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President’s Column

Hi All,
It’s been a very busy summer for me; no rest for the wicked as
they say! I just wanted to back up a little bit to our GBW retirees
picnic we had in Plover on June 1. My apologies are in order to
these people for not getting a photograph of the group. I will remember next year, I promise!
These retirees made cash and material donations to the Society: Ken Frost, Keith Johnson and family, Doug McGee, Dick and
Rick Semrow and families, Mr. and Mrs. Jim Tuxhorn, and Marvin
Wolfe. We also received generous donations from Clayton C. Tinkham and Dr. Daniel D. Von Hoff. Thank you all!
Speaking of donations, I’d like to thank our Treasurer, Bob
Wandel, for his donations of decals and two boxes of binders containing GBW historical material. One week after our Plover picnic, our Vice President, Steve Koth, and I went to Waupaca for
their Strawberryfest and Train Show. We are members of the Wisconsin & Michigan Model Railroad Club. Steve and I had the run
of the railroad for nearly four hours and not one derailment! I’m
also very proud of running my 40 year old Hobbytown RS3 no.
305 and pulling a 74 car late model coal train that I’m told weighs
28 pounds! Okay, enough of the bragging.
This issue documents the end of this great little railroad in
another fine article by Dan Luedke, along with recollections from
other employees who witnessed the end of the GBW 20 years ago.
This was a pivotal time in the GBW’s history, and in the history
of Wisconsin railroading, and we are fortunate to have these firstperson voices share their experiences.
As always, I thank you all for your membership and contributions. Enjoy your autumn!
Ross W. 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. Thank you!
C430 no. 315
The 1965 Mississippi River flood
German POW trains to Sturgeon Bay

On The Cover
Power from the last Green Bay & Western train of all,
No. 1, lays over at Wisconsin Rapids in the early morning
hours of August 28, 1993. Ken Johnson collection

The “Roamer” Moves
to North Carolina
By Dan Churney

Reprinted with permission from The Times,
Ottawa, Illinois, August 21, 2013

The good people of Ottawa, Illinois watch as two cranes lift former GBW business car Roamer onto a flatcar for its journey
to Star, North Carolina. The Roamer could not make the move on its own wheels because its friction bearing trucks are
banned from interchange service. See page 16 for photos of the Roamer in service. The Times photo by Doug Larson
This week in Ottawa, a ghost from another era saw direct sunlight for the first time in 40 years.
A 1918-built luxury railroad coach sat on tracks inside a shed
along the south side of Norris Drive, near Mike’s Bar & Grill,
since January 1972. On Wednesday, the 94-ton car was lifted onto
a flatcar for delivery to its new owners, the Aberdeen, Carolina &
Western Railway Co. in Star, N.C. Once in the Tar Heel State, the
car will be used as an economic development promotional tool.
In 1972, the car was bought by Thomas Hill Sr., of Ottawa,
for $50,000 from the Green Bay & Western Railroad. One of the
provisions of the sale was that the car be kept sheltered, which Hill
duly did. Hill ran Brown Oil in Ottawa, passing away in 2000. His
son, Tom Hill Jr., said his father planned to combine the railroad
car with a number of antique vehicles and establish a transportation museum. That museum never came to pass and the coach
sat year after year, hidden from the public driving past on Norris
Drive.
In 2006, railroad enthusiast and Kansas City insurance agent
Kevin R. Johnson [a GBWHS member] bought the coach. However, Johnson left the car in Ottawa, often visiting to labor over it
side by side with caretaker Wayne Hess, who started working for
Tom Hill Sr. in 1946. After Hill’s death, Hess served as executor
of his estate.
“It was so much fun working on it,” Johnson said. “Wayne
became a good friend in the process. It wasn’t about possessing
the car, as it was about restoring it. I thought of myself as a steward of it.”
Construction of the car was commissioned by Oklahoma oil-

man Joshua Cosden Sr. It was built during the last year of World
War I, when there was a freeze on the construction of railroad passenger cars. However, the fact the car was the only car built during
the war, suggested to Johnson that Cosden had influential friends
— in particular, financier Bernard Baruch, who oversaw economic
mobilization for the war and would have been the official to permit
such a car.
Regardless whether Cosden used connections to VIPs, the car
would carry notable persons through the years of its service with
Cosden and successive owners — some of those notable persons
being legendary Broadway producer Florenz Ziegfeld, automaker
John Studebaker, oil magnate Harry Sinclair, future King of England Edward VIII and Dwight D. Eisenhower, who was on the
train after he was U.S. president.
“The car was the equivalent in its time of a Gulfstream jet,”
Johnson noted.
Reminiscent of a first-class stateroom on the Titanic, the interior of the car is paneled with intricately carved oak, and throughout are original furniture and fixtures. The original electrical system is in place and an old candlestick-style telephone remained
on a desk. The bathroom is in marble. About one-third of the
car housed the kitchen and living quarters for servants. The first
owner named the car “Roamer” — the letters of which remain on
the rear door.
Given the post-Victorian Era finery of the car, Johnson’s decision to sell came with ambivalence.
“It was an ideal time to let it go,” Johnson observed. “But
there is so much of me in it.”
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20 Years Ago:

