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SEVERAL TROLLEY LINES DISCONTINUED 90+
YEARS AGO
The fiscal year ending June 30, 1919 was
the worst year on the books of New York
City’s transit companies. In the history of
transportation in New York City, there was
never so much distress. It was the first year
that the majority of the companies failed to
meet all compulsory charges.
New York Railways’ previous year’s deficit
was $2.17 million and the January 1, 1920
deferred maintenance was estimated at
$1.25 million. When the city refused to allow
the company to increase the five-cent fare, it
was forced into bankruptcy. On March 20,
1919, Job E. Hedges was appointed receiver.
The next day, a receiver was appointed for
Interborough-Consolidated Company, which
held nearly all of New York Railways and IRT
stock. The court ordered the receiver to discontinue the Avenue C, Madison Street,
Spring and Delancey Street, and Sixth Avenue Ferry battery lines, which carried a million passengers a month and incurred an
annual deficit of $414,577. The company expected to save $300,000 a year after the four
lines were abandoned on September 29,
1919. When New York Railways discontinued
service on these lines, Mayor Hylan arranged
for bus operation on a five-cent fare without
any transfer privileges. The Department of
Plants and Structures authorized private
owners to perform the work. But none of
these owners had formal permits or certificates of convenience and necessity. The
Public Service Commission revealed that
these buses were a poor substitute for street
cars. They could not carry as many passengers and were crowded to suffocation in the
rush hour. Service was uncertain and the

number of vehicles in operation varied from
day to day.
The Public Service Commission gave the
company permission to charge two cents for
transfers at 99 of the 113 transfer points. This
charge, which went into effect on August 1,
1919, was expected to yield $700,000 a year.
Because New York Railways was unable to
pay the rent, the court ordered the receiver to
return three companies to their owners on
the following dates:
● Eighth Avenue Railroad Company—
August 1, 1919
● Ninth Avenue Railroad Company—
October 1, 1919
● New York & Harlem Railroad Company—February 1, 1920
The latter was the most prosperous of the
three companies.
New York Railways remained bankrupt for
several years before it became solvent again
on May 1, 1925.
Third Avenue Railway remained solvent
during this period. It paid expenses and
earned enough to pay interest on some but
not all of its bonds. Since 1917, it did not pay
interest on the Five Percent Adjustment
Bonds. However, in 1922, it paid only a small
portion of the interest. Unfortunately, it could
not pay dividends on its stock until it paid the
interest on its bonds. Because the company
did not suffer as much as others from the
free transfer system, the Public Service Commission did not allow it to charge two cents
for transfers.
The company was able to save a quarter
million dollars by discontinuing the following
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A HISTORY OF F (AND V) TRAIN SERVICE
by George Chiasson
Whereas E paralleled the original development of the
Queens Boulevard IND, F had its origins in the opening of the Sixth Avenue Subway on December 15, 1940.
At that time letters were designated from each originating branch and denoted express or local service via the
Eighth Avenue Subway (A/AA-Washington Heights, C/
CC-Concourse, E/EE-Queens Boulevard) or, when it
finally opened, Sixth Avenue Subway (B/BBWashington Heights, D/DD-Concourse, F/FF-Queens
Boulevard). Thus, the original routing of F started at
Parsons Boulevard and ran express to Queens Plaza,
then local to Church Avenue. As until 2001, it shared the
express tracks in Queens with E from 71st-Continental
Avenues-Forest Hills to Queens Plaza, but at that
time F continued to duplicate E as far as Fifth Avenue,
where it diverged into the new Sixth Avenue Subway.
From 47th-50th Streets-Rockefeller Center to Church
Avenue, F then continued along a route similar to the
one it follows today: via Sixth Avenue Local, the Houston Street Line, Rutgers Street Tunnel, and Smith Street
Line (also local). Interestingly, F was then a full-time
express operation in Queens, complemented by E running local.
Whereas E was used to initiate service farther east
into Queens in April, 1937, F didn't follow until the early
1950s, and at that in stages. Its first service expansion, as a local from Parsons Boulevard to 169th
Street, was only in effect at nights and on Sunday morning beginning January 10, 1944, being extended to the
terminal at 179th Street-Jamaica when it opened on December 11, 1950. To keep up with its ever-increasing
demand (and by this time as the preferred route for
Queens riders), the remainder of F's non-rush hour
schedule was extended as a local to 179th StreetJamaica starting on May 13, 1951, followed (at last) by
rush hour trains beginning October 8, 1951. However, in
the rush hours F was continued along the Queens
Boulevard express tracks from Parsons Boulevard to
179th Street-Jamaica, and thus passed up the local station at 169th Street. Finally, on October 30, 1954 when
DATE

SOUTH TERMINAL

IND was extended to Coney Island via BMT's Culver
Line, F in Brooklyn was replaced by D and cut back to
the middle tracks at Broadway-Lafayette. At the same
time, it began running as a local from Parsons Boulevard to 71st-Continental Avenues-Forest Hills at night
and on weekends.
Effective April 29, 1956 (and overshadowed by expansion of A along Fulton Street) F was extended by one
stop from Broadway-Lafayette to the middle stub tracks
at Second Avenue, using the local tracks to get around
the "stub" in the middle at Broadway-Lafayette, which
would over the next decade be extended to the Manhattan Bridge as the Chrystie Street Connection. On October 6, 1957 night and weekend F service was truncated at 34th Street-Sixth Avenue (also using the middle
tracks to relay), then, as construction of the Chrystie
Street Tie began to build momentum, weekday F trains
were again terminated at Broadway-Lafayette as of November 10, 1958. This was how F operated through
most of the following decade.
With work on the Chrystie Street Connection winding
down, F trains were re-extended from BroadwayLafayette to Second Avenue during weekday midday
hours on July 11, 1966, at which time they also started
running as locals in Queens (in addition to E) between
Parsons Boulevard and 71st-Continental AvenuesForest Hills. The turn back at Second Avenue proved to
be problematic, however, and on August 30 F was returned to the middle at Broadway-Lafayette. After this
time the Second Avenue stub tracks were not regularly
used again until the coming of V in 2001.
The Chrystie Street Connection finally opened on November 26, 1967 and as it did F was extended via the
former D route to Stillwell Avenue-Coney Island,
through the Rutgers Street Tunnel and along the Smith
Street and Culver Lines, with every other trip being
turned at Church Avenue in the rush hours. During the
next decade, Brooklyn express service was changed
frequently, as shown in the following table published in
the June, 2009 Bulletin:

TIME OPERATED

RUSH HOUR EXPRESS OR LOCAL IN BROOKLYN
AM—N/B, PM—S/B

th

AM—S/B, PM—N/B

st

F Service to 179 Street (Several trains terminated at 71 Avenue after AM rush)
November 26, 1967

Church Avenue
Coney Island

Rush hours
All times

L
L

L
L

August 19, 1968

Kings Highway
Coney Island
Coney Island

Rush hours
Rush hours
Non-rush

X-C-J
X-KH-J
L

X-J-C
X-J-C
L

(Continued on page 3)
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(Continued from page 2)
June 16, 1969

Kings Highway
Coney Island
Coney Island

Rush hours
Rush hours
Non-rush

January 2, 1973

L
X-KH-J
L

L
X-J-C
L

Same as August 19, 1968

January 19, 1976

Kings Highway
Coney Island
Coney Island

Rush hours
Rush hours
Non-rush

L
X-KH-D
L

L
X-J-C
L

August 30, 1976

Kings Highway
Coney Island
Coney Island

Rush hours
Rush hours
Non-rush

L
X-KH-D
L

L
L
L

Key:
L—Local
X—Express
KH—Kings Highway
C—Church Avenue

J—Jay Street

D—Ditmas Avenue

21st Street-Queensbridge, though operationally (and
according to rule, by signage) it was considered Q
north of 47th-50th Streets-Rockefeller Center In March,
1997 a major rebuilding of the track bed was begun in
the 63rd Street Tunnel, and late-night F service again
curtailed at 57th Street with a connecting (full-time) single-track shuttle through the work zone. On August 31
the late-night F was finally returned to 179th StreetJamaica via the 53rd Street Tunnel to replace G, which
was cut back to Court Square overnights. As it turned
out, for F this represented a temporary evacuation
from the 63rd Street Tunnel.
Midday F trains resumed making local stops between
179th Street-Jamaica and 71st-Continental AvenuesForest Hills (to which point the non-rush hour R was
truncated) starting on September 30, 1990. The final
thread in the life of F express service to Jamaica was
surrendered on October 25, 1992 when rush hour operation of R was curtailed at 71st-Continental AvenuesForest Hills, while F was (then and ever
since) operated as a local from that point to 179th
Street-Jamaica. Since that date, the middle tracks of the
Queens Boulevard Line east of Union Turnpike-Kew
Gardens have been used exclusively for train storage,
special moves, and schedule adjustments.
Construction of the 63rd Street Connection (linking the
63rd Street Tunnel with the Queens Boulevard IND near
the 36th Street station) began in 1994, and it was actually first used to provide for weekend service diversions
on E (detoured from 53rd Street) starting on January
13, 2001. F was similarly diverted overnight, north from
57th Street-Sixth Avenue, and R, north from 57th StreetSeventh Avenue, starting on May 7, 2001.
The Connection was formally placed in service on December 17, 2001 and F relocated at all times to the
63rd Street Tunnel between Roosevelt Avenue-Jackson
Heights and 47th-50th Streets.-Rockefeller Center. As a
result, F diverged into the new Connector immediately
south of the 36th Street local station and no longer

What remained of express service on the Smith Street
Line from Church Avenue to Jay Street-Borough Hall
was discontinued completely as of August 30, 1976 and
all F trains then made all stops on the outer tracks,
with GG trains again being terminated at Smith-9th
Street at all times. The middle express tracks of the
Smith Street Line have not been regularly used since
that time but for service diversions, schedule adjustments, cab signal testing, and occasional General Orders (as well as G train relays at Fourth Avenue until
July, 2009). Overnight F service began making local
stops on the Queens Boulevard Line (Queens Plaza to
71st-Continental Avenues-Forest Hills) on August 28,
1977, during the difficult "Summer of Sam," and that
was it for basic route alterations until the late 1980s.
Rush hour use of the middle track on the Culver Line
was suspended indefinitely on April 27, 1987 as roof
reconstruction of the Culver Line's station mezzanines
commenced, and was never resumed. When N and R
swapped their northern termini on May 24, 1987 F was
cut back from its home borough for the first time, running into the (then) stub at 57th Street-Sixth Avenue during midnights, with R replacing it to 179th StreetJamaica. As the Archer Avenue Subway opened on December 11, 1988, E (long F's faithful companion on
Queens Boulevard) was rerouted from 179th StreetJamaica to Parsons/Archer (Jamaica Center) and R
extended from 71st-Continental Avenues-Forest Hills to
replace it. Consequently, midday F trains were routed
via the middle express tracks from between Parsons
Boulevard and 179th Street-Jamaica, creating all day,
all-express F service in Queens.
Things began changing again on October 29, 1989
when the first portion of the 63rd Street Tunnel was
opened as an extension of Q, which at the time was
routed from the Brighton Line onto Sixth Avenue via the
Chrystie Street Connection. This was while the south
(Broadway) tracks of the Manhattan Bridge were closed
for reconstruction. However, as Q did not operate overnight F was extended from 57th Street-Sixth Avenue to

(Continued on page 4)
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the middle express tracks, with R and V locals on the
outer tracks. In this manner, the E, F, V, and R continue through the four-track subway to the express station at Roosevelt Avenue-Jackson Heights and on to a
point immediately west of the local station at 36th Street.
Section 3: 21st Street-Queensbridge to 57th Street (F)
West of 36th Street, F trains take a recently-built,
grade-separated junction and diverge to the two-Track
"63rd Street Connector" (opened December 17, 2001),
which brings them into the 63rd Street Tunnel (opened in
October, 1989). The first station stop is located at 21st
Street-Queensbridge, before trains pass into two long
subaqueous tunnels beneath the East River, which are
divided in the middle by the station at Roosevelt Island.
In addition, F uses the upper level of the underriver
tubes as constructed (starting in 1969), with the stilldeveloping East Side Access project of MTA Long Island Rail Road being installed in the lower level. Once
in Manhattan the two tracks divide again to upper
(southbound) and lower (northbound) levels as they
enter the Lexington Avenue-63rd Street station. Here
exist what appear to be side platforms, but with "false"
walls that disguise stub-end leads from 57th StreetSeventh Avenue on the ex-BMT Broadway Subway.
At some point by 2018, these will be extended into the
new Second Avenue Subway (and be used by Q). Beyond Lexington Avenue, the two tracks of the 63rd Street
Tunnel resume their side-by-side alignment and curve
beneath Central Park to meet Sixth Avenue, proceeding
into the pre-existing (stub) station at 57th Street, which
opened on July 1, 1968.
Section 4: 47th-50th Streets-Rockefeller Center to
Broadway-Lafayette (B, D, F, V)
South of the 57th Street station, F trains proceed into
the four-track Sixth Avenue Subway (opened December
15, 1940), and share the local tracks with V from 47th50 th Streets-Rockefeller Center to W. 4 th
Street (southbound inward, northbound outward at 47th50th Streets, on the outside south of that point), while B
and D trains operate on the express tracks. South of
W. 4th Street, F and V trains negotiate another gradeseparated junction to turn east and join the four-track
Houston Street Line, which brings them into the outer
tracks at Broadway-Lafayette. East of BroadwayLafayette, F and V trains continue via the outer tracks
into Second Avenue, while B and D trains use another
grade-separated turnout and diverge to the Chrystie
Street "Tie," which passes through the Grand Street
station and onto the north tracks of the Manhattan
Bridge.
Section 5: Second Avenue to Jay Street-Borough Hall
(F, V)
At the Second Avenue station, V trains diverge into
the middle tracks, which form a stub-end terminal, while

A History of F (and V) Train Service
(Continued from page 3)

passed through Queens Plaza or the 53rd Street Tunnel.
At these stops it was replaced by the new V, a local
service from 71st-Continental Avenues-Forest Hills in
Queens to the middle stub-end tracks at Second Avenue in Lower Manhattan via the 53rd Street Tunnel and
Sixth Avenue Subway.
Finally, a general reconstruction of the terminal at Stillwell Avenue-Coney Island resulted in all four of the
routes that used it being temporarily truncated at nearby
stations to permit work to progress. For F this meant
operating only as far as Avenue X between September
8, 2002 and May 23, 2004 when service into Tracks 3
and 4 (as traditionally known) was resumed. And so
have things remained to the present time.

ROUTE OF F
F is one of the longest and most diverse routes on
the New York Subway system, traveling extensively underground across Queens and down the lower half of
Manhattan. It then slices through the heart of Brooklyn
(with a brief, high passage on the Culver Viaduct, so
called) before re-emerging onto the former BMT Culver
Line elevated for a lengthy run straight down McDonald
Avenue to the ocean shore, right by Coney Island (and
currently the New York Aquarium). From there it curls
westward to reach the multi-track terminal at Stillwell
Avenue-Coney Island.
Section 1: 179th Street-Jamaica to Van Wyck
Boulevard-Briarwood (F)
F starts its trip in the underground terminal at 179th
Street in Jamaica, where originates the Queens Boulevard IND Subway. This station is set up as an express
stop, with two island platforms straddled by four
tracks, plus relay and lay up trackage beyond on two
levels. All four tracks then proceed southward beneath
Hillside Avenue to Queens Boulevard with additional
stations at 169th Street (local), Parsons Boulevard
(express), and Sutphin Boulevard (local). East of the
local station at Van Wyck Boulevard-Briarwood the
Queens Boulevard Line is joined by the two-track
Archer Avenue Subway (opened December, 1988 for
E) and proceeds into the Union Turnpike-Kew Gardens
express station.
Section 2: Union Turnpike-Kew Gardens to Roosevelt
Avenue-Jackson Heights (E, F)
From Union Turnpike-Kew Gardens to 71st-Continental
Avenues-Forest Hills, E nominally uses the middle express tracks and F the outer local tracks. On occasion
(and always late at night), E trains are switched to the
local tracks as well and make stops at Union TurnpikeKew Gardens and 75th Avenue. In addition, a handful of
E trains are still routed to 179th Street-Jamaica during
rush hours to provide for put-ins and lay-ups. Starting at
71st-Continental Avenues-Forest Hills, E and F share

(Continued on page 5)
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tion, then pursues separate alignments, the local tracks
swinging south and east beneath the neighborhood
through stations at 15th Street-Prospect Park and Ft.
Hamilton Parkway, while the express tracks diagonally
cut under Prospect Park. Beyond the Ft. Hamilton Parkway station the line resumes its four-track alignment beneath McDonald Avenue and continues into the
express station at Church Avenue. Past that location are located lower level relay tracks and a four-track
lead up to the former BMT Culver Line.
Section 7: Ditmas Avenue to Stillwell Avenue-Coney
Island (F)
As opened, BMT's Culver Line originated from a union
with the West End Line just west (north) of the 9th Avenue station, passed through the lower level at that location, then emerged onto a three-track elevated structure adjacent to 37th Street to continue as far as the present Ditmas Avenue station. Structure for the four-track
ramp from IND's "Brooklyn" (Smith Street) Line at
Church Avenue to BMT's Culver Line at Ditmas Avenue
was part of its original construction in the 1930s, but a
physical track connection, signals, and other improvements necessary for through operation were not completed until 1954. The four-track ramp (opened 1954)
merges into the three-track elevated structure (opened
1919) immediately north of Ditmas Avenue, and the line
then proceeds south above McDonald (formerly
Gravesend) Avenue as far as Avenue X. As a two-track
structure, it continues above Shell Road to the Belt
Parkway, then W. 6th Street as far as Surf Avenue,
where the line turns west as the lower level of a doubledeck el structure above private property (with the Brighton Line above) and progresses into the terminal at Stillwell Avenue-Coney Island.

A History of F (and V) Train Service
(Continued from page 4)

F continues into the two-track Rutgers Street Tunnel.
This courses through Lower Manhattan and then beneath the East River to Brooklyn, where the first station
is at York Street. Beyond that point the two-track Rutgers Street Tunnel merges with the two-track Cranberry
Street Tunnel (used by A and C trains) to form the
four-track Smith Street Line. This proceeds beneath
Downtown Brooklyn into the station at Jay StreetBorough Hall, where A and C trains use the middle
tracks, F trains the outer. Beyond Jay Street-Borough
Hall the two inner tracks (with A and C trains) diverge
to the Fulton Street Subway, while the two outer tracks
(with F trains) continue south on the Smith Street Line.
Section 6: Bergen Street to Church Avenue (F, G)
South of Jay Street-Borough Hall, the Smith Street
Line expands from two tracks to four at a gradeseparated junction, with the local tracks climbing to the
upper level, while the express tracks continue into the
lower level. The first stop at Bergen Street thus
has separate pairs of platforms, the upper level for locals and the lower level for expresses. A four-across
alignment is then assumed through the local station at
Carroll Street and continues onto the Culver Viaduct, a
high steel and concrete trestle across the Gowanus Canal that includes local stations at Smith-9th Street and
Fourth Avenue. Until July 5, 2009 the G line (prior
to 1985 the GG) was relayed on the middle tracks south
of Smith-9th Streets, adjacent to the Fourth Avenue station. The four-track line re-enters a subway beneath 9th
Street from Fourth Avenue to the Seventh Avenue sta-

Competing buses operating to the IRT at West
Farms reduced the battery cars’ revenue considerably
● The Jerome Avenue Line, which was a feeder to
the Sixth and Ninth Avenue Elevateds at 155th
Street, was discontinued on September 1, 1921
because riding declined after IRT subway and elevated trains started operating on Jerome Avenue
● The Randall Avenue Line was discontinued on
July 16, 1921 because riding was very light. The
portion east of Hunts Point Avenue was under
several feet of fill and had never been operated
An April, 1905 contract stated that a passenger buying
a three-cent transfer could transfer between IRT trains
and New York City Interborough Railway trolley cars.
This privilege was discontinued November 22, 1919.
Third Avenue Railway riders were luckier. Upon payment of a five-cent fare, they were allowed to retransfer
and ride from any point to any other point within the
same borough. Passengers on other street railways
often paid more than a nickel if they rode two or more
cars.
(Continued on page 19)

Several Trolley Lines Discontinued 90+ Years Ago
(Continued from page 1)

unprofitable lines:
● The East Belt Line and the West Belt Line, which
operated along Manhattan’s waterfront, were
abandoned on June 3, 1919 and March 24, 1921
respectively because of light riding. The large
amount of trucking on these streets delayed the
cars and damaged the pavement between the
tracks
● The 28th and 29th Streets Crosstown, abandoned
on August 8, 1919, never made a profit. Service
was discontinued because the opening of the IRT
Steinway Tunnel and the extension of Second
Avenue Elevated service to Queens diverted traffic from this line
● 42nd Street service to Queens was discontinued
on August 31, 1919 because of the extension of
subway and elevated service to Queens
● Service from City Island to the New Haven Railroad station was discontinued on August 8, 1919.
5
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NEW YORK CITY SUBWAY CAR UPDATE
by George Chiasson
Hello, everybody!
The same kind of news has taken place the same kind
of way in the last few weeks as the R-160 program
“falls” forward. In the background though, the pieces are
being assembled for “news” that has yet to occur and
so will not appear in this chronicle for some time to
come. There is definite progress on R-62A brake valve
modifications in Flushing, yet the question of whether or
not (or when) the R-62As as a whole will be uprooted in
favor of a future new R-188 acquisition remains open.
Then there is the matter of how the next order of rolling
stock for Subdivision “B” should be configured and for
what purpose. Will it be an additional group of R-160s
under the as-yet-nonexistent “Option III,” or an entirely
new acquisition under projected Contract R-179? Will
they be 60-footers or 75-footers? R-44 replacements for
New York City Transit and/or new cars for Staten Island? Both? These are the issues that seem to be garnering most of the attention these days, but now more
as background, the R-160s continue to arrive and the
last 60-foot SMEEs at Jamaica dwindle away. Finally,
there is as yet no sign of R-46 movement to A and C
commencing soon, and this also appears to have been
put on “hold” until sufficient equipment is available from
Jamaica to address the issue of standard consist size
for C. In the end, this month’s Update is actually rather
thin given the sequence of activities now entering their
fourth winter, but there’s always hope for next time. And
so…
Subdivision “A” Happenings
As projected, all remaining single-unit R-62As that
end in the digit “4” were given the modified WABCO
brake valve at one end by the end of October, and the
pool of cars designated to act as north motors expanded to 46 as a result. Single-unit 1912 was the first
of the “2” cars so observed (as marked with the “orange
diamond”) on November 4, followed by 2012 and 2152
through November 14. The last of the summer’s singleunit R-62As was also removed from Corona-based Refuse Train 7-Ash by the end of October and replaced by
EPO-series R-127/R-134s at both ends. For several
months now, the “band” style advertising that adorns
some of the R-62s and R-62As has also been applied
to the lower bodies on some R-142s and R-142As as
well, particularly those assigned to 4. Finally, numerous weekend “GOs” have consumed 2 and 5 service
as part of reconstruction work at the E. 180th Street/
Unionport Yard complex and as a result, 4-assigned
cars can sometimes be seen running as “5” trains between Bowling Green and 149th Street-Grand Concourse.

