La
Crosse Center
April 27-28 GREEN BAY Titletown Train Show, Shopko
Hall
November 9-10 WEST ALLIS (MILWAUKEE) Trainfest,
Wisconsin Exposition Center
If you plan to be at one of these shows, please stop by and visit
your historical society!
I am coordinating our society’s presence at train shows and
merchandise sales — but this is certainly not a one-man task. If
you are interested in helping at any of these shows, please contact
me. As a minimum I’d like to have two people at 1-day shows and
three for 2-day shows. If you are able and interested in volunteering at a train show for even a half-day, it would help our society.
The GBWHS belongs to all of us, and with all our help we can
make it the best possible.
The GBWHS’s mission at shows is:
1) Service to our members – provide information on your
membership, magazine, and upcoming projects;
2) Disseminate information about the GB&W to others who
are interested and make them aware of the GBWHS;
3) Merchandise sales; and
4) A gathering place for GBWHS members to stop by, visit
other members, discuss their modeling and research projects, and
rest a spell.
Mark Mathu
mark@mathu.com
414-305-3441

From the President

(continued from page 2)
Rob Schoneman is getting our GBW website up and running.
Thanks to all; as always, your efforts are greatly appreciated.
On a last note, if any members have had problems with receiving the magazine or merchandise, or if you have any questions,
please feel free to call or e-mail me. I will be happy to address your
concerns and resolve any problems.
Respectfully Yours,
Ross W. Rossier and the GBWHS Staff
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Imagine the sound! GBW RS2 302 and RS11
309 lift a thin pall of smoke as they accelerate
train No. 1, the Day Kewaunee Job, back home
to Green Bay. The train is approaching Lutz’s
Cut, just west of Kewaunee, on May 19, 1961.
The carferry business was still going strong at
the time, but it would be gone within 30 years.
Today the track here is gone. Stan Mailer photo,
Mailer-Luedke Collection

The Green Bay & Western Historical Society
The goal of the Green Bay & Western Historical Society, Inc., is to preserve the history of the Green
Bay and Western Railroad and its affiliates. We are preserving historical documents and stories, photographs and artifacts. Our purpose is to make this information available to our members as well as the
public through our GBWHS magazine, GREEN BAY and WESTERN LINES. We are a 501c, non-profit,
Wisconsin corporation. Our magazine is in its fourth volume, we recently introduced our second special
run model to the market, are currently seeking a restoration project, and we are creating our historical
archives.
Help is needed, in many forms, from writing articles for our magazine, helping with the archives and
cataloging the preserved GBW items, to assisting in the restoration of preserved GBW equipment, and
developing accurate models of GBW equipment. We encourage you to join and become part of what we
are building. For further information contact the officers listed on page 2.
Membership in the GBWHS is $25 per year and includes four issues of this magazine. To join, please
send check or money order payable to GBWHS to:
Green Bay & Western Historical Society
Bill Christopher, Editor & Membership
2739 Pine St.
Waukegan, IL 60087-3024
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