GBW’s Final Days
By Dan Luedke

After over 125 years, the GB&W came to an end at 12:01 a.m.
on Saturday, August 28, 1993. The “end” actually started in January of 1992; at least that is when the employees and public were
made aware of what was about to happen.
In the first week of January 1992 I was working mostly Job
No. 4, the 7:30 a.m. yard job, which worked over the river and on
some days included trips to New Franken and Luxemburg. Until
that time there were no rumors of a Wisconsin Central takeover
that we were aware of. However by January 7th there were rumors
going around the shops and roundhouse area of a sale to the WC.
Although there was concern, there were no hard facts on hand.
GBW management people were mum, or told not to say anything.
When we tied up at 3:30 p.m. on Job No. 4 on Wednesday,
January 8, we were told by a somewhat subdued trainmaster that
the sale would be announced the next day. I don’t know if we were
shocked, but it definitely was an unpleasant surprise. The next day,
Thursday, January 9, 1992, the Green Bay Press Gazette headline
was “Rail rival buys two area lines for $61 million.” The article
went on to say Itel Corp. would sell both the GBW and the Fox
River Valley Railroad to the WC. At this time the GBW didn’t
really tell us anything. I believe most GBW management didn’t

I don’t know if we were
shocked, but it definitely was
an unpleasant surprise.
know anything either. The talks were mostly between the WC and
Itel people and Bob Dowdy, president of the combined FRVR and
GBW. Looking back, I am sure that Dowdy was hired solely to get
the two railroads ready to sell to the WC.
From an operating standpoint I don’t recall much change. We
were all told that we still had a railroad to run and had to concentrate on our jobs safely and to give the customers the best service
we could. Easy to say, much harder to do when you don’t know if
your job will end at any time. The big thing that changed was the
care of the locomotives. From day one, everyone knew the Alcos’
days were quickly coming to an end. The engines got just the basics. Fuel, sand and lube oil, things just to keep them running. No
more wash jobs or paint. I was surprised they ran as well as they
did; it was sad to see them deteriorate. Other than a few rough
years in the 1980s, the GBW engines were always pretty clean and
kept in good paint.
We really weren’t treated any differently by the GBW. We
were all in the same boat and as time progressed all of the employees from all of the different departments really came together
to try and get the best conditions we could for employment on the
WC. There was a lot of letter writing to congressmen, senators, the
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Interstate Commerce Commission, and Wisconsin state officials.
Everyone was involved. In the darkest days of this sale almost
everyone came to work with a smile on their face.
When the sale was first announced there was much discussion
about what the employees could do to secure jobs with the WC.
Most GBW people belonged to unions. The FRVR employees were
not unionized. When the Chicago & North Western sold their two
lines from Green Bay to Butler and Manitowoc to Itel to form the
FRVR, many CNW employees elected to go to work for the FRVR
rather than relocate to another CNW location. Many were hired by
the FRVR and others came from other short lines. Because these
were line sales off of the CNW and not the entire CNW Railway
itself, the union did not carry over to the FRVR. The FRVR employees would have to take a vote to be represented by a union.
For whatever reason, they decided not to reorganize from 1988 to
1992. Now, however, if they wanted to come under any kind of
labor protection they would have to unionize once again.
In the late 1950s or early 1960s there was a small terminal
switching railroad in New York that handled the ship-rail docks.
They connected with the Pennsylvania and New York Central
railroads. These two railroads decided to purchase the switching
railroad for themselves. All three were unionized operations. They
began negotiations for the sale and an agreement was reached that
would protect the smaller terminal railroad employees. I don’t
know all of the details but the biggest part of the agreement was
that if the terminal railroad employees were not hired or were laid
off or terminated, they could collect up to six years’ wages. I’m
sure the PRR and NYC had no intentions of paying someone to
sit home for six years and be paid their full wages. That would be
a last resort. It was put in there just in case. I know that in some
cases if the buying railroad offered you a job in another location
you had to take it. It had to be the same class of work though. This
became known as the New York Dock Agreement. In all of the future mega-mergers this was the precedent for employee protection.
However, in the 1980s and ‘90s, the railroads were finding
ways around this. They claimed that in selling off branch lines
to a new start-up railroad or even a subsidiary that they started
up themselves they did not have to comply with New York Dock
conditions. Employees on the sold off branch line still had the right
to “bump” in on the home railroad where their seniority permitted.
Employees that stayed on the new start-up railroad almost always
took pay and benefit cuts, little or no seniority, longer hours for
less pay, and in some instances you were assigned multiple jobs
from running an engine one day to switching cars the next to maybe pounding spikes the next. It is a known fact that in 1987 when
the WC started up, only 15% of the workers were former railroad
employees of the Milwaukee Road or Soo Line. The rest came off
the street from other railroads, or from other jobs with no rail experience. This was a drawback for them for several years.
Not long after the sale was announced the WC dropped anoth-

The GBW’s
Last Runs
Conductor Randy Schultz (from
left), Engineer Frank Fitzgerald, and
Brakeman Tim Mogan brought No.
2, the last GBW train into Green Bay,
on the evening of Friday, August 27,
1993. They’re posing at Wisconsin
Rapids before starting their final trip
for the GBW. Frank Fitzgerald collection