R-160 Progress
Through October 31, 2009, Option II R-160A-2s 962847 were delivered, while Option II R-160A-2s 9603-12
entered service on E and F. As of November 14, 2009
Option II R-160A-2s 9648-57 had been delivered, while
9613-32 had entered service at Jamaica. By November
14, 2009 the delivery of Option II R-160Bs 9848-67 was
being completed, with cars 9833-52 entering service
during the same interval. On October 29, R-160Bs
9133-42 were returned from Jamaica (E, F) to Coney
Island (N, Q, W) as part of the ongoing fleet settlement associated with reconstruction on the Brighton
Line. The confinement of R-160A-1s 8313-76 to L was
brief; the trainsets were broken up and that group again
scattered among J/Z, L, and M starting on October
20. Though all 64 are equipped for CBTC operation, it is
not yet known when they will actually be used as such
and until then can be sometimes found in separate consists and sometimes not. As well, they are sometimes
only found on L, and sometimes just on J/Z and M.
Finally, it does now appear that all 140 Option II R160Bs to be provided by Kawasaki (9803-9942) will be
equipped with the Alstom Onix propulsion system,
thereby concluding the run of such cars using Siemens
propulsion. This trait is a key determinant for service
assignments, as an effort is made to avoid mixing the
two types. Cars using the Siemens propulsion are all
gathered at Coney Island (along with some having
Alstom), while only R-160s using the Alstom system are
at Jamaica.
As of November 14, 2009 deliveries totaled 340 R160A-1s, 485 R-160A-2s, and 595 R-160Bs for a combined quantity of 1,420. Of the overall total as of November 14, 340 R-160A-1s were in service at East New
York on J/Z, L, and M; 60 R-160A-2s plus 430 R160Bs at Coney Island on N, Q, and W (for 490 total);
and 400 R-160A-2s plus 140 R-160Bs at Jamaica on E
and F for a combined total of 540.
60-Foot SMEE News
October 20 may have been the last day of operation
for the train of Phase I R-32s assigned to Coney Island.
It was used on B that day, but has been strictly stationed as a “gap” train at Brighton Beach through November 14. The four Jamaica-assigned Phase Is used
on the 38th Street refuse train (3500/1 and 3522/3) were
relieved of this duty on October 22. Nominally to be
used as spares on R and V, they had not yet reappeared in revenue service. Meanwhile, the two active
trains of Phase I R-32s at Jamaica were still going as of
November 14, while the number of Morrison-Knudsen(Continued on page 7)
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The R-44s of MTA Staten Island Railway
Arriving at Coney Island Overhaul Shop between October 17 and November 14, 2009 were SIR “A” cars 400
and 466, along with “B” cars 407 and 421. “A” cars 410
and 428 remained in process at Coney Island, while “A”
cars 424, 460 and 464, along with “B” car 433, were
completed and returned to Staten Island. This raised the
overall number of completed cars to 39.
Miscellaneous Notes and Reefing Renewed
In the fall of 2008, Coney Island “gel car” 8429, an exWestinghouse R-30, was powered by two pairs of slant
R-40s as it battled leaf season, generally on the Brighton and Sea Beach Lines and the Franklin Shuttle. With
the 60-foot SMEEs largely now removed from the equation (as an example there is now just one pair of slant
R-40s in existence and that as part of the Transit Museum collection) it was open to question what would be
used in 2009. In late October this matter was at last
resolved when 8429 was sighted doing its duty in the
company of R-33 single units 9319, 9330, 9340, and
9344.
Barge 25, which departed on October 10, did indeed
head to the Del-Jersey-Land Reef. This reduced the
transit time versus other potential sites and helps to
return the empty barge faster for reuse. Barge 26 took
shape during the first week of November and was likewise moved out to Delaware on Saturday the 7th with
these 44 cars aboard: R-40Ms 4450, 4451, 4454, 4455,
4466, 4467, 4496, 4497, 4500, 4501, 4504, 4505, 4510,
4511, 4516, 4517, 4522, 4523, 4530, 4531, 4534, 4535,
4548, and 4549 (24), and Morrison-Knudsenoverhauled R-42s 4564, 4565, 4644, 4645, 4648, 4649,
4652, 4653, 4706, 4707, 4712, 4713, 4716, 4717, 4718,
4719, 4768, 4769, 4774, and 4775 (20). This left just
two R-40M pairs behind, 4474/5 (stored at Concourse)
and 4480/1 for the Transit Museum collection. Likewise,
of the 292 slant R-40s in service at the end of 2007,
only the shell of 4272 and 4280/4281 (also for the Transit Museum) remain. Now in the pipeline for reefing are
the remaining R-38s not designated for preservation,
including what remained of the first air-conditioned train
from 1967 (4140-7) and four that had been set aside for
School Car use (3950/1, 4044/5) but will be usurped by
permanent structures. When these depart the only surviving pair of R-38s will become 4028/9, which are also
set aside for the Transit Museum collection.

(Continued from page 6)

overhauled R-42 trains remaining has dwindled from
the 90 described last time to 50. All seven of these 10car trains (five Morrison-Knudsen-overhauled R-42s
and the two Phase I R-32s) were in service on November 13. It would not be unreasonable to expect the last
60-footers will have been removed from service at Jamaica by the end of 2009. Overall by November 14,
2009, there remained 240 Phase I R-32s and exactly
100 Morrison-Knudsen-overhauled R-42s active for a
total of 340.
60-Foot SMEE Retirements and Restorations
The following were taken out of service, restored to
operation, or reassigned to work service through November 14, 2009:
October, 2009: R-32 Phase I 3606/7 withdrawn from
Jamaica (R, V); R-42 (Morrison-Knudsen-overhauled)
4556/7, 4568/9, 4600/1, 4612/3, 4620/1, 4668/9,
4690/1, 4698/9, 4728/9, 4744/5, 4754/5, 4776/7,
4778/9, 4780/1, 4782/3 withdrawn from Jamaica (R,
V); R-32 Phase I 3500/1, 3522/3 from Jamaica (R, V)
removed from Refuse Train
November, 2009: R-42 (Morrison-Knudsen-overhauled)
4558/9, 4560/1, 4646/7, 4662/3, 4684/4727 withdrawn
from Jamaica (R, V).
The 75-Footers of MTA New York City Transit (R-44,
R-46, R-68, R-68A)
R-46 unit 6118-21 is still at 207th Street, presently being used as an orientation tool for Car Inspectors in anticipation of the group’s eventual arrival from Jamaica.
After the 60-foot SMEEs depart Jamaica, several train
sets of R-46s will be assembled for simultaneous transfer to 207th Street in early 2010. This will grant a sufficient cushion of rolling stock to enable the existing 8-car
trains of Phase I R-32s used on C to be extended to 10
cars, and thus equalize consist lengths as the 75footers are introduced. With over 500 R-160s now plying the rails out of Jamaica, it has been noted that most
of the R-46s now appear to be concentrating on R and
V, and are now noticeably less pronounced on F. On
October 27 yet another R-68A consist was spied on N,
then starting on November 9 there was at least one and
sometimes up to three trains of both R-68s and R-68As
located there each weekday.
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for rebuilding. Two spares are on hand as replacements. New modems and routers are installed by Brewster and North White Plains to work with the already
installed event recorders. At the time the article was
written, the 60th car was being completed; the entire project is due for completion by the December, 2011.
In the November edition of Mileposts, readers were
alerted that as part of the East Side Access Project, on
weekdays, during midday hours, they might hear noises
that are the result of “small and tightly contained blasting.”
A friend who works for Metro-North told me that these
out-of-service engines, which were at Croton-Harmon at
least during late November, have had the letters
“FICX” (Frontier Industrial Corporation) and transponders affixed to their sides: FL-9 2008 and F-10s 410 and
411. Also on the property, but not yet designated for
removal are: GP-8 543, GP-9 750, FL-9 2012 (in New
York Central gray with lightening stripes), and F-10 413.
The following M-1s have also received these markings/
transponders: 8242-3 and 8348-9.
The sole pair of west-of-Hudson Comet III cars, now
numbered 5009 and 5010, have been at CrotonHarmon since last spring. Delivered as 5179 and 5180,
after being swapped for a pair of Comet-IIs prior to their
rebuilding, they received NJ Transit numbers that put
them above NJ Transit’s nine Comet IIIs. This bumped
Comet IVs 5009 and 5010 to 5030 and 5031. What will
become of 5009-10 is unknown.
As of October, 66 Bombardier coaches (55 trailers and
11 cabs) had been overhauled and are in service.
LoHud.com reported that New York City Police Officers have been riding selected Metro-North trains since
the last week of November, 2009. A police spokesman
said the program uses eight officers and a sergeant,
and grew out of a three-year-old initiative begun by Police Commissioner Raymond Kelly to send a team of
officers outbound from New York City hubs and back
and was not done in response to any specific threat.
This team has also done similar work on Amtrak, NJ
Transit, and LIRR. The same spokesman reported that
the New York Police Department has authority to make
the rounds under New York state law and, for the New
Jersey runs, an agreement between the Governors of
the two states. Since 2001, I have occasionally seen
Connecticut State Troopers in Grand Central Terminal.
MTA METRO-NORTH RAILROAD (W EST)
Before the end of the midday busing on the Port Jervis
Line, my son Marc returned to take more photos. One
driver told him that there had also been MTA Bus operations in Peekskill and Wassaic, and that the service at

METROPOLITAN TRANSPORTATION AUTHORITY
On December 8, 2009, MTA reported that due to a
shortfall, there would likely be some service reductions.
The recently enacted payroll tax was expected to raise
$957 million, but only $728 million came in. This shortage plus another $143 million that New York State recently cut to help its own budget, only exacerbates the
problem. MTA Chairman Jay Walder has said that he
does not want to raise fares at this time. Fare increases
are already planned for 2011 and 2013 (September,
2009 Bulletin). In the days that followed, news reports
said that “Doomsday” service cuts which had been proposed last year and reported in the May, 2009 Bulletin,
could be implemented. See the back page of this issue.
MTA METRO-NORTH RAILROAD (EAST)
The 2009 edition of the Thanksgiving period timetables had the same cover design as the past three years
and mirrored the service plan that was used in 2008.
Holiday timetables for Christmas and New Year’s
weeks were issued, but were not available at publication time. The plans called for similar service as has
been previously operated on both holidays and the holiday eves and post-New Year’s Eve. The regular timetables indicate trains that would or would not operate on
December 28, 29, and 30. Metro-North has records that
show midday inbound ridership between 10 AM and 2
PM increases by more than 100% on the weekdays between Christmas and New Year’s Eve and has adjusted
its service accordingly.
Metro-North is in the midst of an in-house overhaul
program for its 140 M-3s. Built between 1983 and 1985,
they are due for a mid-life overhaul. The program got its
start after a team from the Brewster Repair Shop made
a presentation to the MTA Board showing them a prototype of an M-3 they had refurbished in their shop. The
car had new air-conditioning, walls, windows, seats, etc.
As reported in On Track (October, 2009), the Board
was “pleasantly surprised” by both the quality of the
work and the cost-savings, and the project began in
December, 2007.
This is a multi-facility endeavor involving four of MetroNorth’s maintenance bases. Once selected, two cars
are first sent to Highbridge Car Facility where the seat
cushions are removed for refurbishment. The cars are
then transferred to North White Plains, where the seat
frames are removed and cosmetic work begins. The airconditioning system (HVAC) is also overhauled. Brewster Shop has responsibility for the floors, walls, vanities, and windows, which are removed and replaced.
Next, mechanical systems including lighting and cab
signals are replaced. While this is going on, the propulsion units have been sent to the Harmon Support Shop

(Continued on page 9)
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pressure. All four tracks would be so equipped under
this $1.77 million contract. Another contract went to
Alstom, which will develop a cost-effective maintenance
system for the over 100-diesel fleet that would create a
specialized program to detect problems using customized diagnostic tools. Alstom had performed a teardown
and rebuild of two units and determined that complete
overhauls were not necessary.
The Asbury Park Press reported that beginning November 23, 2009 a train of multi-level cars has been
assigned to North Jersey Coast Line Trains #2302 (5:28
AM Bay Head/Hoboken) and #2309 (5:10 PM Hoboken/
Bay Head). Till then, multi-level cars could be found on
the Northeast Corridor Line (Trenton trains), Raritan
Valley Line, Midtown Direct, and Main/Bergen Lines.
It is rare that I ride a midday train out of New York
Penn, but in late November, 2009 I noticed that hanging
over Tracks 13 and 14 and at the entrance to the tracks
were digital signs that displayed the NJ Transit train
information for the train that I was about to ride. When I
checked further, I discovered that those signs were the
same on all of the LIRR tracks — what a great idea to
do this. Tracks 13 and 14, and possibly others, are often
used during non-peak hours to avoid the slower moves
to Tracks 1-12 via the ladder tracks.
At its December 9, 2009 meeting the Board approved
a $583 million contract to a joint venture of Barnard and
Judlau Contracting, Incorporated to build of one of the
three tunnel segments that are part of the ARC project.
This contract is for a one-mile section from a shaft at
Twelfth Avenue and W. 28th Street in Manhattan. NJ
Transit expected to receive bids for the Palisades tunnel
segment within weeks, followed by the third and final
Hudson River segment. Since this project has been reported, the opening date has moved from 2016 to 2017
and is now 2018, and the price has also edged up to
$8.7 billion.
How times have changed. When a co-worker moved
to Woodbridge, New Jersey a few years ago, there was
a 1 to 1½ year wait for a permit to park at the Metropark
garage, in spite of the fact that within its 2 huge buildings, it holds 4,000 cars. That's why when he was on
the waiting list he commuted from Woodbridge (North
Jersey Coast Line), which has far fewer trains. Once he
received this coveted permit, he switched to Metropark.
Last month he learned that the waiting list was no more
and permit parking slots were available at $70 per
month. He believes that a lot of job losses have caused
this.
Member Bob Kingman reported multi-level car sightings at Kenwood Yard: 7007 (second trip), 7049, 7670,
7671, and 7673 (November 13). On November 21, only
7050 was heading south and on December 2, 7675.
Bob believes that fewer than a dozen cars remain to be
delivered.
The light rail meeting in Tenafly, New Jersey, which
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Wassaic had been heavily utilized. Marc also stopped at
the O&W Depot in Middletown, which he remembered
as being in far better condition.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
Shore Line East issued another Construction Schedule timetable effective November 23, 2009. Besides a
number of minor time changes, two additional trains in
each direction have been scheduled for November 27,
2009 and January 18 and February 15, 2010. Thanks to
member David A. Cohen for sending copies.
MTA LONG ISLAND RAIL ROAD
Construction timetables were issued for the Oyster
Bay Branch to enable replacement of a bridge that was
built in 1910 on Shore Road that crosses LIRR tracks.
Vans replaced rail service between Locust Valley and
Oyster Bay over the weekends of November 13-15 and
November 20-22.
Occasionally, as I have passed through New York
Penn Station in the vicinity of Tracks 14 and 15, I have
heard the sounds what appeared to be birds chirping. I
never investigated the source but believed that it was
possible that birds had found their way into the station
because west of Penn Station and before the North
River Tunnels, there is an open area known as “A” Interlocking. The real answer was given in a response to
a The New York Times F.Y.I. It is a “talking kiosk.” “To
help visually impaired customers locate the kiosk, it
emits the song of the lark sparrow (Chondestes grammacus), a bird species to the American West, that is
found by audiologists to have a unique set of phonetic
properties considered effective for directional wayfinding.” The current model was installed in December,
2008 and replaced an older one.
New timetables with “Season’s Greetings” on each
cover went into effect for the period December 14,
2009-March 7, 2010. Holiday Eve trains will operate on
the Port Washington, Port Jefferson, Ronkonkoma, Far
Rockaway, Babylon, Long Beach, and Montauk
Branches on March 17, 29 and 30; April 2; May 28; July
2; and September 3, 8 and 17. These trains also ran on
Christmas Eve and New Year’s Eve. Extra service was
operated on the Hempstead Branch for New Year’s
Eve.
A special timetable was to be issued this month on the
Long Beach Branch for weekend track work.
For Martin Luther King Day (January 18) a modified
holiday schedule will be operated. Extra trains have
been scheduled on the Port Washington, Port Jefferson,
Ronkonkoma, Babylon, and Montauk Branches.
NJ TRANSIT
At the November 10, 2009 Board meeting, contracts
were awarded for the installation of a compressed air
system in Gladstone Yard that would eliminate the need
to run locomotives continuously to maintain airbrake

(Continued on page 10)

9

NEW YORK DIVISION BULLETIN -OCTOBER,
JANUARY, 2000
2010
Commuter and Transit Notes
(Continued from page 9)

was held on November 16, 2009, was attended by
Member Stanley Z. Harris, who wrote: “The meeting
was intended to provide NJ Transit an opportunity for
residents to learn about the project and its effect on the
borough. Present were the Mayor and Council, a panel
of five NJ Transit personnel who were involved in light
rail, representatives from federal, state, and county government, technical experts, and transit consultants. After a presentation showing the type of equipment that
could be used (DMU or LRV), expected ridership, and
the location of two stations, attendees were invited to
ask questions, which ranged from the cost to the average time autos would have to wait at a grade crossing
for a train to pass (under 1.5 minutes). Most of the
money would come from the federal government. This
did not satisfy most of the questioners, who complained
that the rail line would cause an increase in the already
high property taxes, plus dividing the borough in half.
NJ Transit responded that all the municipalities’ costs
would be reimbursed and this project should not have
any effect on taxes, and implied that property values
increase when rail transportation is increased. In addition, some speakers voiced the opinion that the current
bus service from Tenafly to the midtown bus terminal
was more than satisfactory and questioned the need for
even having a rail line. The borough’s Chief of Police
submitted a number of questions relating to traffic and
the need for additional police to handle crowds (and)
was loudly applauded when he opposed the project.
From my view, most of the attendees were against
building the rail line. Further meetings will be held, including an environmental impact study.”
Member Jack May also attended the meeting and
added: “Members in the audience were given 30 seconds each to ask a question, and then they could get
back on line for another one, time permitting. Many
made statements rather than asking questions. If you
take away those that came to the meeting to gather information, I'd estimate that 80% were against restoring
rail to the Northern Branch and 20% were for the project. This actually made me feel a bit optimistic, as it
could have been 90 or 95% against. I believe that those
who are against things (NIMBYs) tend to come to meetings of this kind, while those who support new initiatives
tend to stay away.”
I received several emails in the aftermath of this meeting, including this one: “Had the Northern Branch still
had its token service as it did 43 years ago, the service
would have slowly added trains, painfully as it did on the
Pascack Valley Line and there wouldn't be all this negative hype. The new residents don't understand the value
of the railroad.”
ACES (Atlantic City/New York Penn) service was reduced from 18 to 11 trips effective December 18, 2009.
10

This action was taken due to a fall-off of ridership. Gone
are the trips that were scheduled later in the day. A decision will be made in the spring on whether to restore the
trips.
PORT AUTHORITY OF NEW YORK & NEW JERSEY
PA reported that through the first nine months of 2009,
traffic on its bridges, tunnels, airports ,and PATH had
declined due to the recession. 2.1% fewer vehicles
used its six bridges and tunnels, Airport traffic was off
by 6.4%, and PATH ridership declined 4%, from 56.4
million riders during the first nine months of 2008 to
54.1 million during the same period in 2009.
AMTRAK
In late October, 2009, Amtrak released a five-year
plan, which included: partnering with and assisting
states as they apply for federal grants to develop highspeed rail corridors; preparing a new fleet plan to replace aging locomotives and passenger cars; upgrading
tracks and other infrastructure; and installing Positive
Train Control technology to enhance safety. In addition,
Amtrak plans to add Wi-Fi technology on Acela; implement next generation reservation and eTicketing programs; and improve accessibility for persons with disabilities to trains, platforms, and stations. Further, Amtrak is continuing to make investments in all aspects of
the railroad, including improved business management
processes, better on-board services, and modernizing
existing passenger car interiors.
Although the Thanksgiving, 2009 Northeast timetable
mentioned the operating of extra trains, no number was
specified. Again, Amtrak reported that the Holiday Extra
trains that were numbered in the 3000-series could be
comprised of equipment that was borrowed from commuter agencies. Passengers were also alerted to the
possibility that these trains might have fewer restrooms
and may not offer food service. This brings to mind a
bright and sunny (I just looked at the slides) 1993
Thanksgiving Day photo op with my son Marc at the
Harrison station. We found two eastbound, four-car
SEPTA trains; one led by Silverliner IVs (which have no
restrooms) 113 and the other by 344.
Getting back to 2009, member Bob Vogel
(Chuchubob) reported that Amtrak leased two NJ Transit and two MARC trainsets. He sent digital images of
eight-car trains of Arrow IIIs operating on Sunday Trains
#3057 and 3099; and MARC HHP-8 4912 leading a
string of single-level (Sumitomo) coaches on Train
#3154. The other train operated when it was too dark
for photography.
Amtrak reported that this past Thanksgiving, 685,876
passengers were carried, including 127,577 on the
Wednesday before Thanksgiving. Total ridership was up
4% over 2008’s 659,184 and surpassed the previous
record of 666,716 riders set in 2007. Comparing
Thanksgiving, 2009 to Thanksgiving, 2008, there was a
5.5% increase in ridership on the Northeast Corridor, a
(Continued on page 11)
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2.9% increase on state-supported trains and other short
distance corridors, and a 4.7% increase on longdistance trains. Thanks to Bob Hansen for this news.
The New York Post reported that 89 bridges in New
York that are used by Amtrak have parts that are in a
crumbling condition. At least 46% of the spans, some
crossing over waterways like the Bronx River or such
thoroughfares as Dyckman Street, have important components rated in "poor" or worse condition, according to
inspection reports. Elsewhere around New York State,
about 44% have poor or worse ratings. Amtrakmaintained bridges in New York City with parts that rate
"4" or higher on a scale of 1, which is excellent condition, to 6, which is failed, include routes like the Northeast Corridor and the Empire lines, both of which use
Penn Station. Thanks to our Production Manager, David
Ross, for this report.
On December 1, 2009, Amtrak began work on a $10
million project to rehabilitate the Pelham Bay Bridge in
the Bronx. The 100-year old Pelham Bay Bridge (MP
15.5) is on the Hell Gate Line between Harold Interlocking in Queens and CP 216 in New Rochelle. Stimulus
funding is being used. It is anticipated that this work will
be completed in October. Simultaneously, there is a $72
million project to replace the catenary and electrical
equipment on this nearly 20-mile line.
INDUSTRY
In the wake of a rash of incidents involving light rail
and heavy rail that have occurred recently, some with
fatalities, the Obama Administration is proposing that
legislation be enacted that would allow the federal government to set and enforce safety standards. Transportation Secretary Ray LaHood was to make this presentation last month. DOT presently has this authority for
Amtrak and the airlines, but not for subways and light
rail, even though this department provides financing for
these operations. Oversight functions are handled by
some 27 state-regional agencies. Under the proposed
legislation, states would be allowed to maintain this
oversight as long as they could demonstrate that they
have enough fully-trained staff members to enforce federal safety rules.
On December 7, 2009, the Federal Trade Commission
gave Berkshire Hathaway antitrust approval for its
planned takeover of Burlington Northern Santa Fe Corporation, operator of BNSF Railway. The approval,
which was expected, was contained in a list of antitrust
clearances routinely issued by FTC. Thanks to Railway
Age for this report.
SCHEDULED FOR 2010
The table below shows latest available information
about start-ups or expansions of service that are scheduled to come on-line this year. The Capital Metrorail
project is a holdover from 2008.
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DATE

OPERATOR

AREA

First
Quarter

Capital Metrorail

Austin,
Texas

Edmonton
Transit System

Edmonton, Alberta,
Canada

South
LRT
Phase
III

Fall

Metra

Chicago,
Illinois

Rock
Island
District

Fall

MBTA and
RI DOT

Providence,
Rhode
Island

ProvidenceStoughton

December

DART

Dallas,
Texas

Green
Line

December

DART

Dallas,
Texas

Green
Line

Late

Hampton
Roads Transit

Norfolk
Light Rail
Transit

The
Tide

?

Los Angeles
Metropolitan
Transportation Authority

Los Angeles,
California

Expo
Line

7th/Metro to
Culver City,
8.5 miles,
10 stations

BART

San
Francisco,
California

Dublin/
Pleasanton

Fill-in station
between Castro Valley and
Dublin/
Pleasanton

April 25

?