Shortly after 5 a.m. on Saturday, August 28, 1993, Engineer Ken Johnson
(from left), Conductor Bob Vander
Leest, and Brakeman Mike Ostertag
brought the last GBW train of all –
number 1 – into Wisconsin Rapids,
where it terminated. Ken Johnson
collection
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er bomb on us. They said they would form a new subsidiary called
the Fox Valley and Western, combining the GBW and FRVR. They
claimed that they would not have to go by the New York Dock
agreements and that the WC would actually “run” the FVW. There
would be no FVW engines or rolling stock. There would be no
union carryover from the GBW or no union agreements honored.
The FVW was strictly an “on paper” railroad only. We called it a
sham (among other words). Until that time, there were thoughts
of working with the WC on merging the WC, GBW and FRVR
together, making a viable and healthy railroad out of the three.
Now the battle lines were drawn and things were not going to be
pleasant. As I said before, this unified the GBW employees.
Also the FRVR employees were talking about joining the
union, which they eventually did before the sale was approved.
The WC claimed under ICC Docket 10901 that the FVW was a
new start-up line and New York Dock Agreements did not apply.
The United Transportation Union, which represented GBW train

Other Voices:
Jim
Tuxhorn
It was a Friday. I was the second oldest conductor

on the roster and I had Saturday and Sunday off. (GBW
Trainmaster) John Milquet called me up Friday night and
told me the WC was taking over at 12:01 a.m., and he said,
“You have to work tomorrow.” I said, “What the heck is
this, now?”
No. 1 had come into Rapids during the night and they
tied up there. There were five or six engines running by the
roundhouse, and they never turned them off, they didn’t do
anything, they let them run out of fuel.
I was the first switchman from the GBW in Rapids to
go on duty for the WC. It was Denny Zimny, an engineer,
he’s passed away now, and myself on the ground, and I
think Gary Sacotte was on the engine. We went to work on
the Biron Job, the job I had before the WC.
I think it was (WC Trainmaster) Nick Bradovich who
came to Biron, and he said, “Welcome to the WC.” I said,
“Right.” He told me, “All you have to do is just switch
Biron, come back, take your cars across the river, and tie
up.” I thought that was a pretty good deal. But when John
Milquet came out here, that all changed. We had to stay
there for ten hours, no matter if we turned a wheel or not.
Did I like going to the WC from the Green Bay? No
way. The GBW treated everybody really good. I can remember at Christmas time they gave everybody a case of
fruit, it was either grapefruit, oranges or something. But
that faded out as time went by.
I did not like going from the Green Bay to the WC.
They said you’re all going to be happy here and all this
bullcrap. Well, nobody was happy, I can tell you that.
There was a big, big difference. I remember I went
to work wearing a UTU hat. I always wore a union hat
because I was a union rep in Rapids for many years. And
one of the officials came up and said I can’t wear that hat in
the yard anymore. I just blew him off and I kept wearing it.
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and some engine men, and the Brotherhood of Locomotive Engineers and the other GBW craft unions said this is not a branch line
sale; it is two complete railroads and therefore is covered under
New York Dock. If a GBW or FRVR employee did not want to
go to work for the FVW, there was no “home” road to bump onto.
Then the WC announced that all GBW and FRVR employees
would have to re-apply for their former jobs and the WC would
have the right to “pick and choose” who they wanted with no respect to seniority. It didn’t matter if you had 20, 25 or 30 years
on the railroad; if they didn’t like you for any reason they didn’t
have to hire you. Anyone who held a union position pretty well
wrote himself off to be hired. This really angered people. Through
the spring, summer and fall of 1992, GBW and FRVR employees wrote letters to the ICC to tell them what was happening in
Wisconsin and that they should require the WC to provide New
York Dock protection to the employees affected. Wisconsin Congressman Herb Kohl, newly elected Senator Russ Feingold and
Attorney General Jim Doyle all asked the ICC to provide New
York Dock protection. This helped a lot. The ICC said they would
decide by December if New York Dock would apply.
In the meantime, the WC set up employee meetings and job
interviews. It was clear at the employee meetings when questions were asked they didn’t have answers. I remember asking Ed
Burkhardt how many yard assignments would be in Green Bay.
He conferred with one of his management teams and after a few
minutes he said six jobs a day. I said the GBW has five jobs a day,
the FRVR has six a day, and your own WC has two. I said that’s
13 jobs a day. How are you going to do all of this work with just
six jobs. Before he could answer someone hollered out, “You’re all
going to work 12 hours a day seven days a week.” Burkhardt said
they figured they’d start out with six and see how it goes. There
were a lot of boos in the crowd.
In May of 1992 I went on the 6:30 a.m. Yard Job No. 1 which
would switch at 12th Avenue for a couple of hours and then go out
to the west side industrial park. In early December while working
out in the industrial park, we got a call over the radio from the yard
clerk at 12th Avenue that the ICC had just reached a decision and
that New York Dock protection had to be made part of the sale deal
to the WC. There were a lot of smiling faces at 12th Avenue when
we tied up that afternoon. Some thought Burkhardt would back out
now and not go through with the sale. I, however, felt he knew he
could make a lot of money off of the GBW-FRVR and he would
not back out. The ICC also said because the GBW and FRVR were
both now union railroads, the WC had to negotiate implementing
agreements before the sale could take place. This was a double
whammy for the WC. It meant they had to negotiate wages, benefits, seniority and hiring.
In January and February of 1993 there were several meetings
between the UTU and the WC at the WC’s headquarters in Rosemont, Illinois. I attended two of them. The UTU sent negotiators
from the Cleveland headquarters. Bob Vander Leest was our local chairman. He had been told earlier they would not offer him
a job. The head UTU negotiator from Cleveland told Burkhardt
that everything was negotiable except the “pick and choose” hiring method. He said you will hire everyone in seniority order from
both railroads. If there isn’t work for everyone, they will be placed
on a reserve board until there is work for them. Of course they
could resign or not accept a job if they chose to do that.
All through the summer and into August the negotiations continued. All of the different crafts had to meet with the WC and