LINE
Red
Line
Austin
to Leander

NOTES
Begins service,
32 miles,
9 stations
Extension,
Edmonton
South Campus station to
Century Park,
2.6 miles
Lovana
S.“Lou” Jones/
Bronzeville
station opens
Extension
from Providence to
T.F.Green
Airport
Extension,
Martin L. King
to Buckner,
7.4 miles,
4 stations
Extension –
West End to
North Carrollton/Frankford
17.6 miles,
12 stations
Begins service, 7.4
miles,
11 stations

OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
Boston transit riders who are also iPhone users can
benefit from a free application that tells them the closest
MBTA subway or bus stop, and when the next train
or bus is scheduled to arrive. It was developed by a
Cambridge-based company called Wonderland Development using publicly available scheduling data that the
“T” posted on its website last spring. Transportation officials are promoting a contest they hope will result in
even more data-based apps for commuters. The best
ideas were discussed at an all-day conference on transportation and technology held on November 14, 2009 at
the Massachusetts Institute of Technology. The winners received CharlieCards good for a year’s worth of
free rides. Thanks to member and proud MIT graduate
and employee Todd Glickman for this news.
Todd also sent the following reports: The last Blue
(Continued on page 12)
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Line #4 East Boston (Blue Bird) cars were removed
from service last Fall and replaced by #5 Siemens-built
cars. At the same time, the four-car trains were replaced by six-car trains. When I asked about the official
last day for the old cars, his response was: “It seems it
just kind of happened without forethought or notice by
anyone.” With the team led by member George Chiasson, this would not happen in New York, and so readers’ help is sought. The Seashore Trolley Museum will
receive cars 0622/3.
Additional peak hour service was operated Thanksgiving Eve, 2009 on the Blue, Green, Orange, and Red
Lines. Thanksgiving Day, Sunday schedules were in
effect on all lines. On the day after Thanksgiving, the
Green Line operated two-car trains on eight-minute
headways all day, while weekday schedules were in
effect on the other lines.
The Winter, 2009 edition of MBCR Commuter Express, which is published by Massachusetts Bay Commuter Rail, operator of MBTA’s commuter rail lines, had
this startling announcement: Effective January 11, 2010,
except in the case of emergency, customers will no
longer be allowed to enter or exit from the “operating
end” of the control coach. The Engineer operates the
train from this location on inbound trips. Upon arrival
into Boston, there are mandatory safety duties for Engineers that do not allow for foot traffic through the operating end of these coaches. At all other times, this area
must be secure. Signs will be placed on the control
coach door to remind customers not to use this area.
When I asked Todd if this affected his commute, he
responded: “On the inbound trip I usually sit in the second car, since it’s less crowded and I can often get a
seat to myself. But after this change, people may move
from the first to second when they find out they’ll have
to go out the ‘rear’ door of the control coach.”
On December 4, 2009, the CharlieCard turned three
years old. More than six million are now in circulation.
The Massachusetts Department of Transportation
Board approved a $17.7 million project on December 3,
2009 to build a new station in the Four Corners section
of Dorchester on the Fairmount Line, the only one that
is completely within the city of Boston. The station is to
be completed by the end of 2012 as part of $110 million
in improvements for the line. Two more stations, one
behind the South Bay Shopping Center and a second at
Talbot Avenue, are expected to begin construction soon.
The state agreed to improve the rail line to mitigate
the environmental impact of the Big Dig.
New timetables go into effect on the Fitchburg Line on
January 11. Of note is that the first inbound train, #404,
will depart at 5:15 AM and arrive at North Station at 6:47
AM. Up to this point in time, Fitchburg was the only line
in the system that has not offered a pre-7 AM arrival
12

option. This change was made in response to numerous
letters and phone calls from passengers requesting an
earlier arrival into the city. The schedules of the following three trains (#406/410) were adjusted by 5-10 minutes to provide better spacing.
There is more news about the Fitchburg Line.
Archboston.com reported that an Environmental Notification Form was filed with the Executive Office of Energy and Environmental Affairs to extend the line 4.5
miles, on an active freight line, to a park-and-ride at
Routes 2 and 31. The new station will be named Wachusett. Construction on the $65.5 million project could
start this quarter and be completed in early 2012.
LINDENWOLD, NEW JERSEY
When PATCO operated its 18th annual “Yuletide Ride”
on November 28, 2009, it represented the first time that
two eight-car trains were run for the ride. During normal
peak hour service, PATCO operates trains only as long
as six cars, so this was a rare event. In 2008, two sixcar trains were operated; on at least one “Yuletide Ride”
in the past an eight-car train had been used. The
“Yuletide Ride” was free inbound for those boarding at
the Woodcrest station. Departures were at 9:50 and
10:05 AM, and only ran to 8th/Market in Philadelphia.
ERA member and retired PATCO Assistant General
Manager/Superintendent Bill Vigrass wrote that “both
trains were fully loaded with an estimated 100 passengers per car, many of whom were children with parents
and grandparents of whom I was one, with 7 grandkids,
2 daughters, one son-in-law (other one was working). It
was a Great Event!” Because the tail track at 17th/
Locust can handle only six cars, and the “Yuletide
Rides” were operating in between the normal Saturday
revenue service, the eight-car trains turned back at 8th/
Market after discharging their passengers.
PHILADELPHIA, PENNSYLVANIA
Market-Frankford cars 1071-2 have been wrapped to
advertise Stream TV. I asked Bob Vogel (Chuchubob),
who sent digital images, if this was the first time this had
been done. He wrote that he believed this to be the first
time, and that that another pair of MFSE cars have a
green wrap advertising that SEPTA is "green." However,
he had not seen them.
During late November, 2009, SEPTA launched its new
website, with new graphics. All lines appear in a manner
similar to what NJ Transit has done on its website.
There is also a special section devoted to Stimulus Projects.
Member Lee Winson, who sent this information, also
reported that under the Newsroom Section, there are
guidelines for photography and filming. It starts off with,
“As one of the oldest and largest multi-modal transit
systems in the world, the SEPTA system is graced with
beautiful, historic, and unique architecture and a wide
variety of vehicles that attract the interest of visitors
from the four corners of the globe — many of whom
(Continued on page 13)
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capture their visits in photographs or in sketch books.
SEPTA welcomes photographers and artists. In return,
we simply request they use common sense and courtesy to others in pursuit of their pictures.” However, under the Security Section, there is this paragraph:
“Worldwide terrorist attacks against public transportation facilities in recent years has required a tightening of
security procedures at all SEPTA facilities. Security experts consider photographing and sketching public
transportation facilities as possible pre-indicators of terrorist activity. While this unfortunate reality has not resulted in a prohibition of photography, SEPTA Transit
Police and other law enforcement are under orders to
question anyone taking photographs or sketching transit
facilities. Obviously, these activities are almost always
legitimate and that is the end of the issue. However,
anyone conducting these activities in unauthorized areas of SEPTA property may be charged and detained
for further investigation.” To read the entire page, please
go to http://www.septa.com/policy/film.html.
The Philadelphia Inquirer, which reported that when
the R5 train caught fire on the second day of the six-day
November transit strike (December, 2009 Bulletin),
SEPTA attempted to send buses from the Victory Division garage. However, some strikers prevented buses
from leaving 69th Street Terminal, allowing buses to
leave only every 45 minutes. Ultimately, only four buses
were dispatched and the city eventually sent school
buses to rescue the stranded passengers. Thanks to
member Joe Canfield for this news.
Member Dave Safford reported that, “the 30th Street
Station power plant chimney was felled right on schedule at 7:45 AM, November 14. The remainder of the
plant, plus the Pullman Porter's dormitory, was to be
gone by the end of the year. There are no plans for reuse of the cleared site. — I suspect that Amtrak simply
wants to be rid of an ‘attractive nuisance’.”
The Delaware Valley Association of Rail Passengers
(DVARP) in the November, 2009 issue of The Delaware
Valley Rail Passenger, reported that the pilot Silverliner V cars were en route to Philadelphia to begin road
testing. As shown on www.phillynrhs.com, the NHRS
Philadelphia Chapter’s site, a former warehouse building on Weccacoe Avenue has been refitted as an assembly plant, and a section of track alongside a CSX
industrial spur was rebuilt and equipped as an electrified test track. Rotem asked SEPTA to furnish an MU
car to check out its equipment at the Weccacoe Street
facility, and on October 1, two CSX locomotives moved
out-of-service Silverliner III 237 from Wayne Junction
shop to the assembly plant.
WASHINGTON, DC AREA
The National Transportation Safety Board has scheduled hearings on February 23 and 24, as part of its in13

vestigation into the Metrorail crash that took place on
June 22, 2009, where there were nine fatalities, including a Train Operator. The purpose will be to gather additional factual information for the investigation. NTSB will
question those called to testify regarding a number of
issues, including the adequacy of WMATA’s actions to
address safety issues; the adequacy of state safety
oversight of rail transit systems, including the Tri-State
Oversight Committee; and the adequacy of federal
safety oversight of rail transit systems.
Due to the controversy surrounding Virginia Railway
Express’ award of the operations and maintenance contract to Keolis Rail Services America (December, 2009
Bulletin), VRE explained its decision on its web site.
Details can be found at http://www.vre.org/about/
keolis.html.
NASHVILLE, TENNESSEE
To celebrate its third anniversary, RTA Nashville operated one weekday daily round trip from Lakewood between October 13 and 23. This was done to gauge the
interest of commuters from Lakewood, Old Hickory, and
Madison. On the first day, the inbound trip was free, but
for all other trips the cost was $4.25 each way. Running
time was 30 minutes. To reach Lakewood, trains
branched off their usual route east of Donelson.
SOUTH FLORIDA
Member Dennis Zaccardi sent an article from The St.
Petersburg Times (November 28, 2009), which reported about the bias of Florida bureaucrats against
commuter rail and their worship of highways and, to a
lesser extent, buses. It seems that the Center for Urban
Transportation (CUTR), a “think tank,” which is part of
the University of South Florida, has been advising lawmakers how to spend billions of taxpayer dollars, mostly
in favor of highway projects. Since 2003, Florida’s Department of Transportation has paid CUTR $26 million
to study and advise on everything from road rangers to
drug abuse, but not passenger rail. Since its inception in
1988, its experts have been quoted or cited on rail at
least 119 times, and those statements were three times
more likely to be negative than positive. One more example is their decision that the Tampa Bay area was not
suitable for light rail because it was less populated than
cities where light rail was a success. It ignored Charlotte, where light rail returned in 2007 and has been
declared successful, and which has a lower population
density than Tampa. This has raised the ire of Tampa’s
mayor Pam Iorio, who has been a major champion of
light rail for her city.
The next day, Dennis sent another article, which reported that state Senator Mike Fasano, who heads a
committee that oversees how DOT spends its money,
was not happy with CUTR’s anti-rail bias. He said that
his committee will consider elimination of funding in future budgets.
Nonetheless, the Pinellas Suncoast Transit Authority
(Continued on page 14)

NEW YORK DIVISION BULLETIN -OCTOBER,
JANUARY, 2000
2010
Commuter and Transit Notes
(Continued from page 13)

approved a 26-mile line between St. Petersburg and
Clearwater for its 10-year plan. The estimated $2.67
billion project would be done in two phases and completed by 2033. An 18-month study, termed alternatives
analysis, should get underway this year. The plan
hinges on voters approving a one-cent sales tax increase when it is presented in 2012.
CHICAGO, ILLINOIS
The Chicago Tribune reported that Metra is considering a $500 million project to improve train service in
Chicago and its suburbs that includes adding four stops
in McHenry County on the branch of the same name.
Prairie Grove and Johnsburg would get stations, and
two others would be about 1.5 miles apart between
Crystal Lake and Woodstock. If Metra gets federal funding, the project could take from three to six years to
construct. Thanks to member Jim Beeler for sending
this report.
Jim sent copies of a Metra Electric timetable dated
November 22, 2009 (coincides with NICTD), in the old
format. Jim believes that there is too much information
to squeeze into the new format. Also, this is the only
line that combines Monday-Friday and Saturday into
one timetable. The Joliet Heritage timetable still remains
in the old format, very likely to use up existing supplies.
MINNEAPOLIS, MINNESOTA
One week after launching service, Northstar Commuter Rail made some schedule adjustments. Starting
Monday, November 30, 2009, weekday trains departing
Minneapolis left five minutes later than originally scheduled. New departure times are 3:55, 4:25, 4:55, 5:25,
and 6:15 PM. The morning reverse commute trip also
leaves five minutes later, at 6:10 AM. Metro Transit reported that this was done to accommodate customers
who reported that it was too much of a rush to leave
their jobs and make it comfortably to departing trains in
the 20 minutes budgeted to travel from the core of
downtown to the Target Field station. Metro Transit also
changed travel times between two stations for all weekday trips leaving downtown. The two minutes that was
reduced from Target Field to Fridley was added between Elk River and Big Lake, to keep the end-to-end
running time at 51 minutes.
Due to a time change for the Vikings-Bears football
game to 3:15 PM on November 29, 2009, Northstar
added a train that departed Target Field at 7:20 PM.
AUSTIN, TEXAS
The November 18, 2009 presentation to the Capital
Metrorail Board reported that between $750,000 and $1
million would be needed to make the necessary modifications to get service started in the first quarter of 2010.
Since the previous (October 19, 2009) report, 19 of 24
FRA issues were resolved; the radio system was approved, and work was ongoing to complete program14

ming, operating procedures, “gate down time” modifications, and final validation. Test cars began operating on
November 23 between 3 and 8:30 PM. News reports
told of many drivers stopping on the tracks when no
trains were present. Sadly, some of the errant drivers
were amused and even joked about being on the
tracks. Police were supposed to be issuing tickets, but
preliminary reports showed that they did not on that day.
Member Steve Erlitz wrote that he had visited Austin
during mid-November, and added that TV news reported that cars would be ticketed ($250) and towed if
they were next to the tracks.
Citing insurance concerns with Veolia, the contract
operator, car testing was halted on December 3, 2009.
Six days later, Metro’s board cancelled the six-year contract with Veolia and awarded the contract for operations and maintenance to Herzog Transit Services. This
firm currently operates Trinity Railway Express, Rail
Runner, Altamont Commuter Express, and Coaster.
Separately, a $34 million contract for freight services
was awarded to short line operator Watco, whose Austin Western Railroad subsidiary has operated freight
services on the route as a subcontractor to Veolia since
October, 2007.
On November 4, 2009, the Capital Metro Board approved fare increases that had been planned for August, and will now go into effect on January 18. Local
bus fares will go from $.75 to $1. When Metrorail opens,
the fares will be: $1 (one Zone), $1.50 (two zones), $3
(Day Pass), and $70 (31-Day Pass). The latter was increased from $36. Senior/Disabled riders are free.
PORTLAND, OREGON
Member Mark Kavanagh wrote, “I’ve been taking WES
on days that I know are typically bad traffic days, usually Thursdays. One week before the November 23,
2009 TriMet press release announcing the purchase of
the RDCs, I noticed them at the WES shops in Wilsonville. It was dark and I had to work to do on my laptop
so didn’t ask the crew about them. On my ride home the
Conductor seemed rather friendly, so I asked him about
these cars. He stated that they arrived on 11/14 and
that he was part of the crew that picked them up from
BNSF Vancouver (WA) Yard and moved them to the
WES yard. They were shipped by boat from Alaska to
Seattle. BNSF had moved them to Vancouver. Cost was
about $75,000 per car. The Conductor went on to say
that the motors need work, but the intention is that they
will be used as a backup train. He is looking forward to
it since when one of the trains go down, it is usually his
trip that gets canceled, and it then is his job is to stand
on the station platform and point people to the bus that
will take 20-30 minutes longer then the train.
“A week later I was able to grab an earlier train home
to snap some shots in quasi-daylight. The cars are 702
and 711, and both have freight doors in addition to the
end doors. 702 looks like it has more freight area than
(Continued on page 15)
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711. Here is a link I found to a photo of the pair in
Alaska just before coming to Oregon: http://
www.railpictures.net/viewphoto.php?id=302276.
SAN FRANCISCO, CALIFORNIA
Due to a projected $129 million deficit in its current
budget, SF Muni implemented service reductions, reportedly the largest in 30 years, on December 5, 2009.
Most of the eliminations, consolidations, and changes to
routes affected trackless and bus routes. One light rail
line, N/Judah, saw weekend and holiday service between Embarcadero Station and Caltrain eliminated.
Riders still have T/Third Street as an alternative. There
was no change to owl service.
TORONTO, ONTARIO, CANADA
On November 23, 2009, almost seven weeks before a
January 3, 2010 fare increase, the Toronto Transit Commission halted token sales to prevent hoarding and insure that tokens would be available after January 3.
Previously, on November 6, token sales were limited to
ten per customer and one at vending machines, and
then on November 9, sales were further limited to just
five. The new fare structure was approved on November 17, 2009. Cash fares are going from C$2.75 to C$3,
while the Daypass will go from C$9 to C$10.
Replacing tokens were “temporary adult tickets,”
which were sold at the (then) current token price of 5 for
C$11.25 or 10 for C$22.50. (Please see image below.)
After January 3, using those tickets required a payment
of an additional 25 cents to match the $C2.50 token
fare. January 31, 2010 was the last day that these tickets would be accepted, after which they were neither
refundable nor exchangeable. Single tokens were still
sold from vending machines.

Contradicting what was reported last month, TTC did
in fact implement the splitting of Route 501/Queen
Street on weekdays, between October 19 and November 20, 2009. The west portion of 501 ran from Long
Branch Loop/Humber Loop to Parliament Street, and
the east portion (designated as Route 301) from Neville
Park Loop to Shaw Street. Both lines overlapped along
the busy 2.5-mile stretch downtown, between Shaw and
Parliament, so that most riders could continue to make
their usual trip without having to transfer. Results of this
experiment were to be released this month. Thanks to
Joe Canfield for this report from The Toronto Star.
MONTREAL, QUEBEC, CANADA
Bob Kingman found a posting on the Internet that
15

AMT’s new Bombardier multi-level cars entered service
on November 23, 2009. The train departed from Gare
Mont-Saint-Hilaire on time, at 8 AM. A co-worker sent a
link to a news report (in French) showing these cars,
which strongly resemble NJ Transit’s cars. The interior
view showed that AMT’s do not have arm rests.
VANCOUVER, BRITISH COLUMBIA, CANADA
In the April 2009 Bulletin, I reported that an agreement had been reached whereby a pair of Bombardierbuilt Flexity trolleys would operate in this city before,
during, and after the 2010 Winter Olympics (January
21-March 21). Member Raymond Berger learned via a
contact in Vancouver that cars 3050 and 3051 arrived
on December 9, 2009. They are part of an order that is
destined for STIB - Société des Transports Intercommunaux de Bruxelles (Brussels), Belgium.
Raymond further reported that through a contract between the City of Vancouver, Translink, and Bombardier
Transportation Services, an agreement was made to
utilize the Downtown Historic Line, which normally runs
British Columbia Electric Railway interurban cars 1231
and 1215 during the tourist season on Granville Island
in Vancouver. This agreement permitted reconstruction
of the entire line with new ties, rail, ballast, line poles,
and trolley wire by Coast Mountain Bus Company maintenance of way forces.
After March 21, the cars will return to Belgium and
regular tourist historic trolley service will resume. The
Toronto Transportation Commission has ordered 206
similar Flexity cars with an option for 400. Bombardier
hopes that by running the same type vehicle in Vancouver during the Olympics, interest will be generated in a
new generation of 21st century LRVs not only for Toronto, but also for other locations in North America.
BANGKOK, THAILAND
The 28 km (17.4 miles) Airport Rail Link connecting
Suvarnabhumi airport with Phaya Thai and Makkasan
areas in downtown Bangkok will be in service by April.
Thanks to Todd Glickman for this news.
FROM THE HISTORY FILES
60 Years ago: On January 8, 1950, in a harbinger of
what was to come, the New York, Susquehanna &
Western Railroad abandoned service on the Paterson
City Branch and weekend service to Butler. All passenger service ended on June 30, 1966.
30 Years ago: On January 8, 1980, NJ Transit
awarded the first contract for the re-electrification of the
Morris & Essex Lines. DL&W’s 3,000-volt d.c. system
was de-commissioned over the weekend of August 24,
1984 and Arrow IIIs began operating under 25,000 kV
a.c. on August 28. An official celebration was held at
Maplewood on September 15, which I attended with my
children. Afterwards, riding was free on all of the
branches, including Montclair to Bay Street.
News items and comments concerning this column may be
emailed to NYDnewseditor@aol.com.
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EAST SIDE ACCESS TOUR
by Randy Glucksman
(Photographs by the author)
On November 3, 2009, I was privileged to join a rare
tour of MTA’s East Side Access Project. When completed in September, 2016 (present schedule), LIRR
riders will have the option of riding trains to a new station that is being built to the west of the lower level of
Grand Central Terminal. Tunnel boring machines
(TBMs) are being used to excavate the tunnels.
The tour group, which included ERA members Bill
Guild and Stuart Goldstein, met at the construction
trailer, which is located in a lot at the corner of Second
Avenue and E. 63rd Street in Manhattan. Following a
PowerPoint presentation where the details of this mega
project were presented, we were given a mandatory
safety talk. After donning knee-high “muck boots,”
safety helmets, vests, and glasses, we proceeded
around the corner, entered a building that houses a fan

chamber, and walked down 20 flights of stairs. A few
yards away, we boarded what could best be described
as a mining train, which then brought the group further
south into the tunnel towards Grand Central Terminal.
Due to a crew performing work on the ceiling from the
bucket of a rubber-tired construction vehicle, we detrained and walked the rest of the way. While the tunnel
is mostly dry, there were some locations where the mud
was thick and there was a small stream of water running between the narrow-gauge rails that had been installed for the work train.
When the TBMs have done their work, they will be
removed and then the tunnels will be concreted and
finished. Our tour lasted nearly two hours and was very
interesting. Some of the digital images that I took appear below.
(Continued on page 17)

View toward Queens.

Looking toward Grand Central Terminal.

Our “transportation” - the mining train.

Walking toward Grand Central Terminal.
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Approximately E. 49th Street and Park Avenue.

Walls showing results of the Tunnel Boring Machine.

Work equipment.

Tubes under construction.

Train with group prior to departure.