What does tomorrow hold? The uncertainty shows on their faces. Inside the Wisconsin Rapids yard office early on
Saturday, August 28, 1993, Conductor Bob Vander Leest (from left), Engineer Ken Johnson, and Brakeman Mike Ostertag
contemplate the future after tying up the last GBW train of all. John Gruber photo, Ken Johnson collection
come to agreements. The one thing that would happen on the day
of the sale is that the unions would not be carried over. If the employees wanted a union, they would have to reorganize and take
a vote after the sale. I believe there was a one year period before
that could happen. By the last part of August the other crafts had
reached agreements with the WC. The UTU was the last one still
negotiating, but we knew it was getting close to being done.
I was still working the 6:30 a.m. Job No. 1 now for a year and
a half. Lee Clark was the foreman, I was the switchman helper and
Jim Saunders was the engineer. On Friday morning, August 27,

Little did we know we had
worked our last day on the
old GBW.
1993, I met Engineer Saunders at 6:30 a.m. at the Norwood locker
room and we boarded the 306 and head up to the 12th Ave. yard office. Yardmaster Ed Stewart, clerk Roger Dugan and foreman Lee
Clark were going over the yard lists and the work lists for the industrial park. When I walked in I asked, “Are we still the GBW?”
They all laughed and said “so far.” I recall the yard that day had
a lot of cars in it. No. 2 as usual left the rear of their train on the
new wye. This consisted of the caboose, a large cut of double stack
containers and 10 or 12 cars of cement for the Holman Plant out
at Taylor Street. The double stack cars we would set over in the

yard for the 7:30 a.m. job which would take them down to the BNGBW hub yard at Mason St. We then started lining up our “park”
train for the industries west of Taylor St. We also lined up a block
of cars for the WC transfer which we would deliver up at Oneida
St. on the way to the park.
We left later than usual that morning for the park with about
40 cars. The 306 had its hands full going up the hill to the WC
transfer. We had the 12 cars of cement, a lot of lumber, and scrap
loads for the park, but we made it and delivered the WC cars. We
then continued on to the park. We normally worked eight hours
and were back in time for the 2:30 job to use the same engine.
Today however we were late and had a lot of work in the park, so
foreman Lee Clark informed the yardmaster they would have to
get another engine ready for the 2:30 job. We met WC train no.
219 out in the industrial park. We left the park and headed back to
Norwood with about 35 cars. We stopped at the WC transfer and
picked up 15 more cars that the WC had delivered to us. We arrived back at Norwood with 50 cars and tied up at 3:45 p.m. Once
again we asked if there was any news about the sale. No one had
heard anything. So we all said see you Monday morning. Little did
we know we had worked our last day on the old GBW.
That evening at about 7 p.m. I got a phone call from Lee
Clark, the foreman I had been working with on the 6:30 job for
the last year and one half. He had just received a call from Mary
Wallenfang, FRVR Human Resources Department, saying the sale
was going into effect at 12:01 a.m. She was calling all train service
(continued on page 10)
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Four GBW units – C424s 322 and 312, RS20 307, and C424
314 – await their fate at the former C&NW locomotive facility
at North Green Bay on October 6, 1993. Amazingly, all of the
C424s in this photo still exist, and the 314 is serviceable at
the Minnesota Commercial Railroad. You can’t say the same
for the green SD45. Dan Luedke photo

Volume 5, Number 3 ~ Page 9

(continued from page 7)
employees to tell them what FVW job they would be assigned to
and when to report for work. She told Lee Clark he would be assigned to the DePere switch run starting Monday morning. He said
never been there, never done that. She said an FRVR conductor
would go along with him the first couple of days to show him all
of the industries out there. He said okay.
After he hung up the phone he called John Switzer, GBW labor relations manager, and told him he wanted out. Lee told me
from day one that he would never work for the WC. Burkhardt
had said he would consider buyouts for anyone who did not want
to go to work for the WC. Lee was 58½ years old and he told John
Switzer he wanted one year’s pay and his vacation and personal
days he still had coming from the GBW. Switzer called Burkhardt
and relayed Clark’s request. Burkhardt agreed to everything. This
worked out well for Clark. This would take him up to age 59 ½ just
as if he was still working. At age 60 he would go on his railroad
pension, which he did, and I was happy for him. He had about 37
years on the GBW. There were other employees who worked out
similar deals as well.
At 8:30 that evening I got a call from Mary Wallenfang telling me to report for duty on Monday night at 11:30 p.m. for the
third trick lead job in the old CNW-FRVR North Green Bay Yard.
I was told I would be by myself with GBW engineer Paul Kallman. Saturday morning I got a call at 5:30 a.m. from Deb Coady,
the newly appointed WC superintendent in Green Bay. Coady was
also from the FRVR Human Resources department. She asked if I
could come in that morning to work an extra yard job. I said okay
and reported for duty at 7 a.m. in the north yard. There I met fellow
GBW trainman Steve Smits and engineer Frank Hedstrom who actually was a retired Milwaukee Road engineer who had been working part-time for the FRVR to help out. The WC asked Frank if he
would stay a little longer during the FVW start up and he agreed.
All three of us were called into the office where a WC manager
from Stevens Point gave us new rule books, new lanterns, switch
keys, industry ID charts, yard track plans, a new FVW timetable
no. 1 and a current WC timetable. We had to sign various forms

Other Voices:
John
C. Switzer
I was Director of Labor Relations and Personnel at the

GBW on the last day. I was not surprised that the Wisconsin Central wanted the property, and felt Itel was a willing
seller. I felt that once the sale talks got going, management
spent too much effort on convincing the customers it was a
good deal, and not enough effort on handling the business
at hand. I worked all day at the GBW General office on
August 27, 1993, and walked out at 5 p.m. deeply saddened.
I had respect for Ed Burkhardt, and believed that he was a
good railroad man. He knew the business. I left the WC in
July 1998 after working in the Human Resources department out of Fond du Lac. I corrected and approved all the
New York Dock claims that were paid by WC in the years
following the sale. I had many friends that worked on WC
and I had no complaints.
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and were shown how to fill out the WC time slips.
Finally after about two hours FRVR yardmaster Don Kryjarek, who had also been working on GBW property since the
GBW-FRVR management had been merged, gave us our work for
the day. We were to take WC 4332, an old green and yellow exFRVR, ex-CNW GP7, over to Norwood Yard and get all the cars
and cabooses and anything that had wheels and bring them back
to the North Yard. So we worked our way over to the MacDonald
Yard and then down to Norwood. When we got there, Steve and I
decided to go to the locker room so we could get our work clothes,
our old lanterns, switch keys, etc., only to find all of the buildings

Steve Smits and I walked over
to Norwood Yard and looked
at all the empty tracks. Things
would never be the same.
padlocked. So we could not get in. We were both ticked off about
that. We then gathered up all of the cars at Norwood including
several cabooses and headed back to the north yard with about 50
cars. I had to walk the whole train and make a train list. We shoved
the train in the yard and tied up at 3:30 p.m. Steve and I then went
into the yard office and told the WC official we wanted to get our
personal items out of the GBW locker room. He said okay and
we drove down to Norwood and he unlocked the padlocked door
so we could get our things. He then went back to the North Yard.
Steve and I walked over to Norwood Yard and looked at all of the
empty tracks. Things would never be the same.
The next day was Sunday and I was off. The 11:30 job they
assigned me to had Saturday and Sunday rest days. So I still had
weekends off, but went from a basic eight hour day job on the
GBW to a minimum 10 hour night job on the WC. On Monday
night I went to work at 11:30 p.m. on the south lead job. We had
an old ex-CNW, ex-Rock Island GP7, 4146, which to me was “as
slow as molasses in January” when it came to kicking cars. At 3:00
in the morning the yardmaster asked how many cars I had switched
out. I said about 30. He said we will call someone in to help you.
FRVR switchman Dan Bartels came in at 4 a.m. to help switch. At
10:30 a.m. they sent engineer Kallman and myself home. They had
Bartels go work with another crew somewhere else.
The next two nights were about the same as Monday. On
Thursday morning at about 6:30 a.m. Deb Coady came out and
said they were going to put some more jobs on and wanted to know
if I wanted to go on a 2 p.m. to 10 p.m. north lead job. It would
have Saturday and Sunday rest days. I said okay. They also now
put two men on the ground instead of one. By the end of September they added a 6 a.m. to 2 p.m. job with weekends off. I then
moved to that job. With all the work now moved to the North Yard
from Norwood and the old WC-Milwaukee Road Oakland Ave.
Yard, things were very busy. They now had a 6 a.m., 2 p.m. and
10 p.m. job on the north lead and a 7 a.m., 3 p.m. and 11 p.m. job
on the south lead seven days a week. There were the six jobs they
said they were going to have total in Green Bay. Those were just
lead jobs. That didn’t include any industry jobs which added up to
six or seven more. They had greatly underestimated the amount of
business the GBW and FRVR had.