Engine.
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METRO-NORTH SCORES A TOUCHDOWN
by Randy Glucksman
On September 20, 2009, through train service began
operating between New Haven, Connecticut and the
Secaucus Junction station in New Jersey. Here, passengers transferred to NJ Transit-operated shuttle trains
that delivered them to New York Giants and Jets games
at the Meadowlands Stadium. This was reported in the
October, 2009 Bulletin, with details appearing in several earlier issues. Not published is what was done behind the scenes to make it the operation work. On
Track, Metro-North’s employee newsletter, reported
some of the details in the October, 2009 edition.
You already know about the test runs that were performed this past summer to qualify crews over a
“foreign” railroad territory. Rules run a railroad and Amtrak and NJ Transit crews operate under what is called
NORAC (Northeast Operating Rules Advisory Committee) while Metro-North has its own operating rules. In
order to operate a train over Amtrak and NJ Transit territory, Metro-North’s crews had to become qualified, and
about 50 Engineers, Conductors, Assistant Conductors,
and Supervisors were trained not only on NORAC rules,
but also the physical characteristics of the Hell Gate
Line – the territory between Shell Junction, which is
west of New Rochelle, and Harold Interlocking in
Queens. Also included are the Hell Gate Bridge and the
East River Tunnels leading into Penn Station. Crews
also needed to qualify on NJ Transit’s ALP-46s and
multi-level cars. NJ Transit crews took over operation of
the trains at Penn Station.
However, prior to any of that taking place, there was a
lot of planning, including creating schedules to avoid
conflicts with scheduled train service. Another important
element to this was the fact that there are different electric voltages in the territories in which the trains operate.
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In order for this to work, crews from Metro-North’s
Power Department had to add a series of wayside magnets between the tracks. Each magnet, which is the size
of a brick, is enclosed in a bright yellow container filled
with a resin molding compound to hold the magnets in
place and keep moisture away. They were added to
bridge the difference between the two power systems.
NJ Transit’s rail system already includes them.
For those interested in the “electrical” details, MetroNorth explained it this way. “There are six electrical segments to our overhead catenary system – each section
is separated by a Phase Break which consists of a 130foot dead zone (no power) to isolate different power
sources. Depending on the area, power is supplied by
the New York Power Authority, Con Edison, Connecticut
Light & Power, etc. Between New Haven and the Meadowlands, the train operates under three different system
voltages and two different frequencies (25- and 60cycle). The ALP-46s have the capacity to do this, which
brings us back to the magnets. As the locomotive approaches the Phase Break, the magnet triggers a system that opens the circuit breaker shutting down the
train’s power so that it will coast through the dead zone.
When it encounters the next magnet, a signal will be
received that lets that close the circuit breaker and the
train will once again take power.
“An important part of this system is that the train
automatically measures the new voltage and frequency
and re-sets the train’s power requirements. A lot of work
was done to calculate the exact placement of the magnets which was based on track speeds and phase break
locations. Once that was accomplished, the NJ Transit
standard for magnet height and spacing was used.”
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New York Railways’ Eighth Street Line at Sixth Avenue, with the
Sixth Avenue Elevated in the background.
Bernard Linder collection

A Third Avenue Railway single-truck car.
Bernard Linder collection

Broadway looking north from W. 242nd Street in 1921.
Bernard Linder collection

A Third Avenue Railway storage battery car on the 110th
Street Crosstown Line.
Bernard Linder collection

New York Railways on Delancey Street, June 30, 1919.
Bernard Linder collection

A rare intercompany transfer, between IRT and New York City Interborough Railway Company. It cost three cents.
Bernard Linder collection
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Around New York’s Transit System
MetroCard Apps Available for iPhone
After the base subway and bus fare went to $2.25,
several people came up with iPhone/iPod Touch applications that calculate the amount to add to a MetroCard that has any amount of value remaining. One of
the calculators, called MetroCard Maximizer, was designed by an ERA member.
Cortlandt Street NRW Station Reopens — Partially
After a $7.25 million, federally funded rehabilitation,
the Cortlandt Street station’s northbound platform was
reopened on November 25, 2009. Damaged in the terrorist attack of September 11, 2001, the station reopened on September 15, 2002, but was closed again
on August 20, 2005 to facilitate construction of the Dey
Street pedestrian concourse, part of the Fulton Street
Transportation Center project. MTA expects to open the
southbound platform, which is within the World Trade
Center site’s footprint, on September 11, 2011.
Improvements to the station include wider stairways,
widening of a 150-foot section of the platform, and new
tiles.
Brighton Line Rehabilitation
In the January, 2009 Bulletin, we reported that work
on the rebuilding of Brighton Line stations began in December, 2008.
During this period, schedules will be revised as follows:
● Phase I—Avenue U and Neck Road construction:
From December 8, 2008 to early 2010, Coney
Island-bound B and Q trains skip Avenue U and
Neck Road. During the evening rush, B3K shuttle
buses operate from Kings Highway to Avenue U
and Gerritsen Avenue and back. From early 2010
to early 2011, Manhattan-bound B and Q trains
will make local stops from Sheepshead Bay to
Prospect Park, bypassing Neck Road and Avenue
U while Coney Island-bound B and Q trains will
make local stops. B3K shuttle buses will run to
and from Kings Highway during the morning rush
● Phase 2—Newkirk Avenue, Avenue H, Avenue J,
Avenue M, and Kings Highway construction: Fall,
2009 to Fall, 2010—Coney Island-bound B and
Q trains will make local stops from Prospect Park
to Kings Highway, bypassing Avenue H and Avenue M. Manhattan-bound B and Q trains will
make all local stops. Fall, 2010 to Fall, 2011: Manhattan-bound B and Q trains will make local
stops from Kings Highway to Prospect Park, bypassing Avenue M and Avenue H. Coney Islandbound B and Q trains will make local stops
At the present time, southbound trains operate on the
local track from south of Prospect Park to north of
20

Newkirk Avenue, then via a hard-rail reverse curve, and
the express track to Kings Highway. Southbound trains
stop at temporary platforms built over the northbound
express track at Kings Highway and Avenue J, where
an overhead passageway over the southbound express
and out-of-service local tracks connects to the regular
southbound platform and the control area.
When the work is completed, there will be ADAcompliant elevators at the Kings Highway station and
additional entrances to the northbound platforms at the
Avenue J and Avenue M stations. The historic Avenue H
station house will be restored and an additional entrance will be built at the southbound platform.
Judge Rules In Favor of Union In Salary Dispute
NYC Transit and MaBSTOA’s contract with Transport
Workers’ Union Local 100 expired in January, 2009.
Unable to reach an agreement by that time, the parties
submitted their dispute to a three-person arbitration
panel. In August, 2009, the arbitration panel awarded
the union a contract with a raise of 11.3% over three
years. MTA took the issue to court, claiming that the
arbitrator did not sufficiently weigh MTA’s ability to pay
the increase and that, because NYCT/MaBSTOA is not
a city agency, it should not have to give raises similar to
those negotiated by unions representing city workers.
On December 11, the judge in the case ruled that the
arbitrators’ award stands and MTA will have to pay the
increase. At press time, it was not known whether MTA
would appeal this decision, which is expected to cost
NYCT/MaBSTOA $200 million a year by 2011.
This news comes on the heels of announcements that
New York State would be taking $143 million from the
“rescue package” approved in May, 2009 to address its
own budget problems, and that collections from the payroll tax instituted as part of that same package would be
$229 million less than MTA had been led to believe. In
light of these shortfalls, MTA has proposed instituting
the service reductions outlined in late 2008 in a
“doomsday plan” that was supposed to take effect starting in mid-2009 but was canceled after the “rescue
package“ was approved (see Commuter and Transit
Notes in the February, 2009 issue for details of the plan
and page 1 of the June, 2009 issue for details of the
“rescue package”). It has also proposed reducing salaries of its approximately 6,000 non-unionized employees (including the Chairman) by 10 percent, probably by
furloughs or a pay lag, and ending free rides for about
550,000 New York City students (under a 1995 agreement, the state and the city each pay MTA $45 million
for student riders; MTA was paying the remaining $45
million in 1995, but the cost has risen over the years
and the state/city subsidy has not — and the state has
cut its contribution this year to $6 million).
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NOR’EASTER HITS EASTERN SEABOARD
Although the “official” start of winter was not
until Monday, December 21, 2009, the first
major winter storm, a Nor’easter, traveled up
the eastern seaboard, arriving in the metropolitan area Saturday afternoon, December
19. It continued through Sunday, December
20, dumping up to 26” of snow in eastern
Long Island. Portions of New Jersey also
received significant amounts. In New York
City, approximately 11 inches were recorded
in Central Park, 13.2 inches in Sheepshead
Bay, six inches in the Bronx, and only a trace
in Poughkeepsie. Many areas received record amounts of snow. For the most part, rail
transit was unaffected on Metro-North, but on
NJ Transit’s Atlantic City Line, on Saturday
evening an NJ Transit Route 404 bus got
stuck on the tracks in Pennsauken and was
hit by Train #4687 (7:03 PM 30th Street/
Atlantic City). Twenty-six bus passengers
were evacuated after the bus became stuck
in snow and ice on the grade crossing, and
had been off the bus for about ten minutes
before the train came along, hitting the bus.
The train's Engineer was slightly injured but
remained with the train while the bus wreckage was cleared away, and he was able to
move the train off the crossing afterward.
There was no word as to why NJ Transit did
not notify its Train Dispatcher that one of its
buses was stuck on its tracks.
Long Island was particularly hard hit, and
early on Sunday morning, about 150 passengers who were aboard Train #8004 (2:53 AM
New York Penn/Ronkonkoma) were stranded
for more than five hours due to a combination
of snow drifts, icing, an automobile that got
stuck on the tracks, and locomotive failure
east of Wyandanch. This train was towed
back to Farmingdale, where the passengers

boarded a following train that got them to
Ronkonkoma at 8:45 when they were scheduled to arrive at 4:14 AM. Thanks to member
Larry Kiss, who filled in some details.
Later that day, at 8:45 PM, service was suspended between Ronkonkoma and Greenport and there were scattered delays on the
Port Jefferson, Babylon and Montauk
Branches. Traffic reports in the following days
also told of minor delays.
Our Editor-in-Chief, Bernie Linder, saw on a
news report on Channel 7 that the lead car of
each LIRR MU train, and probably also the
DM locomotives, temporarily had a special
third rail shoe with an uneven surface installed. This is supposed to remove snow
and ice from the third rail as the train operates, and was done in advance of the forecasted storm.
Several of our members sent reports, and
they appear below (geographically):
On Monday December 21, 2009, a snow
plow that was clearing the Pennsauken parking lot skidded into the path of River Line
DMU 3510, causing a derailment. There was
a partial suspension of service until about 4
PM while the investigation was being conducted and the car was being re-railed.
Southbound RiverLine trains terminated at
the Route 73 Park-Ride station, with a bus
shuttle to 36th Street and Camden. Thanks to
member Bob Vogel (Chuchubob) for the photos and this report.
From Philadelphia, member Bob Wright
wrote: “Lots of snow, nearly 2 feet, making
this the second largest recorded snowfall in
Philadelphia history. It sounded as if most
SEPTA bus service was shut down and Regional Rails were 30-40 minutes behind

1
NEXT TRIP: GRAND CENTRAL TERMINAL
TOUR, FEBRUARY 20

(Continued on page 5)

NEWYORK
YORKDIVISION
DIVISIONBULLETIN
BULLETIN- FEBRUARY,
OCTOBER, 2000
NEW
2010

A HISTORY OF F (AND V) TRAIN SERVICE
(Continued from January, 2010 Issue)
by George Chiasson
again, really for the first time since 1968, and it was the
R-44s that were reduced to peak hours only.
The first of 754 new R-46 cars was placed in F service on July 14, 1975 to begin revenue testing. They
were shared with N through that fall, with regular service starting on both routes November 5. By that time
the R-16s were showing their age as well and no longer
showing up on E or F as a result, but this (as yet) had
no relationship to arrival of the R-46s. At any rate, as
the R-46s were delivered in 1976 they greatly grew in
quantity on F and served to diminish the presence of
other equipment in corresponding fashion. The last R-1
to R-9s had disappeared from F by late summer (final
"official" trip on August 27), as did the R-40M/42s, most
of the R-38s, and a good number of slant R-40s. In fact,
during August, 1976 there were a fair number of R-32s
temporarily shifted to E and F for a "tryout." With a
new schedule in effect on August 30, F was being
dominated by R-46s supplemented by R-44s, plus the
remaining slant R-40s and R-38s.
The R-46s began to experience troubles of their own
as 1977 unfolded, but were arriving in such great quantity that it didn't really impact their use at first. However,
as time went on and the existing equipment at Jamaica
was needed elsewhere, there was some stress placed
upon the R-44s remaining in Queens, which were used
more often, as well as the R-40s. The final R-38s had
departed F as of May 5, 1977, and as R-46 deliveries
continued the other classes gradually followed, with the
rest of the R-44s heading to A that July and the slant
R-40s leaving F between September 13 and November 14, 1977. In exchange, most of the R-32s from
around the system were gathered at Jamaica, where
they had started running on F as of May 31. As 1977
progressed they were used in great number to spell
both the departing classes of SMEE equipment and the
R-46s, so that R-32 and R-46 types were in use on F
at all times, in varying quantity, as the rest of the R-46s
were delivered by late 1978.
As the R-46s were experiencing serious problems
with their original Rockwell-supplied HPT-2 trucks, NYCTA began shifting assignments around the B-Division
on April 26, 1980 to reduce their mileage. R-44s were
thus returned to F, while the R-46s were reduced
mostly to rush hour use as of May 12. Things changed
again on August 9, when most of the R-44s from
Queens went back to A and D and trains of venerable
R-10s deployed on F for the first time in their long his-

F ROLLING STOCK
Like its Eighth Avenue counterpart, E , F used IND
R-1 to R-9s exclusively from inception in December,
1940 until August 23, 1966 when new R-38s were
added. One brief exception to this was the period between October, 1949 and November, 1953 when the
lone prototype train of R-11 cars was sometimes used
in service on F and occasionally E. All of the R-38s
were then concentrated on F between November 25,
1966 and April of 1967, when they returned to E (and
sometimes the GG as well), and that was how F
looked (R-1 to R-9 and R-38) on November 26, 1967
when it was routed via the Culver Line to Coney Island.
By February 1968 the R-38s were providing most service on F, supplemented by R-1 to R-9s mostly in peak
periods. The first "slant" R-40s were then introduced to
passenger service on F on March 23, 1968 and continued to arrive through that summer. This gradually permitted most of the R-38s to be shifted elsewhere and
further reduced the need for R-1 to R-9 equipment to
meet peak schedules. The last of the slant R40s entered F service in early 1969, then starting on
March 6 they were joined (literally) by the first
"Modified" R-40s with which they initially ran in mixed
trains. This early tenure of the R-40M on F was fairly
brief, however as they all but disappeared on April 7,
1969 when they were reassigned to GG and N. Some
R-40Ms returned to F on June 28, mostly mixed in
trains with also-new R-42s, but the line was still dominated by slant R-40s, matched by trains of R-1 to R-9s
in peak periods.
The few remaining R-38s disappeared from F between April and October of 1970, then an occasional
train of R-16s joined Jamaica's mix starting in July,
1971. On April 19, 1972 another new series of cars, the
75-foot long R-44s, began running on F and once
again what R-40Ms there were departed for a brief time,
returning again as of June 25 in their usual supplementary role. Arrival of the new R-44s was unrelenting
across the second half of 1972, and as such the appearance of everything else on F (R-16, R-38, R-40,
R-40M/R-42) was reduced accordingly, though still not
eliminated completely. The R-44s were beset by problems as they began to accumulate miles by early 1973,
and as they staggered additional equipment was
called on for F to relieve them. This included a few
trains of R-38s between February and May of 1973; R40M/R-42s starting in June, 1974; and the rest of the R38s as of November 18, 1974. Finally, by April of 1975
there were R-1 to R-9s appearing on F at most hours

(Continued on page 3)
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24. As of September, 2009 R-46s still dominated F, but
the split was almost even as of early November. It is
projected that the R-46s will eventually be subsumed by
the R-160s in 2010 and reduced to a supplementary
role. The last "assigned" train of rebuilt R-32s was recorded and observed on F of July 2, 2009 and the final
mixed trains of R-40M/42s removed on July 6.

A History of F (and V) Train Service
tory. This basically lasted until mid-October, by which
time the best surviving R-46s were re-concentrated on
F. After that it featured fewer R-10s (though still present), R-32s, R-44s, and R-46s. As of January 29, 1981
the R-46s were providing all service on F, and they
have remained there to the present time, including
their rebuilding period in 1990-1.
As for the R-32s, they began intermittently returning to
F in March of 1981, then were again removed in early
1982. Replacement trucks for all 754 R-46s finally arrived over the fall and winter of 1982-3, and in early
1985 the first graffiti-free trains of R-46s began to appear on F. Effective on June 30 of that year, R-46 Acars 724-1074 were specifically assigned to F (along
with their associated B-cars) and the line became graffiti-free. When N also became graffiti-free as of September 30, the specific assignment of R-46s to each of
the Jamaica lines (E, F, and N) was discontinued
and the equipment again used in an overall pool.
On September 14, 1987 five trains of R-46s were
transferred from Jamaica to Coney Island in exchange
for five trains of R-68s (actually 43 cars), and they entered service on F as an experiment. This lasted for
several months, with the R-46s finally returning to
Queens by the end of 1987 and the R-68s becoming an
occasional visitor to F after February 2, 1988,
then disappearing entirely by the end of that summer.
The first R-46s were shipped to Morrison-Knudsen's
facility at Hornell, New York for General Overhaul by
December, 1989 and returned to service beginning July
18, 1990, with occasional use on F. The rebuilt R46s were removed from F as of November 30, 1990,
with trains of Morrison-Knudsen-rebuilt R-32s being
deployed in exchange. Meanwhile, all 752 remaining R46s went through the GOH program over a two-year
period, and as such the rebuilt cars were back on F by
the end of 1990. They increased in number through late
May of 1991, by which time the last unrebuilt R-46
cars were out of service. The final rebuilt "A-B" R-46
sets (as originally configured) were back in service at
Jamaica, including F, by late October, 1991, while all
1200-series A-A ("JFK") cars were back on hand as of
mid-December. From that time through March of 2009
trains of both GOH R-46s and Morrison-Knudsen-rebuilt
R-32s carried all F service with little variation.
With R-160s entering service at East New York and
Coney Island, the occasional use of mixed R-40M/
Morrison-Knudsen-rebuilt R-42 equipment began as
early as September, 2008. R-160s based at Jamaica
were first used on E starting December 22, 2008 and
the older equipment gradually shifted around. As a result some R-40M/42s were finally allocated to F on
March 14, 2009, with R-160s following them on March

ROUTE OF V
V is a weekday-only, local counterpart to F that
serves the Queens Boulevard Line in Queens and the
Sixth Avenue Line in Manhattan. The line runs entirely
underground, following the former route of F (prior to
December 17, 2001) through the 53rd Street Tunnel between Roosevelt Avenue-Jackson Heights and 47th-50th
Streets-Rockefeller Center.
Section 1: 71st-Continental Avenues-Forest Hills
to Queens Plaza (E, F, R, V)
V originates at the 71st-Continental Avenues-Forest
Hills express station on the ex-IND Queens Boulevard
Line, using underground tail tracks to relay east of the
station. It then travels along the outer local tracks of the
four-track "Queens IND," sharing iron with R to Queens
Plaza. Meanwhile, E and F trains utilize the middle
express tracks from 71st-Continental Avenues-Forest
Hills to Queens Plaza, with F diverging into the 63rd
Street Tunnel immediately west of the 36th Street local
station.
Section 2: 23rd Street-Ely Avenue to Fifth Avenue-53rd
Street (E, V)
From Queens Plaza station, V trains merge into the
two-track 53rd Street Tunnel with E. First stop is 23rd
Street-Ely Avenue, then they proceed beneath the East
River and emerge on the Manhattan side into the deep
station at Lexington Avenue-53rd Street. Tracks separate
coming into the station at Fifth Avenue, with westbound
(southbound) trains using the upper level and eastbound (northbound) trains the lower. At a gradeseparated junction immediately west of Fifth Avenue V
turns south to join the Sixth Avenue Subway while E
continues into the Seventh Avenue station and on to the
Eighth Avenue Subway.
Section 3: 47th-50th Sts.-Rockefeller Center to Second
Avenue (B, D, F, V)
At 47th-50th Streets-Rockefeller Center, V proceeds
into the four-track Sixth Avenue Subway (opened December 15, 1940), and shares the local tracks with F
from 47th-50th Streets-Rockefeller Center to W. 4th
Street (southbound inward, northbound outward at 47th50th Streets, on the outside south of that point), while B
and D trains operate on the express tracks. South of
W. 4th Street, V and F trains negotiate another gradeseparated junction to turn east and join the four-track
Houston Street Line, which brings them into the outer
tracks at the Broadway-Lafayette station. East of Broad(Continued on page 20)
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THIRD AVENUE “EL” NEAR FORDHAM ROAD

E. 194th Street and Webster Avenue, north of Fordham Road, November 6, 1965.
Bernard Linder photograph

Fordham Road station, November 6, 1965.
Bernard Linder photograph

Fordham Road station as seen from street level, November 6, 1965.
Bernard Linder photograph

North of the Fordham Road station, December 2, 1956.
Bernard Linder photograph

Looking north from the Fordham Road station, June 17, 1951.
Bernard Linder collection

Looking south toward the Fordham Road station, June 17, 1951.
Bernard Linder collection
(Continued on page 5)
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Third Avenue “El” Near Fordham Road
(Continued from page 4)

210th Street.
Bernard Linder collection

View south from 180th Street (northbound local approaching), April,
1938.
Bernard Linder collection

161st Street on October 21, 1914, before triple-tracking.
Bernard Linder collection

Westchester Avenue east of Third Avenue, July 22, 1915.
Bernard Linder collection

Looking east on 149th Street at the Bergen Avenue Cutoff.
Bernard Linder collection

Bergen Avenue Cutoff, 145th Street and Willis Avenue, looking
north.
Bernard Linder collection
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and all other service Monday morning. The federal government was closed Monday, so MARC and VRE ran
an ‘S’ schedule. Camden Trains #841, 840, and 851
(same equipment) ran so late (over 2 hours as of 8:51
AM), the first afternoon train, #846, had to be cancelled.
On Tuesday, the government reopened with liberal
leave, so MARC and VRE continued with the ‘S’ schedule. My Camden train was SRO, as was the next. Penn
Line got so bad they called out an extra crew to get an
empty set of equipment out of Baltimore and run empty
to Odenton to do a sweep of stations. Then they announced that Train #530, the 4:24 PM to Perryville,
would operate making all stops.”

Nor’Easter Hits Eastern Seaboard
(Continued from page 1)

schedule. Norristown High Speed Line (ex-Route 100)
was not running. Fortunately, it's a Sunday.”
Member Steve Erlitz reported that Baltimore received
21 inches. (Editor’s Note: Remember that the storm here
began earlier.) “Light Rail and Metro continued to operate
with delays well into Saturday afternoon. Operations
resumed Sunday morning because of the Baltimore
Ravens game. In Washington, D.C., Metro shut all outside lines down at 11 AM Saturday, including the Yellow
Line over the Potomac. That resumed 4 PM Sunday

WEEKEND SERVICE RETURNS TO MONTCLAIR
by Jack May
these trains were extended to Bay Street, Montclair
starting on Sunday, November 8. No additional crews or
equipment are needed for the new service, resulting in
a “win-win” scenario for NJ Transit and riders from the
towns of Bloomfield, Glen Ridge, and Montclair.
Thus weekend Montclair service consists of trains
running approximately every two hours between Bay
Street and Hoboken, with a timed, across-the-platform
connection to and from Midtown Direct Morris & Essex
trains operating between Dover and Penn Station in
midtown Manhattan. Specifically, trains toward New
York run every two hours from 7:05 AM until 9:05 PM,
with a final train at 12:05 AM. Westbound trains leave
Hoboken at 6:08 AM and every two hours thereafter
until 8:08 PM, with additional trains scheduled at 11:08
PM and 1:32 AM. Connecting trains from New York
generally leave at 11 minutes after the hour, with the
last at 1:34 AM. End-to-end travel time from New York
averages 35 minutes, with inbound trips slightly longer.
Railfan Gary Kazin was the only passenger to ride the
inaugural train all the way to Bay Street, although two
other passengers had alit at Bloomfield. The diesel
train, which left Hoboken at 6:08 AM, arrived in
Montclair at 6:47 AM, one minute late, on Track 1 at the
outbound platform. It consisted of GP-40-PH-2 4147
(west end), pulling Metro-North Comet V coaches 6768
and 6761, followed by NJT Comet V cab car 6068.
I was joined by fellow New York Division member Phil
Craig on the first eastbound train (from the outbound
track) and we spent most of the rest of the day riding
and counting passengers, as well as observing the
transfer of passengers between Montclair-Hoboken
trains and M&E-Midtown Direct trains. We were aided
by other members of the New Jersey Association of
Railroad Passengers at various times throughout the
day.
The mayors of Montclair and Glen Ridge, along with a

With the arrival of NJ Transit Train #513 at the Bay
Street station at 6:46 AM on Sunday, November 8,
2009, weekend rail service returned to Montclair, New
Jersey. Since the inauguration of weekend service on
the Pascack Valley line in 2007, this had been the only
NJ Transit line with Monday-to-Friday-only service. The
three-car diesel-hauled push-pull consist was the first
arrival of a weekend passenger train at Bay Street,
which had been constructed in 1981 to replace the
historic six-track “Lackawanna Plaza” terminal in
Montclair’s business district, where Thomas Alva Edison
operated the first electrically-propelled train on the
Delaware, Lackawanna & Western Railroad in 1930.
Sunday service to the old station, which has been
preserved as a shopping mall, last ran on April 23,
1961, and Saturday service ended on October 2, 1966.
In the meantime, the ex-DL&W electric lines were
converted from 3,000-volt d.c. current to 25,000-volt 60cycle a.c. power and connected with the former Erie
Railroad Greenwood Lake Branch to create a through
line from Hoboken to Dover via Newark Broad Street.
Rechristened as the Montclair-Boonton Line, the
electrification was pushed through to a new station at
Montclair State University, where a large parking garage
was constructed. When the project was completed in
2002 electric trains began operating to Penn Station,
New York, using the Kearny Connection between the
ex-DL&W and the ex-Pennsylvania Railroad. But the
new service, branded as Midtown Direct (just like the
New York trains on the Morristown and Gladstone
Lines), operated only on Mondays to Fridays.
As NJ Transit’s fiscal situation worsened in the last
few years, significant cutbacks occurred on the exDL&W lines, mostly in off-peak hours and on weekends.
Since 2008 all Morris & Essex Saturday and Sunday
service to Hoboken has been provided by a shuttle train
from Newark-Broad Street that connects with every
other through Midtown Direct train. After much prodding

(Continued on page 19)