The big difference between the GBW-FRVR and WC was
the crew size and the way you were paid. The GBW-FRVR crews
were all three men, two men on the ground and an engineer. The
WC had two man crews, one conductor and one engineer. The WC
jobs in Green Bay had hardly any industries to switch. They were
for the most part a straight pickup, set out operation. The GBW
and FRVR had a lot of industrial switching to do with a lot of pulling and respotting of cars. That all takes a lot of time and work. It’s
not productive and can be dangerous for one person to do this all
by himself. They tried it at startup with one man on the lead jobs.
You just couldn’t keep up and they added a second man.
However a few years later they decided to replace all of the
hand throw switches on the main yard leads with power switches
which could be operated from several control boxes along the lead.
They then eliminated the second ground man. I understand now
because of such a drop in business the CN does not actually have
any more lead jobs in Green Bay. The industry jobs make up their
own trains and switch a little on the lead before they leave the yard.
The train crews double their own trains together and make air tests
before they leave.
On the GBW most jobs were eight hour jobs with overtime
after eight hours, except for trains no. 1 and 2, which were mileage
jobs. The WC created a low pay rate job which was 8-10 hours a
day and a high pay rate job which was 10-12 hours a day. They
designated which jobs were low and high rate. Hour for hour the
basic rate between the GBW and WC was very close. However,
on the GBW, if you worked more than eight hours, you went on
time and one half. On the WC, the longer you worked the less
you made, compared to the GBW. As far as other benefits such as
health care insurance, 401K retirement plans, etc., the two were
very similar, so that wasn’t a problem. Everyone still paid into the
Railroad Retirement Pension so that stayed the same. We were allowed to keep the same number of vacation weeks that we had on
the GBW-FRVR.
With the New York Dock Protection Agreements being part of
the sale agreement, GBW-FRVR employees had a monthly wage
guarantee in place. This was determined by the wages you made in
the last three years of work on your former railroad divided by 36.
This was your monthly guarantee. If you fell below that, the WC
had to pay the difference. The WC, rather than pay out a monthly
guarantee, offered a one-time settlement to pay it in a lump sum.
However you would only get about half of what you had coming. Also, as the WC would give out pay raises, your guarantee
would drop as WC wages went up. Some people took the lump
sum, while others continued to take a monthly guarantee which
every year got smaller. Most monthly guarantees were gone in two
to three years as WC pay scales went up.
The GBW-FRVR seniority rosters were dovetailed together
by your original seniority date from your former railroad. This became the FVW roster. We were not dovetailed into the WC roster
at that time. Ex-CNW employees that stayed with the FRVR got to
carry their CNW dates onto the FVW roster. This was a little unusual, but if not done that way the FRVR people would have ended
up with five years of seniority as the FRVR was only a five-yearold railroad. The GBW by far had the most senior people so they
went on the higher end of the roster. I myself had a 1968 GBW
date but there were a few older CNW people that went above me
on the new roster. That is the way it worked out and Burkhardt
himself was for it, which I thought was a fair way to combine the
two railroads into one. There was a little resentment from some of

the younger FRVR people because GBW people were now working jobs in the FRVR yard. It quieted down after a little while and
in some cases GBW and FRVR conductors worked the same jobs
together quite often. I worked with FRVR conductor Art Fredrickson who was younger than me in seniority, and I also worked with
FRVR conductor Ron Hacker from Manitowoc who was older
than me. We all got along fine.
I have conflicting thoughts on Ed Burkhardt. I certainly didn’t
agree on the way he wanted to treat the GBW employees. His
“pick and choose” method of hiring GBW and FRVR people was
just not acceptable. His constant claims that the GBW was near

Many GBW management
people lost their jobs. Trainmasters, traffic department
people, personnel people and
clerks were hard hit.
complete financial collapse was tiring. In fact, the WC was the
one who had gotten state financial aid. The GBW had just replaced
the Wisconsin River bridge in Wisconsin Rapids, started up the
joint GBW-BN America double stack container business, was expanding the frac sand business with Badger Mining out at Taylor,
including more new covered hoppers and track expansion, promoting more piggyback service for Ashley Furniture at Arcadia,
working with the BN and Consolidated Papers for more contracts
to handle blocks of low sulfur coal, working with the E&LS and
FRVR for the movement of Stone Container Corp. Paper from Ontonagon, Mich. to Green Bay to the BN at Winona, and blocks of
covered hoppers of barley coming from the CNW at Merrillan going to Manitowoc for Anheuser Busch via GBW-FRVR.
To top it all off, the GBW received the “Quality Carrier of
the Year” award in 1991 from Consolidated Paper, beating out the
WC. To retaliate for that, the WC then undercut the GBW switching contract at Consolidated using their two man crews versus our
three man crews. The UTU talked to then GBW president Jerald
Bruley about switching Consolidated with two man crews. Bruley
felt that was not safe for GBW employees and said he didn’t want
to do that. The GBW traffic department figured the WC was losing
money on every car they switched at Consolidated. So we lost a
switch job in the Rapids, even though a lot of the cars were still
routed GBW for shipment. WC was famous for telling customers
how much better it would be once the sale went through, only for
the shippers to find out later that their switch charges and car rate
charges went up significantly. No, the GBW was not near financial
collapse. They had no debt, unlike the WC, and the future was
much brighter for the GBW than it was in the mid-1980s. If anything, the WC needed the GBW and FRVR more than we needed
them for financial reasons.
The WC did not really have a lot of on line business and they
way underestimated the GBW-FRVR business. This began to
show shortly after the sale when the whole system almost came
to a standstill. Their immediate dislike for anything GBW became
quite clear right away. That wasn’t surprising, considering the
battle that had been going on for the last year and a half. They
blamed the GBW unions for organizing the FRVR people, which
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On September 4, 1993 – just a week after the takeover – Fox Valley & Western train FL078, the replacement for GBW train
no. 2, rolls into Merrillan with an eclectic mix of EMD power, even for 1993: ex-CB&Q SD24 2402, ex-Southern SD35 2500,
and ex-C&NW GP30 815. Later that day, GBW C424 320 mingled with WC and C&NW power west of the river in Wisconsin
Rapids. Bill Christopher photos