6

NEW YORK DIVISION BULLETIN - FEBRUARY, 2010

NEW YORK CITY SUBWAY CAR UPDATE
by George Chiasson
firms the long-held suspicion that further use of the Siemens propulsion system has been pre-empted from the
balance of the R-160 contract. At the Kawasaki plant in
Yonkers, Option II R-160Bs up to 9892 (with higher
numbers perhaps unseen) were observed around the
facility by the end of November, 2009. Finally, starting
on November 25, R-160A-1s 8313-76 were again gathered in separate consists and were the only R-160s
being used on L, though still not in automatic train
(ATO) mode. Through December 15, R-160A-1s 83778652 were only being used on J/Z and M, but may
reappear on L at any time prior to the start of ATO operation of the 64 modified R-160-1s.
Coney Island-assigned R-160Bs 8713-22 visited 207th
Street this past fall and became a pilot “seatless” train.
This is a phenomenon that is gaining interest elsewhere
and has been tried (with mixed success so far) on the
Chicago Transit Authority system and the MBTA Red
Line in Boston. The idea was to minimize, or even eliminate, seating in specified cars so as to maximize crush
load capacity, nominally confining their use to rush
hours. On the two 5-car sets of R-160Bs involved, Bcars 8714, 8716, 8719, and 8721 are being outfitted
with flip-up seating that will be locked closed during the
rush hours and able to be folded down otherwise. In
early December, 2009 the train was moved to Jamaica,
which suggests it will be initially deployed on E and F.
As of December 15, 2009 deliveries totaled 340 R160A-1s, 515 R-160A-2s, and 605 R-160Bs for a combined quantity of 1,460. Of the overall total as of December 15, 2009, 340 R-160A-1s were in service at
East New York on J/Z, L, and M; 60 R-160A-2s plus
430 R-160Bs at Coney Island on N, Q, and W (for 490
total); and 430 R-160A-2s plus 150 R-160Bs at Jamaica
on E and F for a combined total of 580.
60-Foot SMEE News (R-32’s Play Hop-Scotch; The
End of Jamaica’s Morrison-Knudsen-overhauled R42s)
There has been considerable juggling among the remaining Phase I R-32s at Jamaica and Coney Island
since the last Update, with all three trains continuing in
service through mid-December, 2009. By November 16,
2009 all available R-32 spares at Jamaica had been laid
up, so one pair (mismate 3444/3777) was temporarily
brought back from 207th Street (A, C) to keep the two
10-car consists available for service. By November 20
the four R-32s that had been used on the 38th Street
refuse train (3500/1, 3522/3) were returned to Jamaica
and 3444/3777 sent back to 207th Street. As of November 27, 2009 there were exactly 20 Phase I R-32s still in
use on R and V out of Jamaica, including weekends

Hello, Everybody!
It took almost a full year to accomplish, but the last of
the Morrison-Knudsen-overhauled R-42s was removed
from service at Jamaica in December, 2009, leaving just
50 active out of East New York on J and Z. In turn,
there remain two trains of Phase I R-32s on R and V
just about every day, and at this writing it is unclear if
these will also be retired directly, or drawn into a larger
plan associated with changing over the rolling stock of
C from 8-car trains of R-32s to 8-car sets of R-46s. After being ignored for a time, the lone 10-car R-32 train
at Coney Island was also still hanging in there as
Christmas loomed. The R-160s have continued to arrive
and enter service at a steady pace, and as we all respectively dashed about in “holiday mode” the subway
scene continued to transition before our very eyes.
Subdivision “A” Happenings
An increasing number of single unit R-62As have received the modified WABCO brake valve in the past
several weeks and are now part of the large pool used
as north motors on 7. In fact, it became exceedingly
rare after mid-November, 2009 to find a non-modified R62A in the north motor position and by the end of the
year this transition might have been complete. Through
December 15, 2009 the following additional cars were
observed with the tell-tale orange “square” in their purple identification band: 1902, 1942, 1972, 1992, 2002,
2032, 2062, and 2122. To correct last month’s entry,
2102 is so modified, but not 2012, as this car has four
trippers and is only supposed to be used in a mid-train
position in revenue service. This brings the total number
of single unit R-62As with modified brake valves (e.g.
the North Motor Pool) up to 57 of an anticipated 88
cars. Also, single unit R-62A 2009 was sighted bearing
a set of external speakers like those on 2059, though it
may have been this way for some time already. Longstored R-142A set 7631-7635 was transported in tow
from 207th Street back to Westchester Yard by the end
of November, 2009 and will be repaired on site for a
projected return to 6 service in the first half of 2010.
R-160 Progress
Through November 30, 2009 Option II R-160A-2s
9658-67 had been delivered, while Option II R-160A- 2s
9633-42 entered service on E and F. As of December
15, 2009 Option II R-160A-2s 9668-87 had been delivered, while 9643-62 had entered service at Jamaica. As
of December 15, 2009 the delivery of Option II R-160Bs
9868-77 was complete, with cars 9853-62 entering service by November 25. It was noted that Kawasaki R160B (Option II) set 9873-7 does indeed bear Alstom
Onix propulsion, which keeps it standard among the
cars being assigned to service at Jamaica. This con-

(Continued on page 8)
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3428/9, 3500/1 withdrawn from Jamaica (R, V); R-42
(Morrison-Knudsen-overhauled) 4562/3, 4576/7,
4592/3, 4594/5, 4596/7, 4602/3, 4608/9, 4650/1,
4666/7, 4688/9, 4692/3, 4710/1, 4720/1, 4752/3, 4762/3
withdrawn from Jamaica (R, V)
December, 2009: R-42 (Morrison-Knudsenoverhauled) 4550/1, 4616/7, 4630/1, 4638/9, 4656/7,
4660/1, 4674/5, 4704/5, 4738/9, 4784/5 withdrawn from
Jamaica (R, V). ALL MORRISON-KNUDSENOVERHAULED R-42s REMOVED FROM JAMAICA.
The 75-Footers of MTA New York City Transit (R-44,
R-46, R-68, R-68A)
As additional R-160s arrive at Jamaica from midDecember forward, R-46s will be freed up for transfer to
enable the next round of retirements to commence, focusing on the Phase I R-32s. It is not yet clear if these
cars will be moved directly to 207th Street or perhaps to
Pitkin, from which the “JFK” cars (A-A pairs 6208-6258)
could be relocated.
The R-44s of MTA Staten Island Railway
Arriving at Coney Island Overhaul Shop between November 14 and December 15, 2009 were SIR “A” cars
414, 426, and 438, along with “B” car 425. “A” cars 428
and 466, along with “B” car 421, remained in process at
Coney Island, and returning to the Staten Island Railway upon completion were “A” cars 400 and 410, along
with “B” car 407. This raised the overall number of completed cars to 42. The stripped shell of retired R-44 “SI”
A-car 402, which had been in the December 26, 2008
derailment at Tottenville, was relocated to 207th Street
Shops as of December 12 and will likely be reefed.
Miscellaneous Notes and Reefing Renewed
The empty Weeks barge was back at 207th Street from
the Del-Jersey-Land Reef by November 20, 2009, with
its reload commencing after Thanksgiving Weekend.
Barge #27 departed on December 5, ostensibly bound
for the coast off Savannah, Georgia but was diverted to
Delaware due to stormy waters. Contained aboard were
R-38s 3950, 3951, 4044, 4045, 4140, 4141, 4142,
4143, 4144, 4145, 4146, and 4147 (12), and MorrisonKnudsen-overhauled R-42s 4554, 4555, 4566, 4567,
4578, 4579, 4600, 4601, 4612, 4613, 4632, 4633, 4654,
4655, 4668, 4669, 4708, 4709, 4728, 4729, 4744, 4745,
4754, 4755, 4764, 4765, 4776, 4777, 4780, 4781, 4782,
and 4783 (32), for a total of 44. This disposition left just
one pair of surviving R-38s on NYCT property (4028/9),
which are to be preserved.
Conclusion
Not much left to say at this stage but a belated Merry
Christmas and Happy New Year to all! Some time in
2010 this stage of history in the ongoing development of
New York’s subway system will likely conclude, but an
even more interesting future may be (by then) at hand.
Let us see what the New Year holds in store!

New York City Subway Car Update
(Continued from page 7)

on R, where one was sighted at the reopened Cortlandt Street station (northbound side only) on Saturday,
November 28, 2009. This continued to be the case
through December 15, 2009 when one train was still
running on both R and V or both were on V. There
are a couple of scenarios making the rounds as to the
ultimate retirement of Phase I R-32s, but as this is written the details are as yet unknown. As for the 10-car
Phase I R-32 train stationed at Coney Island
(3445/3468, 3520/3891, 3610/1, 3726/7, 3820/1), it was
first restored to operation on B on November 19, 2009
but promptly removed again the following day. On November 24, 2009 it was seen running on Q for the first
time since its arrival in September, 2009 (albeit for one
round trip) and since then has tended to run on either
line each week between Tuesday and Thursday.
As new R-160 trains entered service at Jamaica each
week through the second half of November and first half
of December, 2009, one corresponding consist of Morrison-Knudsen-overhauled-R-42s was immediately retired and sent to 207th Street Shops for reefing preparation. The Morrison-Knudsen-overhauled R-42s were
removed from R after service on November 23, 2009
and appeared in steadily decreasing frequency on V
afterward, with just two trains remaining by the end of
the month. When the next set was retired on December
3, 2009, two cars (4784/5) were cut out of the consist
and left at Jamaica as a spare to support the lone surviving train, which continued to serve V through the
following week. It finally made its last round trips on the
V on Wednesday, December 9, 2009, then as R-160s
9653-62 began their career on E the following day
(December 10), the very last train of Jamaica-assigned
Morrison-Knudsen-overhauled R-42s (N-4551/04704/5-4738/9-4674/5-4617/6-S) made a farewell trip of
sorts on R, starting from 71st-Continental Avenues as
the 16:51 interval and returning on the 18:26 from 95th
Street. The train was laid up at Jamaica until Friday
evening, when it along with (unused) spares 4784/5
were run light to 207th Street and await their turn
through the reefing program.
Overall by December 15, 2009, there remained 240
Phase I R-32s and 50 Morrison-Knudsen-overhauled R42s active for a total of 290.
60-Foot SMEE Retirements and Restorations
The following were taken out of service, restored to
operation, or reassigned to work service through December 15, 2009:
November 2009: R-32 Phase I 3500/1 and 3522/3 restored to service at Jamaica (R, V); R-32 Phase I
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Commuter and Transit Notes

No. 255
by Randy Glucksman

ously. Thirteen affected employees will be assigned to
unfilled positions on the railroad. Passengers can purchase tickets from TVMs at these stations or via MetroNorth’s website.
MTA METRO-NORTH RAILROAD (W EST)
Sub-freezing temperatures that began after New
Year’s Day caused ice to form in the Hudson River. This
ultimately led to a suspension of the Haverstraw/
Ossining and Newburgh/Beacon ferries on January 5,
so passengers had to ride shuttle buses to reach Tarrytown and Beacon. My wife and I visited Bear Mountain
on January 1 with some friends. We walked over the
Bear Mountain Bridge and there was no ice in the Hudson River.
The Journal News reported that a century ago, explosives were used to blow up ice jams, but now it is the
responsibility of the U.S. Coast Guard, which uses a
fleet of five ice cutters (two 140-footers and three 65footers) that patrol the river between New York City and
Albany. This is necessary to keep the flow of goods and
materials for the more than 300 vessels that use the
river. There was no news about this either on radio or
the Internet, so I called the operator, NY Waterway, and
was informed that ferries had returned on January 11.
A new Port Jervis/Pascack Valley Line timetable was
issued in conjunction with NJ Transit’s schedule
changes. (Please see below.) On Presidents Day, February 15, extra trains #94 (6:21 AM Port Jervis/
Hoboken) and #93 (5:20 PM Hoboken/Port Jervis) will
operate. Both run express between Suffern and Secaucus Junction.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
The service cuts that were proposed under MTA’s
“Doomsday Budget” on December 16, 2009, should not
affect Connecticut riders, according to Jim Cameron,
head of the Connecticut Commuter Rail Council. He told
WCBS-880, “...if they have money problems that are of
their own creation then we didn't have any input on. Remember, we don't have a seat on the MTA Board. We
shouldn't be asked to suffer because they don't have
their financial act together.” Connecticut Governor Jodi
Rell points out any cuts to Connecticut rail service proposed by MTA must be approved by CDOT before they
could take effect.
On December 24, 2009, the first pair of M-8s arrived
in New Haven via the Port of Baltimore. They had departed from Kobe, Japan at the end of October. These
cars and others that will be delivered to make up one
train face several months of testing before they enter
service.
Finally after years of studies concluded that double-

METROPOLITAN TRANSPORTATION AUTHORITY
The subway and bus route elimination proposals,
roughly the same ones that were proposed last year,
were publicized in New York City newspapers. In the
suburbs, The Journal News reported that east-ofHudson riders would face more crowded trains, with
several (unspecified) trains eliminated or combined.
West-of-Hudson, two weekday and four weekend Pascack Valley Line trains would be eliminated due to “low
ridership.” The weekday trains are #1601 (4:56 AM
Spring Valley/Hoboken) and #1639 (6:55 PM Hoboken/
Spring Valley). Interestingly, the weekend trains that
would disappear are the same four that, just last summer, Metro-North decided to pay NJ Transit $265,000 to
keep operating (August, 2009 Bulletin). They are:
#2106 (9:27 AM Spring Valley/Hoboken), #2110 (11:37
AM Spring Valley/Hoboken), #2117 (3:14 PM Hoboken/
Spring Valley), and #2125 (7:22 PM Hoboken/Spring
Valley). None of this would take place until after public
hearings are held, and probably not before July 1.
For the Long Island Rail Road, member Larry Kiss
reported that weekend service on the West Hempstead
Branch would be eliminated and weekend headways on
the Port Washington Branch would increase from 30 to
60 minutes. The balance of service reductions would be
various combinations and eliminations of rush hour
trains.
A revised edition of MTA’s plan was issued on January
22. We will provide details in next month’s issue.
One of the first things that MTA Chairman Jay Walder
did upon taking office last September was to order a
revamping of the agency’s website. This was accomplished on January 13, when the new site was unveiled.
It is similar to those recently unveiled by NJ Transit and
SEPTA in that the transit lines appear on the home page
with color-coding – red for delays and green for normal
service. Prominent on the home page is a feature
known as “Plan & Ride,” which allows users to get directions using various modes.
MTA METRO-NORTH RAILROAD (EAST)
On December 30, 2009, Metro-North announced that
effective January 13, the ticket offices at Ossining,
Fleetwood, Hartsdale, Chappaqua, Larchmont, and Harrison, New York, and Darien, Connecticut would be
closed. Besides Grand Central Terminal, ticket agents
remain at 24 stations. According to Metro-North spokeswoman Marge Anders, the closings will save $1.1 million this year and ticket sales at these seven stations
amounted to 12-17% of tickets sold by agents in November, 2009. Hartsdale was the exception with 24%.
The buildings in which the tickets were sold will retain
the same opening and closing hours as they had previ-

(Continued on page 10)
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tracking the 62-mile line between New Haven and
Springfield, Massachusetts was a viable project, on
January 8 the State Bond Commission voted to approve
$62 million for this project. These funds will be used for
design, environmental reviews, and construction. There
will be stops in Hartford and up to 12 other towns, as
well as connections to buses and Bradley International
Airport. Of the twelve, there would be four or five new
stations added to the existing eight that are presently
served by Amtrak. During peak hours, trains would operate every 30 minutes. The Governor’s office reported
that the state has already has applied for $50.4 million
in federal stimulus money for the New HavenSpringfield Line, as well as for the New Haven Line and
Waterbury branch, freight lines, and parking at the
Branford station.
MTA LONG ISLAND RAIL ROAD
A ceremony was held on January 5 to open the new
Atlantic Terminal Pavilion. Located at the junction of
Atlantic and Flatbush Avenues in Brooklyn, this is a
three-story limestone, granite, and glass structure featuring an atrium that allows natural light to reach the
below-ground LIRR concourse and subway station. Also
included in the $108 million project are a new ticket office, public rest rooms, grand stairs, and customer waiting area, among other new customer amenities, along
with police and employee facilities. On a daily basis, the
25,500 LIRR passengers and 31,650 subway riders
have connections with B, D, M, N, Q, R, 2, 3, 4,
and 5 trains plus five bus routes.
NJ TRANSIT
After the November 8, 2009 timetables were issued,
the following service adjustments were made to accommodate track maintenance and switch installation near
Madison Station:
● Train #623 (previously the 11:20 AM Hoboken/
Dover) operates 10 minutes earlier
● Train #854 (previously the 12:02 PM Mount Olive/
Hoboken) operates 15 minutes later
● Train #648 (previously the 2:29 PM Dover/
Hoboken) operates 15 minutes later
There is also one post-midnight change to Train
#6605 (previously the 1:58 AM New York/Dover), which
now departs three minutes later at 2:01 AM and from
Secaucus Junction and all following stops 5 minutes
later. This was done to improve connections at Secaucus Junction for passengers traveling from Hoboken.
On December 21, 2009, just over two months after
weekend service came to the Montclair-Boonton Line,
NJ Transit announced the closing of the Great Notch
station (MP 16.5) effective January 16. On September
3, 2008, a hearing was held on the subject of closing
this station and on April 19, 2009, service to the station

was increased by four trains each weekday. This was
done with the hope that ridership would increase to at
least 75 for the first six months and to 100 after one
year. (For details, please see the October, 2008 and
May, 2009 Bulletins.) Displaced passengers were directed to use Montclair State University (MP 15.7) or
Little Falls (MP 18.7).
All timetables were re-issued effective January 17,
and a number of trains have been eliminated. On some
lines there were changes to train station times. In the
November 8, 2009 schedule change, nine weekday
trains were added. Below are the significant changes:
ATLANTIC CITY: Trains #4610 (5:49 AM to Philadelphia)
and #4615 (7:54 AM to Atlantic City) have been eliminated. Passengers are directed to use the Route 554
bus for all station stops to Lindenwold where a change
to PATCO must be made. Rail tickets are honored on
the bus.
BERGEN/MAIN: Train #1256 (8:06 AM Warwick/
Hoboken) has been eliminated and Train #1158 (8:01
AM Suffern/Hoboken) makes all stops to Hoboken. Formerly, Train #1158 ran via express from Radburn to Secaucus Junction. Train #1156 (7:45 AM Suffern/
Hoboken) has added Plauderville as a stop.
MONTCLAIR-BOONTON: In addition to the closing of
Great Notch, two trains, #1050 (4:46 AM Mt. Olive/
Hoboken) and #1015 (7:51 PM Hoboken/Lake Hopatcong) no longer operate. Options are:
● Hoboken-bound Train #1000, which departs Lake
Hopatcong at 5:36 AM
● Train #870, which operates via the Morristown
Line and departs from Mt. Olive at 6:19 AM
● Trains #1085 or #1087, which depart from Hoboken at 6:51 and 8:56 PM respectively, or a Midtown Direct train connection at Newark Broad
Street for stations up to Montclair State University
MORRIS & ESSEX: In order to accommodate Portal
Bridge repairs, the last train from New York, #6603, departs at 1:34 AM, which is the same time every night,
except for Friday/Saturday night. On that night, passengers must use Train #3805 (1:41 AM New York Penn/
Trenton), which stops at Secaucus Junction at 1:50 AM
for connection with Train #905, which continues to Dover. According to the timetable, this train originates
here. On weeknights, the last train from Hoboken, Train
#405, departs at 12:32 AM. On weekends, the first train
in each direction (#906 and #911) now operates between Dover and Hoboken, rather than to New York
Penn. The first Midtown Direct trains operate one hour
later and are #6906 (5:12 AM Dover/New York Penn)
and #6913 (7:11 AM New York Penn/Dover). The midday track work between Summit and Morristown continues, necessitating a change of trains in Summit for
some passengers.
NORTHEAST CORRIDOR: With the elimination of Train
#3456 (9:08 AM Rahway/New York Penn), there are
(Continued on page 11)
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only two trains in this hour serving the stations east of
Rahway.
NORTH JERSEY COAST: Train #3230, which departs
from Long Branch (after a Bay Head shuttle connection), now operates via express between Woodbridge
and Newark Airport.
RARITAN VALLEY: Weekday evening westbound service
has been reduced and other trains in both directions
during this timeframe have been renumbered, with minor changes in operating times.
● Train #5907 (6:30 PM Newark/Plainfield) extended to Raritan
● Train #5747 (7:15 PM Newark/High Bridge and
Train #5447 (7:22 PM Newark/Raritan) have been
combined, with the new train, #5749, now departing Newark at 7:22 PM, making all stops to High
Bridge. Train #5447 has only operated since October 26, 2008
● Train #5453 (9:33 PM Newark/Raritan) no longer
operates. After 7:22 PM, trains depart Newark at
8:12 PM to Raritan and 9:08 PM to High Bridge,
before resuming the previous schedule with Train
#5455 (now 10:08 PM from Newark)
Eastbound service was likewise reduced with the following service adjustments:
● Train #5904, 7:28 PM from Plainfield, eliminated
● Train #5450, 7:43 PM departure from Raritan,
eliminated
● Train #5452, 8:32 PM from Raritan, now departs
Raritan at 8:04 PM
Weekend/Holiday service operates on Presidents Day,
February 15, and the following lines are operating additional trains: Atlantic City, Montclair-Boonton, Morris &
Essex, Northeast Corridor, North Jersey Coast, and
Raritan Valley.
At 8:57 AM, December 23, 2009, NJ Transit sent out
email alerts that due to low voltage into New York Penn,
train service was indefinitely delayed. The Customer
Notice reported that NJ Transit was notified by Amtrak
at 8:45 AM. Passengers were advised to remain on
trains into Hoboken and change for PATH, which was
cross-honoring NJ Transit rail tickets at Hoboken, Newark, and 33rd Street as well as on buses destined for the
Port Authority Bus Terminal. All service was suspended
into New York Penn and Midtown Direct trains were rerouted to Hoboken. Five NJ Transit trains were stuck,
four in the North River Tunnels and one outside the tunnel that was rescued by a locomotive which had been
assigned for just this purpose following the major power
outage which took place on May 25, 2006 (July, 2006
Bulletin). Those trains were reported to have been
moved, one at a time, within an hour without loss of
light or heat. At 10:19 AM, Northeast Corridor service
and North Jersey Coast Line services were operating
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hourly from Newark Penn Station to Trenton, and to
Long Branch. Amtrak service between Boston, New
York, and points south was also disrupted. Service was
restored shortly after 12 noon, although with delays.
The low voltage was attributed to an unspecified problem in North Bergen. LIRR service was unaffected.
On December 27, 2009, with the football season
drawing to a close, my son Marc and I decided to ride to
the Meadowlands via the Sport Line. This was the last
scheduled game for the New York Giants at the present
Giants Stadium, as the new stadium will open next year.
This also turned out to end any chance for post-season
play as they were defeated by the Carolina Panthers by
a score of 41-9. From Secaucus Junction we rode in
train of Comet IVs (5248-5569-5541-5550-5253-5026)
that was “wrapped” to advertise Verizon products and
was powered by GP-40-FH-2 4138. Unlike my ride last
summer aboard a very early afternoon train, this one
was jammed with gamegoers. This is not NJ Transit’s
first venture with “wrapped” cars, as Comet IIs 5312
and 5321 were done to promote Secaucus Junction’s
connections to various venues in 2003.
It is not the title of the song that was sung by Peter,
Paul, and Mary, but “Where have all the Comet IIIs
gone?” In my travels I had not seen any cars of this
group for a while. Then, on December 29, 2009, when
Larry Kiss and Barry Zuckerman had planned a trip on
the North Jersey Coast Line, I joined them. Barry and I
rode the Pascack Valley Line to Secaucus Junction,
where we met Larry, who rode from Speonk on LIRR
and boarded Train #3231 at New York Penn. This train
terminates at Long Branch, where we transferred to a
shuttle train for the stations between Elberon and Bay
Head. This six-car train had four Comet IIIs sandwiched
between a pair of Comet IV and Comet V cab cars. Another train also had an equivalent number of these cars
and two tracks in Bay Head Yard appeared loaded with
them. In spite of the temperatures in the 20s and an
even lower wind chill, we had an enjoyable time. Steve
Lofthouse joined us for lunch at a nice restaurant in
Point Pleasant Beach. After lunch we had planned to
walk the one mile to Bay Head, but instead, Steve drove
us. We rode Train #2312 to Hoboken, which makes limited stops north of Long Branch, but still the running
time is 2 hours 7 minutes.
A ribbon-cutting ceremony was held on December 29,
2009 for a new 477-space parking lot that more than
doubles parking capacity at the Edison station
(Northeast Corridor Line). It opened on January 1. This
also marked the first of NJ Transit’s American Recovery
and Reinvestment Act (stimulus) projects to reach completion, and was finished within budget and ahead of
schedule. Construction began last April.
When we stopped at the South Amboy station en
route to Bay Head, it appeared that the new center island platform was completed, and less than a week
(Continued on page 12)
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later (January 5), NJ Transit and elected officials joined
together in a ceremony to mark the end of the construction. The platform features a canopy, climate-controlled
waiting shelters, a ticket office, restrooms, an elevator,
and stairs. Other improvements include closed-circuit
security cameras and communication systems including
variable message signs and a public address system.
The platform connects to a surface parking lot via a pedestrian overpass, which opened in 2005, and links the
station to downtown South Amboy. There are approximately 1,200 daily passengers.
On January 6, the Board of Directors awarded a
$271.7 million contract to PTP Constructors of Secaucus, a joint venture of Schiavone Construction, J.F.
Shea Construction, and Skanska USA Civil Northeast,
for the design and construction of a mile-long tunnel
between North Bergen and Hoboken below the Palisades. This is for the second of three tunnel segments.
The first was awarded on December 9, 2009
(December, 2009 Bulletin).
Governor-elect Chris Christie announced on January
11 that he had nominated James Simpson to become
Transportation Commissioner and Jim Weinstein as NJ
Transit’s Executive Director. Both are transit veterans.
They replace Stephen Dilts and Richard A. Sarles, who
resigned. Mr. Simpson served MTA in several capacities
from 1995 to 2006. Mr. Weinstein headed the New Jersey Department of Transportation from 1998 to 2002,
and also served as the DOT Chief of Staff. Thanks to
member Jack May for this report.
Member Bob Kingman reported that he saw multilevel car 7000 at Kenwood Yard, on January 5, on its
way back from Plattsburgh. “Apparently, I missed the
last two cars (7676 and 7677) because I found a picture
of 7676 on the Internet, dated December 26, 2009, that
was taken in New Jersey. Unless 7677 is badly delayed,
the order should be complete now.”
In last month’s Bulletin, I wrote that ACES service
had been reduced from 18 to 11 trips due to declining
ridership. It turns out that the trains, which operated at
about 80% capacity during the summer, have since
tailed off, and the service lost $6 million. On December
17, 2009, the Casino Reinvestment Development Authority reported that it had authorized a one-time contribution of $2 million to keep the service operating, and
that it would continue for two more years.
PORT AUTHORITY TRANS-HUDSON CORPORATION
Beginning at 2:41 AM January 5, PATH reported 30minute delays in its Newark/World Trade Center service
due to problems with the Dock Bridge. This bridge,
which was built in 1935, is east of Newark Penn Station
and used by all trains. Service was suspended entirely
between Newark and Journal Square. Shortly after 5:30
AM, PATH riders were advised that NJ Transit would
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honor their rail tickets, and a shuttle bus service was
instituted between Market Street, Newark and Journal
Square. At 7:46 AM, service was resumed, with 10minute delays reported.
AMTRAK
A Heritage dining car was refurbished and returned to
service on Trains #48/49, The Lake Shore Limited, as
of December 14, 2009. Due to a shortage of available
dining cars to operate the service, modified Café Cars
have operated on this train since September, 2007.
Joseph Boardman will continue to serve as Amtrak’s
President, as the Board of Directors extended his interim contract for an indefinite period while postponing
any decision to hire a “permanent” President. Boardman was appointed interim President in November,
2008, following the resignation of Alex Kummant.
Thanks to Railway Age for this news.
New timetables were issued effective January 18 for
Boston-New Haven, Springfield-New Haven, New YorkWashington, and New York-Philadelphia. In its notification, Amtrak advised passengers that certain trains will
depart earlier from stations.
METROPOLITAN AREA
New York Water Taxi, which operated a ferry between
Yonkers and the World Financial Center, ended its
twice-daily, 50-minute runs on December 31, 2009. This
service began on May 1, 2007 and was extended to
Haverstraw on September 4, 2007, but that only lasted
until May 1, 2009. This firm still operates numerous
other routes in New York City. The Lower Manhattan
Development Authority helped fund this operation with
grants totaling $2.3 million for two years as part of an
effort to draw people back to the area. It was the failure
to increase ridership, which had been slightly over
2,000 per month in 2008 and was only matched in four
months in 2009, that spelled the end of this service.
Tickets sold for $10 (single-ride), $90 (10 trips), and
$320 (40 trips). By comparison, Metro-North charges
$8.50 (peak hour one-way) and $186 (monthly). Add to
that the cost of a subway ride
INDUSTRY
The American Public Transportation Association
(APTA) reported that Public Transit ridership was down
3.8% for first nine months of 2009. This was attributed
to high unemployment, significant decreases in gasoline
prices, and less state and local revenue available for
public transportation operations. This figure was compared to the record levels in the same period that were
set last year. Trips on all of the major modes of public
transportation (bus, light rail, heavy rail, and commuter
rail) were down; paratransit (demand response) and
trolleybus were the only two modes that saw increases
in ridership. According to APTA, nearly 60% of riders
take public transportation to work and when employment goes down, so does ridership.
Bloomberg News reported on January 7 that passen(Continued on page 13)
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ger trains must be manufactured to better withstand
collisions under a federal rule to take effect next month.
That follows fatal accidents in New Jersey, Indiana, and
Maryland. Manufacturers must meet the new standards
for trains sold to Amtrak and American commuter railroads. The rule requires stronger front-end frames on
new passenger railcars and some locomotives to help
prevent their collapsing or telescoping on impact.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
Concrete ties that were installed in the mid-1990s on
the Old Colony Lines have become deteriorated. The
result is that a 50 mph speed limit has been imposed on
the Middleboro/Lakeville and Plymouth/Kingston Lines.
After track inspections detected deterioration of tie integrity beginning in late 2007, rail crews inserted extra
wooden ties to maintain full track alignment, allowing
normal travel speeds. New timetables went into effect
on January 11, and morning rush hour trains originating
from Middleboro and Kingston depart five to ten minutes
earlier than the previous schedule to preserve existing
arrival times at South Station. Several midday trains
have been combined. Concrete tie replacement will
continue in the spring of 2010 and continue throughout
the year.
Using the Wi-Fi aboard MBTA Train #815, member
Todd Glickman, riding the 5 PM train from South Station
to Providence, emailed that this train is usually 7 bilevels and packed. “Today (December 21, 2009), it is 3
bi-levels and 2 flats (single-levels!) What's that, about
500 seats short? We had to leave people behind at
Ruggles. The usually good suspension on the cars can't
take the weight: I'm on a new 900-series coach and it's
bottoming out frequently. I also hear there is a three-car
set of singles in use on the north side. Even 4-car sets
aren't supposed to go out.”
MBTA provided extra services throughout the First
Night Festivities on New Year’s Eve and offered free
rides after 8 PM.
Beginning January 7, Greenbush, Kingston/Plymouth,
and Middleborough/Lakeville commuters began seeing
a countdown clock on the platforms that tells them exactly when their trains will arrive. All 13 lines are expected to have the technology by the middle of this
month. In addition, the “T” plans to launch a lowfrequency AM radio broadcast at some stations that will
let commuters hear when the trains are arriving without
getting out of their cars, allowing them to stay warm and
dry during bad weather. First to receive this is the
Anderson Regional Transportation Center in Woburn.
A deal for the United States Postal Service to vacate
the property it occupies near South Station so that a
private redeveloper who would construct a mixed use
complex on the 16-acre site has fallen through. USPS
13