really wasn’t true; the FRVR organized and voted to join the union
themselves. If you did not belong to a union, you had no New York
Dock Protection Agreement.
Unfortunately many GBW management people were not hired
and lost their jobs. Trainmasters, traffic department people and
personnel people were hard hit. The next hardest hit group was the
clerks. They were unionized but many were not hired. Some were
moved to Stevens Point and Fond du Lac where they worked for
awhile, and then were fired later on. The GBW-FRVR dispatchers were not union and they were all moved from Green Bay to
Stevens Point. Some moved there permanently, others would stay
there for five days and then drove home for their two days off. The
mechanical department people, carmen, machinists, electricians,
etc. had to go to Fond du Lac or Stevens Point to work. Some told
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me when they got the phone call they were told to report Monday
morning or they wouldn’t have a job. Many carpooled and drove
daily back and forth from Green Bay.
I felt bad for these people who had their lives so disrupted. We
in the operating department, train and engine men and the maintenance of way department, section men and machine operators,
actually came out the best. Some of the youngest conductors and
engineers had to work out of Neenah or Appleton for awhile but as
more jobs were added they returned to the Green Bay terminal to
work. Seniority played a big part in where you worked and what
job you worked. The most job losses were in management, clerical and some laborer jobs. I only know of one person who got the
six year New York Dock benefits. Some of the other people not
hired got compensation, such as a one year buyout in wages and

benefits.
Although I did not agree with Ed Burkhardt’s politics as far as
GBW employees were concerned, he was a good businessman. He
was good at securing financing for the railroad and was aggressive
at improving customer service and going after new business. The
exception was the old GBW-BN double stack container business,
which disappeared within a short time. Some of that business was
probably rerouted on the WC’s intermodal train from Green Bay
to Chicago.
Several weeks after the startup it was plain to see that the
Green Bay terminal was going to be a much busier place. The old
CNW-FRVR North Yard was laid out in a very efficient way to
switch a large volume of cars. It was actually two separate yards
with switching leads on both ends of each yard so you could have
four jobs working both yards at once. However, it was in pretty
bad shape. There were many tracks out of service because of poor
tie conditions, broken rails, being out of level, sunk in the mud,
and so on. They started a rebuilding program right away and by
late fall had most of the tracks back in service. They had to stop
for winter, but in the next two or three years both yards were completely gone over.
The WC locomotive fleet, all older EMDs, was kept in good
running condition with some newer electrical upgrades. The older
FRVR Geeps were kept also for mostly yard service. They were
slowly retired as time went on. The GBW Alcos, however, did not
fit in, and became derelicts almost right away. About half of the
Alcos were stored in the Norwood roundhouse on the day of the
sale. The rest were gathered up and held in Stevens Point. On September 10, 1993, fourteen days after the startup, I was working
the FVW 2 p.m. north lead job when a train from Stevens Point
arrived. Behind the two road units were seven dead GBW Alcos.
They were the 323, 316, 320, 311, 309, 319 and 306. I remember
the WC engineer calling the yardmaster on the radio and saying
“Where do you want this junk?” The seven Alcos were stored on a
little used track next to the switching lead. At lunchtime I walked
over to look at them. All the doors on the long hoods were swinging in the wind. The cab doors were open on some. There was
paper and junk all over the cab floors on most of them, some had
the seats missing, and the electrical compartment doors were open.
They really looked trashed. A few days later a WC SW switcher
was used to move them up to the old CNW roundhouse where they
were stored inside.
On October 6, several WC management people came from
Stevens Point. They went to Norwood and brought back the 307,
308, 312, 313, 314 and 322. These were also stored in the CNW
roundhouse. On October 30 the 313 and 314 were used on the
GBW Farewell Excursion which ran from Kewaunee to Winona
and back the next day. That same day the 306 was used at the Didion Grain Elevator at 12th Ave. to move and load hoppers of corn.
That was the extent of any GBW Alcos being used on the WC
until early in January 1994, when the 307, 308, 311, 312, and 316
were put back in service after having the GBW lettering removed
and WC stenciled above the road number. These five Alcos were
used mostly in yard service, but some went north from Green Bay
to Iron Mountain on CNW trains to work off engine miles owed by
the WC. CNW crews didn’t like them and they weren’t used very
long on the CNW. I worked with the 311 and 312 on and off in
January and February on the lead jobs. It was almost like old times.
I worked with the 311 the last time on March 1, 1994. After that
they were pulled out of service again to be sold off. I do have pho-