had planned to relocate its mail sorting facility to South
Boston. Had the deal taken place, MBTA would have
been able to continue with its planned expansion of
commuter service to Framingham-Worcester and New
Bedford-Fall River. An MBTA spokesman said that
South Station's current train platforms are too crowded,
and the agency needs more tracks to increase service
to these areas.
By a vote of 3-0 on January 6, MBTA’s Board approved extending the contract valued at $559.7 million
with the Massachusetts Bay Commuter Railroad Company (MBCR) to operate the commuter service until
July, 2013. The Boston Globe reported that this was
done without any prior notice to the public, which at
times has complained bitterly about the rail service. Ontime performance, though it still has not met MBTA’s
95% goal, was just under 90% for 2009, meaning about
one in 10 trains was at least five minutes late. During
some months in 2007, more than one in four trains was
late. State officials said they brought the contract to the
board for approval without putting it on the public agenda, and the January monthly meeting was about
to end, because they were negotiating until the final
hours. MBCR succeeded Amtrak in July, 2003, and on
December 10, 2007, the “T” exercised the first option,
which extended their contract until June 30, 2011. In
2012, work will begin on a new contract, which will be
put out for bid to operate the service after July, 2013.
Todd wrote that his fellow commuters “acknowledge
that the air-conditioning problems of a few years ago
were addressed, and summer 2009 was significantly
better. But commuters still suffer from late and canceled
trains, mostly due to power issues. MBTA’s engines are
old, and there aren't enough spares. From the commuters' standpoint, they don't care if it’s MBTA’s fault for not
having enough new equipment (including spares), or if
it's MBCR’s fault for not maintaining the current fleet
well enough. They just want to get to work and back
home on time, every day."
The Massachusetts Department of Transportation and
MBTA announced that by the end of the summer
the very popular Wi-Fi service will be expanded to every
train on every line. This will make MBTA the only commuter rail operator in the country to offer Wi-Fi service
on every one of its trains. There are 410 coaches in the
fleet. Thanks to Todd for these reports.
WARWICK, RHODE ISLAND
The Rhode Island Department of Transportation is
moving forward with plans to extend rail service to T.F.
Green Airport in Warwick, then south to North Kingstown. $3.2 million was spent for the land needed for a
train station and parking garage at Wickford Junction
in North Kingstown. 80% of the money came from federal funds. The Boston/Providence Line could be extended to T.F. Green Airport by the end of this year, with
North Kingstown service beginning next year. Rhode
(Continued on page 14)
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Island obtained more than 350,000 square feet of land
for the project. The estimated construction cost is $30
million. Thanks to Todd Glickman for this news.
LINDENWOLD, NEW JERSEY
PATCO’s Board voted on December 28, 2009, to postpone a 10% fare hike that was scheduled to take effect
this September. Instead, fares will rise next January.
PHILADELPHIA, PENNSYLVANIA
Member Bob Wright reported that the number of Kawasaki trolleys in the City Division that have been
equipped with electronic signs continues to grow. I have
not heard of any suburban cars or PCCs being converted although this is supposed to happen as part of
this program. Speaking of the suburban side, Route 102
work west of Drexel Hill was completed on schedule
and service with trolleys was resumed on December 14,
2009. Work moved to Route 101 west of Woodland
Avenue/Springfield, where bus shuttles will replace the
rail service until March.
Member Allan Breen visited Philadelphia and found a
timetable folder for Route 101/Media dated December
14, 2009, showing the shuttle bus service. Allan also
sent a card that provided the details of how the service
would be operating through March 14. Riders were also
alerted that two future phases of the work would take
place from March-June, 2010, and then from JuneAugust, 2010.
SEPTA is now selling its unlimited ride "Independence
Pass" onboard Regional Rail trains. Passengers must
tell the Conductor that they want an Individual or Family
Independence Pass. This cash fare receipt will serve as
the Independence Pass for any Regional Rail train. To
use it on buses, subways, or streetcars, the cash fare
receipt must be taken to a SEPTA Ticket or Sales Office
and be exchanged for an Independence Pass. It is not
accepted to or from West Trenton or Trenton, or on Regional Rail trains arriving in Center City weekdays before 9:30 AM.
New Regional Rail schedules went into effect on
January 17. No significant changes are shown, except
West Trenton midday weekday service has been realigned and some weekday West Trenton trains now
operate through to the Airport. The covers of Regional
Rail schedules continue to show their respective "R-"
number. Thanks to member Lee Winson for these reports.
Bob Wright commented on the January column: “You
mentioned that Market-Frankford cars 1071-2 have
been wrapped. These are not the first — a couple of
summers ago 1097 (but not its mate 1098) was
wrapped in a Nestea ad, and not long after a married
pair (not sure but it might have been 1099-1100) got a
wrap for recycling in Philadelphia. The SEPTA green
pair and another for the Clear internet service, also
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green, are on the line these days as well. Don't know
the numbers.”
Bob also got a chance to ride the Comet consist in
late December, 2009 for two stops (30th Street to Market
East). The old NJT numbers are 'reappearing' as grime
is sticking to where the numbers were, so 291's former
identity as 5726 is easy to see. He also reported that
the cold is apparently taking some toll on Regional Rail
with many late and short trains these days. A Conductor
told him that the downgraded maintenance of the soonto-go Silverliner II and Silverliner III cars is figuring
greatly in this. Also, very few mixed consists are seen
these days – Silverliner IIs, Silverliner IIIs, and Silverliner IVs are sticking together, unlike the days not too
long ago when anything was coupled together.
“One final note, with the January 17 timetables, the
R3/Media/Elwyn and R7/Trenton will go back to the
same style as the other lines.”
From The Delaware Valley Rail Passenger, which is
published by the Delaware Valley Association of Rail
Passengers: SEPTA formally approved its contract with
Transport Workers Union Local 234, which ratified the
agreement on November 20, 2009. This contract is for a
five-year period. Work is well underway on the extension of the R3/Media Line from Elwyn to Wawa. SEPTA
has had to acquire some slices of property adjacent to
the right-of-way in Glen Riddle to construct retaining
walls to stabilize the slope. This trackbed repair project
is being paid for using federal stimulus funds. The
Silverliner II car that burned near Overbrook on November 3, 2009 (December, 2009 Bulletin), was 257, not
267 as we reported. For those who are interested, other
cars that were lost previously were 210 in the 1970s,
265 in a 1979 collision near Angora, and Silverliner IV
9020, which was destroyed in the 1980 North Wales
collision.
WASHINGTON, D.C. AREA
As was reported in last month’s Bulletin, over the
second weekend of December, three Czech-built streetcars for the Anacostia Line and the Benning Road/H
Street Corridor arrived in the Port of Baltimore. After
clearing customs the cars were trucked to the Greenbelt
Rail Yard. Since Skoda-Inekon completed them in 2005,
WTOP.com reported that they had been operating
around the streets of Plzen, just to keep then in a ready
condition. Look for a 2012 opening. Thanks to members
Frank Pfuhler and Phil Hom for this news.
In the aftermath of the Nor’easter that took place on
December 19-20, 2009, Virginia Railway Express operated an “S” or reduced schedule on December 21 and
22. The regular schedule was resumed on December
23.
NORFOLK, VIRGINIA
Go figure. Right after I submitted the January column,
due to an earlier than normal publication date, Hampton
Roads Transit reported that because the construction is
(Continued on page 15)
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running about 41% above budget, the opening date for
the Tide will not take place this October, but rather in
the first quarter of 2011. HRT President Michael Townes
said that the latest cost estimate is $326 million to $328
million, and is higher due to the complexities of building
in old, downtown streets as well as project enhancements that have driven up the cost. The project, which
is just over 50% complete, needs another $38 to $40
million to finish the 7.4-mile line.
TAMPA, FLORIDA
Construction of the one-third-mile TECO extension to
Whiting Street is underway. Member Dennis Zaccardi
sent an article from The Tampa Tribune reporting that
construction-related activities removed one lane of traffic on Brorein Street between Florida Avenue and
Franklin Street. TECO’s website reported that streetcars
will reach the heart of downtown Tampa this year.
CLEVELAND, OHIO
Phil Hom sent a report that former Cleveland streetcar
1218, which once traveled along Euclid Avenue to the
turnaround at E. 107th Street — giving University Circle
its name — will be overhauled and placed on display.
1218’s new home will be at the turnaround in front of
the Cleveland Children's Museum. Built in 1924 by the
Kuhlman Car Company in Collinwood, Ohio, this is the
sole remaining car from the now defunct Lake Shore
Electric Railway, Incorporated collection. A roster showing the disposition of the other cars was published in
the December, 2009 Bulletin.
ALBUQUERQUE, NEW MEXICO
New Mexico Rail Runner is testing a Wi-Fi system
between Sandoval County/U.S. 550 and Belen. The
twenty-five riders who were chosen to help test the system, were selected based on the frequency they ride
the train, the stations they use, and the Wi-Fi devices
they have. Upon completion of the test, the entire corridor will be enabled for Wi-Fi from Belen to Santa Fe.
SAN FRANCISCO, CALIFORNIA
San Francisco Muni notified Market Street Railway
that it had approved color schemes for four doubleended PCCs (aka “Torpedoes”) now under contract to
be rehabilitated. 1006 and 1008 will appear in Muni's
1950's "wings" livery, while 1009 will represent a Dallas
Railway & Terminal Railway Company livery and 1011
will be in the Market Street Railway "zip stripe" livery.
Market Street Railway reported: “in the late 1930s,
Muni's private competitor (and our namesake) Market
Street Railway Company (MSRy) drew up plans for a
double-end PCC streetcar, but couldn't afford to buy
any. Instead, they freshened up some of their oldfashioned streetcars with a racy ‘zip stripe’ slashing
across the side panels along with a bright yellow roof,
while retaining the solid white ends patented as a safety
feature. That undoubtedly would have been the paint
15

scheme on any PCCs MSRy might have acquired.”
With the Dallas paint scheme, this means that 21 different North American cities that once ran PCCs will be
honored with tribute liveries in Muni's PCC fleet. Thanks
to member Raymond Berger for this report.
Last month, the Peninsula Corridor Joint Powers
Board, operator of Caltrain, issued a request for proposal (RFP) for a company that provides commuter rail
operating, maintenance, and construction support services. Amtrak is and has been the operator of this service on the basis of an automatic renewal. Last year,
Amtrak received a contract to replace Veolia as operator of Metrolink, and Keolis will replace Amtrak for Virginia Railway Express. Both contracts become effective
later this year.
ANAHEIM, CALIFORNIA
If you have ever needed a reason to visit Disneyland,
here is one. Crews began work during the first week of
January to construct the Red Trolley Cars attraction that
is part of a $1 billion renovation of Disney’s California
Adventure. When completed in 2012, the trolleys will
travel and carry guests from the park’s entrance around
to the Twilight Zone Tower of Terror ride area. Signs on
the newly built walls by the Playhouse Disney-Live on
Stage Theater and the Tower of Terror ride announce
the upcoming Hollywood Land-Buena Vista Street Line
with four stations, which are set to be completed in May,
2012. The attraction is expected be installed in phases
and will be one of the last parts to be completed in the
project. The trolleys are reminiscent of the Pacific Electric Red Cars that ran through Los Angeles County in
the 1920s, when Walt Disney first arrived in California.
The entrance, starting with a Buena Vista street, will be
designed with the architecture of Los Angeles during
that period. Thanks to Phil Hom for sending this report
from The Orange County Register.
HONOLULU, HAWAII
Progressive Railroading reported that the Federal
Transit Administration approved the city’s application to
begin preliminary engineering for a 20-mile light rail line
connecting West Oahu with downtown Honolulu and Ala
Moana. Eventually, the line would be extended to Honolulu International Airport, Waikiki, the University of Hawaii-Manoa, and Kalaeloa. In the meantime, the city
moved construction on the first phase of the line between Kapolei and Pearl Highlands by awarding a design-build contract for the construction of an elevated
guideway and tracks and restoring the road surface
along a 6.5 mile segment. Additional contracts will be let
in the near future for stations and other infrastructure.
Service could begin on the initial segment in 2012 and
on the entire line by 2019.
TORONTO, ONTARIO, CANADA
On December 15, 2009, Metrolinx purchased the
lower portion of the Newmarket Subdivision in centralnorth Toronto for US$64 million (C$68 million) from the
(Continued on page 16)
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Canadian National Railway. Metrolinx now owns, endto-end, the 60-mile-long Barrie-Bradford GO Train corridor between Downtown Toronto and Barrie, Ontario. In
addition, it fills the rail gap between the agency’s eastwest Union Station Rail Corridor in downtown Toronto
and its Weston Subdivision in west-central Toronto.
Construction of the Sheppard East LRT got underway
on December 21, 2009. The 8.7-mile line will be built on
Sheppard Avenue East, in a dedicated right-of-way running from the Don Mills subway station to Meadowvale
Road. It is the first of seven proposed lines and is expected to open in September, 2013. In connection with
this, there are reports that Toronto will construct this and
all new lines in standard gauge, 4’8½”, rather than the
4’10⅞” gauge, that is used by its existing streetcar lines
and subways. The Scarborough RT, which opened in
March, 1985, does use standard gauge.
FROM THE HISTORY FILES
50 Years ago: On February 20, 1960, still believing in
the viability of trolleys between Los Angeles and Long
Beach, the Los Angeles Metropolitan Transit Authority
spent several thousand dollars to conduct operational
tests of a PCC over this route. Headlights (April, 1960)
reported that it “seemed virtually certain” that electric
operation would continue. PCC 3148, the car which was

used, rode on a set of standard gauge B-3 trucks that
had arrived a few days earlier from San Francisco. At
that time, Los Angeles’ streetcar system was narrow
gauge, 3’6”. 3148 was selected because it was the only
postwar PCC in the new MTA color scheme. It was
trucked to Fairbanks Yard in Long Beach, where it stood
out next to the Pacific Electric “Blimps.” Additional test
runs were conducted over the next week. In the end,
service ended on April 9, 1961. On September 23,
1981, the Los Angeles County Transportation Commission voted to study the potential use of a light rail line
between Los Angeles and Long Beach. The Blue Line,
as it came to be known, opened on July 14, 1990.
30 Years ago: On February 8, 1980, the Metropolitan
Transportation Authority (there was no Metro-North
back then) approved a project to electrify the Harlem
Line from North White Plains to Brewster, a distance of
28.5 miles. Conrail, as successor to Penn-Central (New
York Central), was the operator of the service. The project was estimated at $50 million, of which $24 million
was for nine new substations, $19 million was for third
rail installation, and $6 million was for signals and communication equipment. Work was to be completed by
late 1983, but it was on April 30, 1984 that electric trains
began running.
News items and comments concerning this column may be
emailed to NYDnewseditor@aol.com.

NOTES ON AN OLD COMMUTER TIMETABLE
By Jim Guthrie
Many fans know the Long Island Rail Road ran a
"loop" service through the Rockaways. Trains ran in
both directions out of Penn Station or Flatbush Avenue
through the Rockaways and returned to their originating
station — or even New York Penn-Flatbush Avenue and
Flatbush Avenue-New York Penn over the trestle on
Jamaica Bay and Valley Stream. What many do not
know is that LIRR had a second such MU-operated loop
operation — by way of Mineola, the West Hempstead
Branch, and Valley Stream.
In honor (?) of the MTA Doomsday Budget, which proposes to discontinue weekend service on the West
Hempstead Branch, I thought it might be interesting to
look back to the days when the line was newly electrified, and LIRR obviously had great hopes for it.
Here is the September 13, 1931 West Hempstead
Branch timetable. Not only are there trains around the
loop — but some that do not make the loop require a
change of trains at Mineola or Country Life Press. One
loop runs via Stewart Manor/Garden City, too. Note also
the midday Saturday train that runs out of Long Island
City and Hunterspoint Avenue that loops back to Jamaica. Note also the separate "local" panels. Just as
the Far Rockaway timetable offered an Arverne-Valley
16

Stream panel to encourage traffic by passengers who
might not be able to figure out the looping schedules,
this schedule makes it easy to plan your MalverneMineola trips.
Of course, with stations Malverne-West Hempstead
showing up twice, calculating the next train to, say, Lake
View was not so simple either. And then WoodsideWestbridge is shown twice as well, once for Long Island
City trains and once for Penn Station trains — maybe
someone thought the timetables still showed this when
they instituted the 1A/1B Zones in the early 1970s, not
realizing they had one train (Hunterspoint to Port Jefferson train) that stopped in both zones with no tariffs, but I
digress...I do not see any trains stopping at Westbridge,
but there is one train stopping at Morris Park at 12:17
AM that proceeds to Mineola, then down the branch,
stopping at Malverne at 1:00 AM and then terminating
at Jamaica at 1:21 AM with no connections listed for
New York or Flatbush Avenue.
Note also the checked baggage station panel — there
is a list of all the places that do not accept checked baggage, but one could send the suitcases and trunks from
Penn Station, Flatbush Avenue, Long Island City, and
(Continued on page 17)
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Woodside to both West
Hempstead and Valley
Stream. But the only train
that will carry your checked
baggage from Long Island
City to West Hempstead runs
Saturday only!
Loop service ran from the
time the West Hempstead
Branch was electrified
around 1925 until 1934 or so.
But the legacy lived on until
the 1950s — as the West
Hempstead Branch timetable
had a Mineola panel that
showed all trains stopping
there until the schedules
were reformatted in the early
1950s. Until the layup tracks
were extended and the Railway Express Yard replaced
with the "No-Tell Motel" ca.
1958, one morning equipment move continued to ply
the line from Country Life
Press.
Lots of other interesting
things here too — "Change
at Country Life Press" is a
neat one. You could also
change there for Clinton
Road, Mitchel Field, Meadowbrook, and Salisbury
Plains. The advent of this
loop service spelled the end
of the practice of routing
Oyster Bay, Port Jefferson,
Greenport, and Montauk
trains via Garden City. These
trains used a connection on
the northwest side of Hempstead Crossing, removed in
1946.

(Continued on page 18)
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afternoon trains indicated their destination was the
Meadowlands, as a Giants football game was
scheduled for 4:15 PM. They said they preferred to ride
via Hoboken (as opposed to Secaucus) because they
were assured of a seat that way (and it actually is
cheaper).
The NJ-ARP team estimated (because two round trips
had not been monitored) that 700 passengers rode the
branch on this first day of weekend service, a Sunday
no less. The same team, which was led by the two New
York Division members, also counted ridership on the
following Saturday, November 14. All trains were
counted, indicating that almost 1,000 rode over the
branch (actually 973, with 512 inbound and 461
outbound). The busiest inbound train was the 9:05 AM,
with 106 aboard, while the heaviest outbound train was
the 6:10 PM, with 104 passengers. These numbers
represent more than two busloads each. A little over 70
percent of the riders transferred to and from Midtown
Direct trains, with a diesel consist being used all day.
Since then weekend consists have varied between MUs
and diesel-hauled push-pull trains.
Clearly, despite not operating to Montclair State
University through the heart of Montclair, nor providing
a one-seat ride to Penn Station, New York, there is a
great potential for weekend rail service on the branch,
even if operated only bi-hourly, and between Bay Street
and Hoboken with an across-the-platform connection at
Newark. While many believe the initial ridership
numbers indicate that the service will be successful, the
proof will be in the pudding, as the availability of
weekend trains gets further publicized by newspaper
articles and community and independent websites, as
well as word of mouth. Perhaps frequencies will be
improved to hourly and service extended to Montclair
State in the not-too-distant future.

Weekend Service Returns to Montclair
(Continued from page 6)

few others, spoke at a short ceremony prior to the 11:05
AM inbound train. There were snacks and coffee, and a
jazz band entertained the 100 or so celebrants. This
was the busiest inbound train of the day, with 81
passengers boarding at Bay Street, 47 more at Glen
Ridge, with a total of 129 aboard upon its arrival in
Newark (a few others had ridden locally, detraining after
the ceremony at Glen Ridge and Bloomfield). Some 81
of the passengers detrained at Newark-Broad Street
and transferred to the New York-bound connection.
NJ Transit was not totally organized for the new
service, and there were a number of dispatching
glitches on the first day. Among the problems were
missed connections on the first two inbound trains and
certain runs operating on the wrong tracks. But due to
the efforts of the New York Division members, an NJ
Transit Trainmaster was informed about the specific
problems and adjustments were made. By the afternoon
the trains were operating perfectly, with Montclair
Branch passengers to and from New York City making
the transfer easily, by just walking across the high-level
platform at Newark-Broad Street between Track 3 and
Track 1. Morris & Essex riders en route to Hoboken did
the reverse, walking in the other direction.
Unfortunately, later in the day, Murphy’s Law briefly took
over when the Portal drawbridge on the ex-Pennsy High
Line (Northeast Corridor Line) failed to close, disrupting
operations into and out of Penn Station...
NJ Transit substituted a consist of 4 Arrow III MU cars
for the diesel set in the late afternoon. Apparently
electric power in the overhead at the Hoboken station is
shut off at times due to a bridge reconstruction project.
Interestingly, several passengers aboard early
Notes on an Old Commuter Timetable
(Continued from page 18)

Around New York’s Transit System
passengers paying their fare at Tompkinsville will not be
charged an additional fare when they exit at St. George.
However, they will be allowed to make a free transfer to
a train or a bus in Manhattan.
The $6.9 million Tompkinsville Fare Collection Project
included the construction of a station house entrance
and the installation of turnstiles, cameras, and fare
vending and communications equipment. To provide
additional security, closed circuit television and intercoms were installed. This installation is expected to
bring in about $702,000 annually, a 15 percent increase
in SIR’s revenue.
Under the new schedule, all rush hour local trains stop
at Stapleton and Tompkinsville.
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Around New York’s Transit System
7 Extension—Progress Report
New York City Transit is extending 7 from Times
Square to 34th Street and 11th Avenue. This extension
will introduce subway service to one of Manhattan’s
most underserved and underdeveloped areas. The city
created two local development corporations, the Hudson Yards Infrastructure Corporation, which is contributing $2.1 billion to the project, and the Hudson Yards
Development Corporation, which oversees planning and
development in the Hudson Yards on behalf of the city.
This extension will help transform the area into a vibrant
24-hour neighborhood with commercial, residential, retail, and recreational areas.
Work began last summer at the underground assembly located at 26th Street and 11th Avenue. When the
tunnel boring machines dig, they place pre-cast concrete lining rings along the excavated tunnel, building
up the permanent liner of the completed tunnel. This
1,000-ton tunnel boring machine broke through the 34th
Street station cavern wall, completing the layup yard on
11th Avenue between 26th Street and 34th Street. One
machine has already started digging north of the station
cavern toward 42nd Street while the other is being towed
through the cavern and will start digging soon.

Tunneling is difficult because the new extension will
run under the Eighth Avenue Subway, Amtrak, NJ Transit, former New York Central, Lincoln Tunnel, and the
Port Authority Bus Terminal. At the present time, the
contractor is underpinning the Eighth Avenue Subway.
Tunneling should be completed in the spring of 2010,
after which work will begin on station entrances and
finishes, ventilating plants, and power substations.
Trains are scheduled to start running in December,
2013.
Staten Island Railway Collects Fares at Tompkinsville
Staten Island Railway riders pay their fares by swiping
their MetroCards when they enter or exit at St. George.
Since MetroCards were introduced in 1997, on-board
fare collection at all other stations was eliminated, resulting in an annual revenue loss of $3.4 million. Because Tompkinsville is approximately 0.6 mile from the
ferry, passengers could have avoided paying their fare
by walking this short distance. To reduce fare evasion,
most rush hour trains have been bypassing Tompkinsville.
On January 20, low turnstiles were placed in service
at Tompkinsville and the software was modified so that
(Continued on page 19)

A History of F (and V) Train Service
(Continued from page 3)

way-Lafayette, V and F trains continue via the outer
tracks into Second Avenue, where V trains terminate at
the middle stub-end tracks, while F trains continue toward Brooklyn via the outer tracks.

V ROLLING STOCK
From inception on December 17, 2001 through June
30, 2009 V used R-46s exclusively. Beginning on July
1, 2009 the R-46s were replaced by mixed trains of R40Ms and Morrison-Knudsen-overhauled R-42s along
with trains of Phase I R-32s. R-46s were also used in
limited number during the rush hour to fill out schedules, but have gradually increased in number since
about mid-August. The last R-40Ms were removed from
V on August 28, 2009 and after September 12 there
remained a maximum of just two Phase I R-32 trains.
As of early November, 2009 V was again mostly populated by R-46s, plus what was left of the Phase I R-32s
and Morrison-Knudsen-overhauled R-42s.

CORRECTION AND ADDENDUM TO LAST
MONTH’S INSTALLMENT
Member Bill Zucker had some changes to the second paragraph of the first part of this history, which was presented in
the January issue. We are repeating the paragraph below,
20

with the correction and addition italicized.
Whereas E was used to initiate service farther east
into Queens in April, 1937, F didn't follow until the early
1950s, and at that in stages. Its first service expansion, as a local from Parsons Boulevard to 169th
Street, was only in effect at nights and on Sunday morning beginning January 10, 1944, being extended to the
terminal at 179th Street-Jamaica when it opened on December 11, 1950. To keep up with its ever-increasing
demand (and by this time as the preferred route for
Queens riders), the remainder of F's non-rush hour
schedule was extended as a local to 179th StreetJamaica starting on May 13, 1951, followed (at last) by
rush hour trains beginning October 8, 1951. However, in
the rush hours F was continued along the Queens
Boulevard express tracks from Parsons Boulevard to
179th Street-Jamaica, and thus passed up the local station at 169th Street. Finally, on October 30, 1954 when
IND was extended to Coney Island via BMT's Culver
Line, F in Brooklyn was replaced by D and cut back to
the middle tracks at Broadway-Lafayette. At the same
time, it began running as a local from 179th Street to
71st-Continental Avenues-Forest Hills at night and on
weekends. Trains made local stops between 179th
Street and Parsons Boulevard during midday and early
evening on weekdays.
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CITY BEGAN OPERATING STATEN ISLAND TROLLEY
CARS IN 1920
Street railways were hard hit by World War I
and the tremendous increase in costs following it. In this three-part series, we are explaining how New York City’s street railways
were able to maintain service during this difficult period. The December, 2009 issue discussed the Brooklyn and Queens companies’
problems, the next issue analyzed the Manhattan and Bronx companies’ difficulties, and
this issue will reveal the problems encountered on Staten Island.
In 1919, two companies operated trolley
cars on Staten Island. Richmond Light & Railroad Company provided service, but Staten
Island Midland Railway ceased operating on
January 19, 1920 because of inadequate
receipts, depriving thousands of Staten Island passengers of needed transportation.
The Public Service Commission and the city
had advance notice of the company’s problems, and the former made every effort to
help the company. But the Board of Estimate
and Apportionment refused the company’s
plea for relief. Without the Board’s consent,
PSC could not save the company. In the
summer of 1919, the company informed PSC
that it would cease operating if relief were not
granted. PSC was able to persuade the company to continue operating a little longer. In
December, 1919, the company finally set the
date for closing down. At a hearing held on
December 29, 1919, the company revealed
that it was operated at a loss in 1919 and
several previous years. Service was discontinued January 19, 1920 despite a Supreme
Court restraining order served on the company’s Traffic Superintendent.
The following lines ceased operating: Silver

Lake, Concord, Richmond, St. George and
Port Richmond to Midland Beach, and Manor
Road.
From January 19 to December 1, 1920,
Richmond Light & Railroad operated cars on
the Silver Lake Line between St. George and
Clove Road. The city operated an inefficient
bus service, which could not handle the traffic. Starting May 21, 1920, Midland operated
one car on each line, except three cars on St.
George to Port Richmond via Concord between 10 AM and 5:25 PM.
On November 17, 1920, 28 cars, probably
single-truck Birneys, were delivered to Staten
Island. Municipal operation by the Department of Plant and Structures began on December 1, 1920 over the former Midland
routes. With ten additional Birneys and several second-hand Second Avenue Railroad
cars, the fleet was increased to 69 cars in
1921.
Six years later, trolley service ended suddenly because the Controller refused to pay
the electric bill. In April, 1927, Staten Island
Edison asked the city to pay a year and a
half overdue electric bill. A month later, the
matter was brought up and received no attention. When the city received the notice to
discontinue power, it asked for an extension
of time. On July 1, one month’s notice was
given to the city. On July 30, 1927, there was
an all-day conference regarding the unpaid
$175,000 electric bill. The Controller said that
the operation was illegal, and he agreed to
pay the final bill after trolley service was discontinued. The Commissioner of Plant and
Structures said that he could serve Staten
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A HISTORY OF F (AND V) TRAIN SERVICE
(Continued from February, 2010 Issue)
by George Chiasson
plex currently exists across from the New York Aquarium.
In its earliest incarnation, PP&CI's stations were located at Greenwood Depot, Turner-City Line (Ft. Hamilton Parkway), Parkville (Avenue I), Washington Station
(Avenue K), Harris-Woodlawn (Avenue N), Kings Highway, The Brooklyn Jockey Club (Avenue T), Gravesend
(Neck Road), Van Sicklen (Neptune Avenue), and The
Culver Depot. The station at Turner-City Line (Ft. Hamilton Parkway) was an early casualty in 1876, but summer traffic was good enough to increase service after
the first year, and in time for the 1878 season the line
was double-tracked from Parkville to Coney Island
Creek (south of Van Sicklen). It was then extended via
single track from Culver Depot to Norton's Point
(approximately Surf & Mermaid Avenues) on June 9,
1879, from which a connecting ferry boat operation to
the Rockaway Peninsula was instituted on June 17,
1881. Things were going so well at this point that major
enlargement and renovation was performed on the
Culver Depot and adjoining hotel in time for the 1883
summer season.
By 1885, the appeal of PP&CI had caught on sufficiently to draw the attention of the Long Island Rail
Road, and a joint seasonal venture begun which connected LIRR's 63rd Street Ferry Terminal in Bay Ridge
with the Gravesend Race Track (of the Brooklyn Jockey
Club) before continuing on to the Culver Depot at
Coney Island. To accomplish this the two lines were
physically tied together at "Parkville Junction" (roughly
McDonald Avenue at 47th Street) and a portion of
PP&CI's service rerouted to the 63rd Street Ferry terminal via what is now the Bay Ridge Branch of LIRR. As
well, LIRR began to acquire a financial interest in
PP&CI, which enhanced its fiscal performance all the
more.
By the late 1880s PP&CI was preparing to shift its focus away from seasonal excursion traffic to full-time
urban transportation corridor, but even so it did complete a replacement terminal at its Greenwood Depot in
1888 after the original was burned on November 14,
1887. On June 7, 1890 PP&CI rerouted most of its
trains from both Greenwood Depot and the 63rd Street
Ferry LIRR terminal to a new Union Depot. This was
located at 36th Street & Fifth Avenue, and served jointly
with another Coney Island excursion road, the Brooklyn,
Bath & West End Railway. It was also adjacent to the
Brooklyn Elevated Railway's Fifth Avenue “El,” which
provided a swift, year-round connection to Downtown

GENESIS OF THE F TRAIN, PART I: THE
PROSPECT PARK & CONEY ISLAND RAILROAD
(1874-99)
The present day Culver Line of MTA New York City
Transit had its beginnings as the Prospect Park &
Coney Island Railroad, one of four privately-owned excursion lines linking populous neighborhoods of Brooklyn with the "resort" community of Coney Island. In the
time immediately surrounding the Civil War the thenindependent city of Brooklyn experienced a massive
growth phase, in which it started to be transformed from
a mostly suburban, semi-agrarian setting to an urban
landscape. As Lower Manhattan provided much of the
area's economic energy even at that time, Brooklyn's
greatest area of early development was largely contiguous to both it and the burgeoning downtown area of
Brooklyn. In turn the central business district was linked
to nearby residential neighborhoods by a developing
system of surface transit (i.e. horsecar) lines, with
a steam railway (the Long Island RR) aimed at points
further away. Brooklyn's large ocean front was an early
summer refuge for city dwellers, and a few entrepreneurs sought to exploit this opportunity by establishing a
resort experience that included transportation, accommodation and recreation. Through this effort, a group of
steam excursion lines was gradually built that focused
on Coney Island, as did another serving Canarsie and
the Rockaway Peninsula.
Originally incorporated on October 9, 1874, the Prospect Park & Coney Island Railroad more popularly carried the name of its financier and founder, Andrew R.
Culver, to thus gain its name as Culver('s) Line. As
opened on June 19, 1875, in plenty of time to garner
early summer traffic, PP&CI was laid out as a singletrack railroad from a terminal at the Greenwood station
(next to the present Greenwood Cemetery on one edge
of Prospect Park) to the Gravesend station (located
at the present Neck Road), with passing sidings located
at the Harris-Woodlawn and Gravesend stations. The
line followed what is now 20th Street eastward a short
distance before turning south onto Gravesend (now
McDonald) Avenue, a largely unoccupied survey with
little density along what would become a teeming boulevard of southern Brooklyn. In time the current streetscape of McDonald Avenue enveloped
the railroad corridor, which ran along the surface over
its first 45 years of existence. Eight days after its initial
opening, PP&CI was extended via single track to the
Coney Island oceanfront terminal known as "Culver's
Depot." This was located at approximately W. 5th Street
and Surf Avenue, about where a large apartment com-

(Continued on page 3)
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commenced its final year of joint operation to Manhattan
Beach, with service offered from the 39th Street Ferry
and, more importantly, from the Park Row elevated terminal in Manhattan as well. Both used the South Brooklyn Railway, Culver's route as far as Parkville Junction,
and the Manhattan Beach Branch, but trips from Park
Row were shunted across the Brooklyn Bridge by cable-powered bridge motors to Sands Street, where
steam engines took over. Thus for this final year
there was a wide variety of joint LIRR/PP&CI service
available to the Brooklyn race tracks, Coney Island, and
Manhattan Beach all at once, in addition to the nominal
year-round excursion traffic (which had rapidly evolved
into a commuter trade) that was by this time forming to
the string of neighborhoods that evolved along Gravesend Avenue.

A History of F (and V) Train Service
(Continued from page 2)

Brooklyn (and Lower Manhattan via the Brooklyn
Bridge). Access to Union Depot was achieved by using
the Prospect Park & South Brooklyn Railroad, better
known as the South Brooklyn Railroad, which was originally opened as an extension of the Brooklyn, Bath &
West End (better known as the West End Line) in 1887.
This line was largely in an open cut parallel to 38th
Street, including a hewn-rock tunnel between Fifth and
Sixth Avenues. It extended to an intersection with the
existing Culver Line at "Kensington Junction" (near Cortelyou Road), and included new stations at City Line
Junction (Ninth Avenue) and Fort Hamilton Avenue
(Parkway). Double-tracking of the original PP&CI
route was extended from Parkville to meet the branch
from the PP&SB, and a station also created at Kensington Junction. Another new stop was also added on
Gravesend Avenue at the Parkway Driving Club
(Avenue S), a new summer attraction on the route, for
the 1890 seasonal traffic.
Though PP&CI turned increasingly away from its joint
operation with LIRR, and became more involved with
Brooklyn's traction empire, LIRR retained its interest in
the line through the following five seasons as the companies remained financially entwined. On June 5, 1895,
joint through service was thus instituted from the Sands
Street terminal in Downtown Brooklyn (with connection
available to Brooklyn Bridge cable shuttles) to Manhattan Beach via the Culver Line. Again this was done in
time for the summer season, using a new physical connection from the Culver Line up to the elevated structure at 36th Street & Fifth Avenue, approximately from
38th Street & Tenth Avenue to the existing 36th Street
Yard. To get to Manhattan Beach, trains left the Culver
Line at Parkville Junction and headed east onto the Bay
Ridge Branch, then turned south onto LIRR's Manhattan Beach Branch, which directly paralleled the present
Brighton Line to the peninsular oceanfront, at
the opposite end of Coney Island just past Brighton
Beach. It also served the Sheepshead Bay Race Track.
For the next summer (beginning in May 1896), PP&CI
introduced similar through service from Sands Street
Terminal to Culver Depot, following the same route as
the Manhattan Beach line but remaining on the Culver
route for the balance of its journey beyond Kensington
Junction. As time went on, PP&CI (and by extension
LIRR) concentrated less service to the two older terminals at Greenwood Depot and the 63rd Street Ferry, and
all trains to the latter were discontinued at the end of
the 1897 summer season. The following year (starting
May of 1898) it was succeeded by new service to the
39th Street Ferry terminal, located just past Union Depot
at the far (north) end of the South Brooklyn Railway,
which had originally opened as part of the West End
Line in 1887. A month later, on June 18, 1898 PP&CI

GENESIS OF THE F TRAIN, PART II: THE
CULVER LINE AND BRT (1899-1919)
As the outcome of a long series of business deals
conducted through the 1890s, the Brooklyn Rapid Transit Corporation took shape by the end of the decade,
and in the process both assumed command of the former Prospect Park & Coney Island Railroad and emancipated it from financial entanglement with the Long
Island Rail Road (though the lucrative joint service
agreement was continued). Without the slightest pretense regarding the future of Culver's Road, BRT discontinued "excursion" operations forthwith in April of
1899 and immediately reconfigured the entire line as an
electrified transit route, to be used by both trolley cars
and elevated rapid transit trains on a year-round basis.
Starting on June 17, base service was established from
Park Row Terminal in Manhattan all the way to Norton's
Point, with trains being pulled by a "bridge motor" (actually a cable-operated shuttle car with electric
back-up) across the Brooklyn Bridge, then a steam engine from Sands Street to 36th Street via the Fifth Avenue “El,” and on the surface to Culver Depot and Norton's Point. As of July 3, electrically-equipped rolling
stock (if available) was able to complete the last part of
that trip under overhead trolley wire south of the 36th
Street ramp, but there was a mix of steam and electric
for some time to come. At this point also, the Culver
Line was double-tracked for its entire length, and existing stations changed or new ones added to line up
as follows:
Eighth Avenue (located on the 39th Street connector),
Ninth Avenue, Ft. Hamilton Avenue, 13th Avenue, 15th
Avenue, Kensington Junction (Cortelyou Road), 18th
Avenue, Parkville, 22nd Avenue, Avenue N, Avenue P,
Kings Highway, The Brooklyn Jockey Club (LIRR only),
Gravesend (Neck Road), Avenue W, Van Sicklen,
Culver Depot, and Norton's Point.
In rush hours BRT's Culver trains were not operated
across the Brooklyn Bridge, but were instead turned at
(Continued on page 4)
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electric trains continued to ply the Fifth Avenue and
Culver Lines until sometime in 1905, by which time BRT
had received enough new wooden “El” cars to electrify
its entire operation. On January 26, 1908 the operation
of through elevated trains on the Brooklyn Bridge completely subsumed cable-operated shuttles, and all remaining Culver service was finally extended from Sands
Street to Park Row.
During 1908, BRT surface cars replaced “El” trains
operating between Culver Depot and Norton's Point,
while LIRR's Special service from 39th Street Ferry to
Gravesend Race Track was discontinued in 1909. Ultimately, the track was shut down by political fiat after the
1910 racing season, and in succeeding times its functions largely acquired by the existing facility at Aqueduct. Sheepshead Bay Race Track suffered a similar
fate and was also closed after the 1910 racing season,
taking joint BRT/LIRR special service on the Manhattan
Beach Branch with it. Thereafter LIRR continued to operate its own summer excursion trade to Manhattan
Beach from Long Island City and Bay Ridge for a number of years. Eventually, business fell off and the passenger trains were discontinued in 1924. The line then
continued to be used for freight movement until about
1933 when the Great Depression set in, and it was
physically removed by 1941.
The Dual Contracts were signed between the City of
New York, the Interborough Rapid Transit Company,
and BRT in March, 1913 with multiple upgrades and
extensions due the existing elevated rapid transit system of Brooklyn as a result. Within a few years, work
was nearing completion on the elevation of the original
West End Line's route, and Culver operations were significantly modified as a result. On June 23, 1916
southbound trains were routed into the West End's new
station at Ninth Avenue (situated on a short extension of

A History of F (and V) Train Service
(Continued from page 3)

Sands Street Also, BRT established a joint-usage
streetcar line to serve the balance of the original PP&CI
corridor, starting from the old Greenwood Depot and
ending at Coney Island, that physically shared trackage
and stations with Culver Line “El” trains (all of which had
small, low platforms). Finally, both LIRR and BRT continued to run summertime "Special" services on various
portions of the Culver Line; from 39th Street Ferry to
Manhattan Beach via Parkville Junction; from 39th Street
Ferry to Gravesend Race Track; and from Park Row to
Manhattan Beach via the Fifth Avenue “El.” As might
have been expected, this early attempt at through service over the Brooklyn Bridge proved to be cumbersome, tenuous, and disruptive, and it was summarily
discontinued on July 16, 1899 in favor of a permanent
terminal at Sands Street on the Brooklyn side, the sole
exception being BRT's Specials to Manhattan Beach.
On July 3, 1900 the first Culver electric trains were
operated by third rail on the Fifth Avenue ‘El” from
Sands Street to the 36th Street ramp, but not all rolling
stock at the time was capable of using it. Starting about
April of 1901, midday Culver trains that did use electric
power were re-extended over the Brooklyn Bridge to
Park Row, using third rail all the way across the East
River. Otherwise, the remaining steam-drawn consists
had a motive power change performed at Sands Street
and were pulled over the East River and back by a cable-powered bridge motor. This routine was interrupted
between July and October, 1901 due to a powerhouse
fire, during which time all trains were again turned back
at Sands Street. After the 1902 summer season concluded that September, through jointly-operated Specials from Park Row to Manhattan Beach via the Culver
Line were not revived. Ultimately, a mix of steam and

(Continued on page 5)

● Buses: 29.55 cents
● Trackless trolley: 20.95 cents
Trackless was the cheapest. Construction cost $400
per mile, much less than single-track trolley at $37,000
or more per mile. Because it was the most economical,
the city decided to build three lines. On October 8,
1921, 30-passenger trackless trolleys started operating
from Meier’s Corners to Seaview Hospital (2.6 miles)
and Bull’s Head (2 miles), which was soon extended 2.4
miles on Richmond Turnpike to Linoleumville (presentday Travis). On November 4, 1922, trackless trolleys
started operating on Arthur Kill Road from Richmond to
Tottenville.
Because the Department of Plant and Structures had
no more money, it decided to discontinue the trackless
trolleys, which transported 5,000 passengers. The last
trackless departed from Tottenville at 11:30 PM October
16, 1927 and the first Tompkins Bus Company bus left
Richmond at midnight.
(Continued on page 5)

City Began Operating Staten Island Trolley Cars in
1920
(Continued from page 1)

Island with buses if power were shut off.
All cars were in the barn when power was shut off at
3:01 AM August 1, 1927. Three days later, 13 cars were
transferred to the city-operated Williamsburg Bridge
Line.
Buses transferred from 79th Street, 86th Street, and
96th Street in Manhattan and other Staten Island routes
were running on each route an hour and a half before
power was shut off. Fare was ten cents and some operators refused to accept transfers.
Before extending service to the interior of Staten Island, city officials compared the cost of operating different types of vehicles, as shown in the following table
showing cost per vehicle mile:
● One-man trolley cars: 24.3 cents
4
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closed, and rush hour Culver trains began skipping the
local stops on the Fifth Avenue “El” to quicken trip times
to and from Park Row, as well as reduce congestion on
the two-track line (West End trains had been so operated from January, 1908 to June, 1916). This strategy,
coupled with the dedication of West End operations
through the new Fourth Avenue Subway, served to diminish pressure upon the city and BRT to fully incorporate the Culver Line into BRT's developing subway system (something that was ultimately avoided until 1931).