tos of them in the WC lettering. The last two GBW Alcos that were
left in Green Bay were the 308 and 309. They were shipped out on
January 11, 1995. Alco power in Green Bay had come to an end.
For the next seven years I continued to work in the Green Bay
yard. I worked mostly lead jobs, although many times we would be
cabbed somewhere to bring in trains that ran out of time when their
12 hours were up. This was mostly from Appleton or Wrightstown
and included both regular freight and coal trains.
In January 2001 it was announced that the Canadian National
would buy the Wisconsin Central. This time around no one really
cared. The CN said they would hire everyone, except some management jobs would be eliminated, and the WC had unionized several years before and the CN was a union railroad so there weren’t
any disputes there like the GBW-FRVR-WC merger in 1993. The
U.S. Surface Transportation Board had several hearings, but there
really weren’t many objections to the merger and it took place on

The Alcos did not fit in and
became derelicts right away.
October 7, 2001. The sale price was $1.2 billion. That was slightly more than the WC paid for the GBW-FRVR! So the railroad
that bought the 125 year old GBW lasted less than 15 years itself.
Sometimes we old GBW guys just smile about that.
In May 2002 I got bumped off the eight hour lead job because
some yard assignments had been eliminated. The WC was looking
at making all jobs 10 to 12 hours and going from five days a week
to six. I went on an 8 a.m. morning utility job, which is really more
of a carman’s job than a conductor’s job. Utility men bleed up
trains that arrive in the yard so they can be switched out, they make
air hoses on trains that are ready to depart, they make air brake
tests with road crews, and they do sometimes assign themselves
to switch crews to help out. All of this involves a lot of walking
on uneven ground. Now I was working a minimum of 10 hours a
day and quite often 12 hours. By July I was having back and hip
problems and I started seeing my doctor, then a physical therapist
and finally a chiropractor. Nothing helped and all three said there
was nothing else they could do.
In September I met with a lady from the Railroad Retirement
Board in Green Bay. She brought up my name on the computer and
it showed 34½ years credits in the retirement system, well past the
30 years you need for a pension. She recommended applying for
a disability pension. My personal doctor would have to sign some
paperwork and it would be submitted to a board of Railroad Retirement doctors in Chicago to approve or disapprove. On October
18, 2002 I worked my last day on the CN on the 8 a.m. Y190 utility
job. I then took three weeks vacation and informed the CN-WC
office in Chicago that I would not be returning to work. My personal doctor, the physical therapist and chiropractor all filled out
the medical paperwork needed by the Railroad Retirement Board.
It was mailed to the Chicago office and I was placed on medical
leave from the railroad. In January 2003 I met with a Railroad Retirement Board assigned doctor in DePere who did some medical
tests and concluded my railroad days were over. He submitted his
report to Chicago and in May 2003 I was notified that my disability
pension was approved. So after 25 years on the GBW, eight years
on the FVW-WC and 1½ years on the CN, my railroad career came
to an end.
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Green Bay Gallery
Train no. 2 crosses State Route 95 as it switches Ashley Furniture in
Arcadia on August 13, 1992. The lion’s head “bubbler” (Wisconsinese
for drinking fountain) was a familiar sight in several communities on
the west end of the GBW. Andrew S. Nelson photo

Walthers announces GBW
50’ waffle-side boxcar in HO
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Walthers has announced HO scale 50 foot waffle-side boxcars in GBW paint with the red/white
herald and black car ends. They will be available in
road numbers 2700 and 2702. The GBW received
10 yellow waffle-side boxcars numbered 27002709 with black ends and a red-and-white herald in
1969. The railroad received an additional 20 similar yellow cars in 1971 with a simple black outline
herald and yellow ends. The cars remained on the
roster until 1993. These limited run models are expected to be available on December 28, 2013; preorders are due by October 31. Visit www.walthers.
com for more information.

Newcomers to the GBW: C424s 320 and 321, fresh from rebuild at General Electric’s shop in Hornell, New York, arrived
in Wisconsin on Ann Arbor’s carferry MV Viking on March 14, 1980. That evening, ex-Chrome Crankshaft S6 1201 brings
the C424s to Norwood Shops. The GBW had purchased the 1201 the previous year, but never renumbered or repainted it;
that would have to wait until it was at the National Railroad Museum in Green Bay, where it’s preserved as GBW 106 and
painted in the grey-band scheme that predated the 1201’s arrival on the GBW. Stan Mailer photo, Mailer-Luedke collection
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GBW business car 600, the Roamer, brought up the rear of a Miller’s Special at Kewaunee
on July 21, 1957. It joined other business cars that came across Lake Michigan on the Ann
Arbor carferry S.S. Wabash to carry GBW customers and other guests to Winona. At left is
the Roamer’s lounge area, and below, one of the staterooms. In August 2013 the Roamer
was moved from the shed it resided for over 40 years in Ottawa, Illinois, to its new home in
North Carolina; see page 3 for this story. Clayton C. Tinkham photos

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 fifth 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.
We invite your participation 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, or visit
www.GBWHS.com.
Membership in the GBWHS is $25 per year and includes four issues of this magazine. To join, please
send your name and address, along with 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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