A History of F (and V) Train Service
(Continued from page 4)

the original West End right-of-way between Ninth and
Tenth Avenues), where they passed through the lower
level. Northbound trains were similarly rerouted on June
28, and as a result third rail was extended from the 36th
Street ramp to the existing surface station at Fort Hamilton Parkway, where a changeover to trolley overhead
continued. The original surface stations used by Culver
trains at Eighth and Ninth Avenues since 1899 were

(Continued in next issue)

City Began Operating Staten Island Trolley Cars in
1920
(Continued from page 4)

Department of Plant and Structures trackless trolley at Linoleumville.
Bernard Linder collection

Department of Plant and Structures trolley car 340 on Staten Island Midland Railway, 1922.
Bernard Linder collection

Department of Plant and Structures Williamsburg Bridge and
Staten Island cars.
Bernard Linder collection

Richmond Light & Railroad car 313 at St. George in 1924.
Bernard Linder collection

Staten Island trackless trolley.
Bernard Linder collection

Second Avenue Railroad car rebuilt for Staten Island Midland.
Bernard Linder collection
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NEW YORK CITY SUBWAY CAR UPDATE
by George Chiasson
Hello, Everybody!
As 2010 started, so began a brand new approach regarding the change of equipment on the New York subway’s Subdivision “B,” and what a surprise it is, as emphasis turns away from removing the last 60-foot
SMEEs, instead moving toward elimination of the sometimes obstinate R-44 class. As a result there were no
60-foot SMEE retirements at all in January (for the first
time since June, 2007), though the R-160 program has
continued without interruption or even significant
change. Otherwise, the two ongoing initiatives involving
subway rolling stock (Staten Island R-44 overhaul and
7 R-62A brake modification) moved rapidly toward
their respective conclusions, while overall the system
tottered in an uncertain state owing to the generally
rocky fiscal environment we all confront these days. In
any case, let us start our fanciful journey into 2010 right
here.
Subdivision “A” Happenings
Through January 16, 2010 the following single unit R62As have received the modified WABCO brake valve
and joined the pool of north motors: 1962, 1982, 1996,
2026, 2042, 2052, 2066, 2072, 2082, 2092, 2112, 2132,
and 2142. This brings the total number of R-62As so
modified to 70, with just 18 more cars ending in “6” to
go before completion of this effort. Unmodified single
unit R-62As have continued to appear as north motors
on rare occasions, but these seem to be in error as the
most recent instances include cars whose numbers end
in “6” but have not yet received the modified WABCO
brake valve. Such consists tend to last for no more than
a day in service, if that long, so in almost all cases
these days it is assured there will be a single unit with
modified brake valve at the north end of any given 11car train.
R-160 Progress
Through December 31, 2009 Option II R-160A-2s
9688-9707 had been delivered, while Option II R-160A2s 9663-82 went into service on E and F. As of January 16, 2010 Option II R-160A-2s 9708-22 had been
delivered, while 9683-92 had entered service at Jamaica. As of January 16, 2010 Option II R-160Bs 987892 had been delivered, with cars 9863-72 entering E
and F service by December 31. At the Kawasaki plant
in Yonkers, Option II R-160Bs up to 9908 were observed around the facility by the middle of January. The
operation of CBTC-equipped R-160A-1s 8313-76 in
ATO (Automatic Train Operation) mode on L was initially slated to commence right after Christmas, but
while these 64 cars are basically confined to the 14th
Street-Canarsie Line they have not yet been observed
operating in fully-automatic mode. Cars 8377-8652 are

now seen on L only on rare occasions, while 8313-76
have become infrequent visitors to J/Z and M, with
one observed on M on January 6.
As of January 16, 2010 deliveries totaled 340 R-160A1s, 550 R-160A-2s, and 615 R-160Bs for a combined
quantity of 1,505. Of the overall total as of January 16,
340 R-160A-1s were in service at East New York on J/
Z, L, and M; 60 R-160A-2s plus 430 R-160Bs at
Coney Island on N, Q, and W (for 490 total); and 460
R-160A-2s plus 160 R-160Bs at Jamaica on E and F
for a combined total of 620.
60-Foot SMEE News (Retirements Grind To A Halt)
December 18, 2009 was a bookmark occasion for the
remaining Phase I R-32s, for as of that date all R-32s at
Jamaica were restored to “active” status, and all apparent effort to eventually retire or relocate they and the
other 10-car train at Coney Island came to a standstill.
As a result, there are 252 potential Phase I R-32s that
could remain in passenger service for the long haul at
this point, or at least until NYC Transit makes its next
equipment acquisition at an unknown later date. These
consist of the 210 cars for A and C at 207th Street, 26
for R and V at Jamaica, 10 for B and Q at Coney
Island, and six complete ex-Jamaica cars that reside at
Concourse. Retired DCE School cars 3742/3 were inside 207th Street Shop as of January 16 and may now
be a parts supply, while long-stored pair 3720/1 remain
at Jamaica (where they have rested since February,
2009) and are reportedly held aside for legal purposes.
When (or if) the Phase Is stationed at Jamaica and
Coney Island will be joining their sister cars for A and
C service is not definitively known, but appears a good
bet to take place once determination of the R-44s’ future becomes official. The 10-car Phase I R-32 train at
Coney Island (3445/3468, 3520/3891, 3610/1, 3726/7,
3820/1) disappeared again after spending December 29
on B, then was back again on January 12 and still going (and still on B) as of January 15.
As the end of the reefing program (or at least this
phase of it) became a certainty on or about December
18, the last 12 Morrison-Knudsen-overhauled R-42s
from Jamaica (4550/1, 4616/7, 4674/5, 4704/5, 4738/9,
and 4784/5) plus 4620/1, to which these 12 were attached, were held aside and not asbestos-abated. Rumors abound regarding the future of these cars, from a
return to East New York or Jamaica (or even Coney
Island) to a parts supply for the 50 Morrison-Knudsenoverhauled R-42s that still toil on J and Z, but as of
January 16, 2010 they remain intact and in storage.
Their fate may be determined once the response to future delivery of the 32 R-160A-1s (9943-74) expected in
(Continued on page 7)
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case for some time.
As of December 18, 2009, R-68s and R-68As were no
longer being seen on N during weekdays, with the last
day of regular operation (and at that a train or two at the
most) being noted as December 2, 2009. One train of
R-68As was used on D on (Saturday) December 26,
while another was seen on W on New Year’s Eve. Yet
another train of R-68As was observed on N on January
14, 2010.
R-44 Retirements
The following were taken out of service through January 16, 2010:
December, 2009: R-44 5290/5291/5293/5292 and
5342/5343/5345/5344 withdrawn from Pitkin (A) .
The R-44s of MTA Staten Island Railway
Arriving at Coney Island Overhaul Shop between December 16, 2009 and January 16, 2010 were SIR “A”
cars 408 and 434, along with “B” cars 403 and 435. “A”
car 426 remained in process at Coney Island, while returning to the Staten Island Railway upon completion
were “A” cars 414, 428, 438, and 466, along with “B”
cars 421 and 425. This raised the overall number of
completed cars to 48.
Miscellaneous Notes and Reefing Renewed
Following reload during the week before Christmas,
Barge 28 departed 207th Street on Sunday, December
27, 2009 bound for the JY Reef in Georgia with the following 44 car shells contained aboard: 4558, 4559,
4560, 4561, 4562, 4563, 4592, 4593, 4594, 4595, 4596,
4597, 4602, 4603, 4608, 4609, 4626, 4627, 4646, 4647,
4650, 4651, 4662, 4663, 4666, 4667, 4678, 4679, 4684,
4688, 4689, 4690, 4691, 4692, 4693, 4698, 4699, 4720,
4721, 4727, 4762, 4763, 4778, and 4779. JY Reef
(formerly J Reef) is located 20 nautical miles off the
coast of St. Catherine’s Island, Georgia (nearest municipality on a map is Halfmoon Landing), or for reference
more than 30 miles southeast of Savannah. Preparation
activities associated with the current reefing program
concluded at 207th Street Shop on January 8, 2010,
leaving the shells of R-30 8337, slant R-40 4272, and
some 60 Morrison-Knudsen-overhauled R-42s scattered about the complex to await departure on Barge
29, plus a possible Barge 30 (or perhaps 29A?). As of
January 16, 2010 the empty barge was expected to
soon return, while the Weeks Marine crane may be
leaving its mooring at the 215th Street dock, where it has
resided since 2001, after departure of the last barge.
Open to question at this stage is not only the possible
disposition of the 272 R-44s but the status of a smattering of other equipment that for various reasons was left
out of the reefing program. Aside from the four Phase I
R-32s indicated above, there remain the six slant R-40s
converted to H.R. school cars in 2008, two R-40Ms, and
the mixed R-40M/42 pair. Moreover, early indications
are that (should their retirement move forward) the

New York City Subway Car Update
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the summer of 2010 becomes clarified.
Overall by January 16, 2010, there were 246 Phase I
R-32s and 50 Morrison-Knudsen-overhauled R-42s active for a total of 296. By all appearances, the general
retirement of these car types, as a direct result of R-160
deliveries, has come to an end.
The 75-Footers of MTA New York City Transit (R-44,
R-46, R-68, R-68A)
On or about December 18, 2009, two “typical” 4-car
sets of R-44s (Morrison-Knudsen rebuilds
5290/5291/5293/5292 and Coney Island rebuilds
5342/5343/5345/5344) were removed from service and
ushered into 207th Street Shop. There the interiors were
partially disassembled (seats, flooring, sidewalls), the
trucks and frames closely inspected for wear and tear,
and (most importantly) the stainless steel “skin” partly
removed beneath select door sills to expose the undercar’s carbon steel framing. This study of the R-44s’
overall condition arose from growing concern about the
remaining cost and longevity of the R-44s as they approach 40 years of age, and a desire to determine the
best course of action across the balance of the R-160
program, given that a useful number of Phase I R-32s
and Morrison-Knudsen-overhauled R-42s are still part
of NYCT’s rolling stock arsenal. The study, being performed by DCE Engineering staff, will thoroughly examine all aspects of retaining or retiring the 272 (now 264)
R-44s and necessary actions to bring it about. The report is expected to be completed by February with an
official decision, following an equally thorough review of
its contents, made by the end of March. Suffice to state
that as things currently stand on January 16, the R-44s
are NOT yet being retired (at least officially), but neither
are the 60-footers, while a growing number of replacement R-46s await determination of their fates.
As additional R-160s have arrived at Jamaica since
retirement of the last Morrison-Knudsen-overhauled R42s on December 10, one 8-car train of R-46s in the
5690-5961 group has been forwarded to 207th Street, as
follows: 5878-81 and 5910-3 on December 25, 2009;
5810-3 and 5922-5 on December 31; and 5850-3 plus
5894-7 on January 12, 2010. Upon arrival they have
undergone inspection and cleaning, and some have
also received blue diamond-shaped stickers near the
number boards, in anticipation of their projected use on
A and C starting in January of 2010. These plans have
been changing almost by the day since the New Year
began, however, and as of January 16, 2010 it appears
they will ultimately be re-deployed to Pitkin Shop. When
(or if) official approval is made to retire the R-44 fleet, a
combined total of approximately 376 R-46s should be
expected to gradually overwhelm A, supplemented by
a few 10-car sets of Phase I R-32s as has been the

(Continued on page 20)
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Commuter and Transit Notes

No. 256
by Randy Glucksman

Metro-North (West)
PASCACK VALLEY LINE: Four weekend trains that were
proposed for elimination will continue to operate, but
Trains #1600 (4:56 AM Spring Valley/Hoboken) and
Train #1639 (6:55 AM Hoboken/Spring Valley) will be
cancelled. Both make local stops in New Jersey. It is not
known how many New Jersey passengers would be
affected, but 65 are Metro-North
PORT JERVIS LINE: Trains #58 (9:20 AM Port Jervis/
Hoboken) and #61 (6:27 PM Hoboken/Port Jervis) will
be cancelled. To reduce the nearly four-hour gap in service to Hoboken, Train #62, which departs from Port
Jervis at 11:31 AM, would be moved up. The following
train, #64 departs Port Jervis at 1:28 PM. A total of 685
passengers would be affected
Long Island Rail Road
The proposed changes also differ from what has been
previously reported. Belmont Park service would only
operate during the Belmont Stakes. LIRR reported that
the 150 passengers affected have bus service from
Queens Village. The service for the 2009 Spring Meet
was initially cancelled but brought back a month later
(July, 2009 Bulletin).
Starting in September, between midnight and 5 AM
weekdays and until 6 AM weekends, there would be no
service on the Atlantic Branch between Jamaica and
Flatbush Avenue. Weekdays, 430 passengers would be
affected and on weekends, 720. At the same time,
weekend service (17 trains each day) on the West
Hempstead Branch would end, affecting 350 passengers. What surprised people was the elimination of the
Ronkonkoma to Greenport shuttle except on summer
weekends. Two round trips are scheduled every day,
and on weekdays, two additional trains operate, one to
Yaphank and one to Riverhead.
In a related story, there was a surprise announcement
on January 26, when LIRR announced that it would
consider the creation of a local authority to operate the
service between Riverhead and Greenport, a distance
of 21 miles. LIRR president Helena Williams asks, "Is it
an opportunity then to spark debate and spark discussion as to what should be the future level, how should
service be provided?" One possible option would be
replacing rail service with a rapid transit bus system.
Says Williams: "It's a good opportunity to pause and
examine."
Only the Far Rockaway Branch would see no cancellations. Except unless otherwise indicated, all changes
would go into effect in May.
PORT W ASHINGTON: Train #446 (4:43 PM express, first
stop Great Neck) cancelled. Combined are Train #444,

METROPOLITAN TRANSPORTATION AUTHORITY
After the February column was completed, MTA released an updated list of service reductions. Details can
be found at http://www.mta.info/news/stories/?story=11.
Anticipated savings for Metro-North (East) are $5.4 million ($4.9 million MNR and $0.5 million CDOT) plus $0.5
million for Metro-North (West). LIRR estimates that its
savings would amount to $6.3 million this year and $11
million in 2011. Train consists would be reduced so that
some trains could exceed the 95% load guideline with
the possibility of standees. LIRR’s proposals would be
implemented in two phases – May and September,
while Metro-North (East) would implement its with its
planned June 20 summer construction timetable change
upon approval of CDOT. For west-of-Hudson, this will
take place after approval from NJ Transit and probably
be coordinated with one of NJT’s timetable changes.
The adjustments that take place in May do not require
public hearings or further MTA board action. Those that
have been proposed for September must be considered
by the Board. Public hearings have been scheduled
between March 1 and March 8 in all five boroughs,
White Plains, Suffern, Carle Place, and Riverhead
(added as an afterthought) for the proposals that are
deemed to be a major alteration to crew and timetables.
However, you can be sure that commuters who attend
these hearings will come to vent about all the service
reductions. Below, is a breakdown by railroad.
Metro-North (East)
Thirteen weekday trains will no longer operate or
would be combined, many of which were added in
April ,2008. 16 of 670 trains will lose some cars.
HUDSON LINE: Trains #487 and 491 (9:04 and 9:55
Grand Central Terminal/Croton-Harmon) and Train #793
(10:55 PM Grand Central Terminal/Poughkeepsie). 745
passengers would be impacted. I have been an occasional user of some of those trains
HARLEM LINE: Train #681 (7:52 PM Grand Central Terminal/Southeast) and Train #683 (7:57 PM Grand Central Terminal/Mt. Kisco) will be combined. Train #693
(10:29 PM Grand Central Terminal/Southeast) cancelled, affecting 933 passengers
NEW HAVEN LINE: Train #1532 (1:34 PM Grand Central
Terminal/New Haven), Train #1569 (2:33 PM New Haven/Grand Central Terminal), and Train #1302 (1:15 AM
Grand Central Terminal/Stamford) cancelled. Four trains
operating between 1 PM and 3 PM from Stamford and
Grand Central Terminal would be cancelled, replacing
the half-hourly service with hourly service. 605 weekday
passengers and 265 weekend passengers would be
affected

(Continued on page 9)
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Ultimately all Hudson, Harlem, and New Haven Line
stations will have this service with the exception of State
Street in New Haven plus the Danbury and Waterbury
Branches. This is because the system that is used in
those areas is different.
For the first time since 2001, all three timetables were
not revised in mid-January. In the interests of saving
money, only the New Haven Line received a revised
edition on January 18 because it has the largest number of trains that were operated during the Thanksgiving-New Year’s period. The expiration date has been
extended to April 10.
The New York Yankees begin their season on the road
with an 8:05 PM game on Sunday, April 4 in Boston.
Their first home game is at 1:05 PM, Tuesday, April 13
vs. the Los Angeles Angels of Anaheim. Yankee Stadium service will be included in the April 11 editions.
Metro-North’s next-generation inspection train, which
will replace the ex-Phoebe Snow cars, will be the westof-Hudson Comet IIIs formerly operated on NJ Transit.
An attractive color scheme has been designed by the
Vergara Studio. Originally delivered as 5179-80, they
were renumbered 5009-10 when a deal was made to
swap them for a pair of Comet IIs that were to undergo
rehabilitation.
MTA METRO-NORTH RAILROAD (W EST)
During the week of January 11, there were reports that
both the Haverstraw-Ossining and Newburgh-Beacon
Ferries were suspended due to icing conditions in the
Hudson River. I do not know anyone who rides either
service and have to rely on traffic reports or the Internet
to get updated information. MTA’s new website, which
was introduced on January 13 (February Bulletin), has
a link to connecting services and I was able to confirm
early that week, the ferries were not operating, but by
the end of the week, were back in service. Winter contingency schedules for both ferry services were once
again published. Here is my first-hand observation: en
route to the January Division meeting, as I rode over
the Tappan Zee Bridge, the effects of the slightly
warmer temperatures (30s) began to pay off as most of
the Hudson River was free of ice, the exception being
some areas very close to the shore line. As February
began, both services were suspended again and remained so into the last week of the month.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
Shore Line East issued a new timetable effective
January 18. Many trains had their departure times
changed up to 63 minutes earlier or later.
And on February 16, another timetable was issued to
extend Train #1633 so that it begins in New London at
5:52 AM, rather than at Old Saybrook at 6:17 AM. There
is an intermediate stop in New Haven (7:03 AM) with
the train terminating in Stamford (7:54 AM). The return
train, #1640, departs Stamford at 4:46 PM and New Haven (5:39 PM), and arrives in New London at 6:54 PM.
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(4:22 PM express) and Train #356 (4:25 PM local), affecting 390 and 450 passengers, respectively. In September, the half-hourly off-peak service would be increased to hourly, reducing service by 14 weekday and
32 weekend trains. 3,500 daily and 7,200 weekend passengers affected
PORT JEFFERSON: Train #662 (5:11 PM Hunterspoint
Avenue) terminates at Huntington, where passengers
transfer to a diesel train for stations to Port Jefferson.
420 passengers are affected
RONKONKOMA: Two trains lose two cars. For September, cancel Train #2096 (4:34 PM Flatbush Avenue/
Ronkonkoma), affecting 600 passengers
OYSTER BAY: Cancel weekend/holiday Train #6500
(1:35 AM Jamaica/Oyster Bay) and Train #6503 (7:20
AM Oyster Bay/Jamaica). This affects 30 and 50 passengers, respectively
HEMPSTEAD: Two trains lose two cars
BABYLON: Combine Trains #39 (7:33 AM Babylon) and
#1019 (7:40 AM Seaford) so that Train #39 makes all
stops. Two express trains, #1056 (4:57 PM New York
Penn/Wantagh) and #1152 (5:03 PM New York Penn/
Freeport) will be combined. All told, 1,100 passengers
affected. Two other trains would be combined: Train
#146 (4:39 PM Flatbush Avenue/Babylon) and Train
#1054 (4:37 PM New York Penn/Wantagh), affecting
280 and 700 passengers, respectively
LONG BEACH: Cancel Train #874 (5:40 PM Flatbush
Avenue/Long Beach). 390 passengers are affected. In
September, Train #809 (6:09 AM Long Beach/Flatbush
Avenue) cancelled, affecting 510 passengers
W EST HEMPSTEAD: In September, cancel Train #909
(8:08 AM West Hempstead/Flatbush Avenue). 220 passengers would be affected
MONTAUK: Starting in September, except for summer
Fridays, cancel Train #2712 (4:30 PM Hunterspoint Avenue/Montauk). 170 passengers west of Jamaica and
310 passengers east of Jamaica would be affected
MTA METRO-NORTH RAILROAD (EAST)
Another entrance to Grand Central Terminal is being
built on the south side of E. 47th Street midway between
Park and Lexington Avenues. While this is being done,
there is no access to Grand Central North’s 47th Street
cross passage from the Track 11 and 13 platforms. All
other access to the cross passageway is unaffected.
This project, which is part of the LIRR East Side Access
Project, is expected to be completed in August, 2011.
On February 5, Metro-North introduced a new service
called Metro-North Train Time, which provides real-time
status of trains and also schedule information for the
next twelve trains via a smartphone or computer at the
selected station. At present, this is available for 67 stations including Grand Central Terminal and Harlem125th Street and another 28 are being added this month.

(Continued on page 10)
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What is unique about this timetable is that it is strictly for
the weekday service. A note inside states: “This schedule highlights expanded service to New London. Consult the regular SLE Public Timetable, Effective January
18, 2010 for additional service information.” Thanks to
member David A. Cohen for sending copies of both editions.
According to a report in The New Haven Register
sent by David A. Cohen, Governor Jodi Rell has requested that CDOT coordinate with Amtrak and the
Connecticut Trades Association to add four more round
trips between New London and New Haven later this
year. A spokesman for this organization opposes an
increase in service because it would be “incompatible
with the bridge crossings because closing the bridges
more often would hurt marinas, boat dealers, and destinations on the inland side of the bridges.”
I received a report that like the M-2s, the Kawasaki M8s will feature café cars. How many and what their
numbers will be is not yet known. Some digital photos of
the interior show that it is maroon and red. The armrests
are of a wraparound type, which should prevent the
tearing of trouser pockets.
MTA LONG ISLAND RAIL ROAD
For the third consecutive year, a new on-timeperformance (OTP) and a best-ever (since 1979) record
was set, with all trains arriving on time, 95.21% of the
time. Included are 81 rush hour periods when the OTP
was 100%. LIRR President Helena E. Williams attributed the improvement to “investments in the fleet, better
maintenance practices, a robust track work program,
better vegetation management along the right of way,
and, most importantly, the effort of some 6,800 employees who keep customer service and safety as their top
priorities all year long.” The previous record of 95.14%
was set in 2008 and in 2007, it was 94.07%.
The OTP in diesel territory continued to lag behind at
93.32%, although there was a small improvement in
2009 over the previous year’s 92.84%. The railroad is
continuing to work to address reliability issues that have
hampered the performance of its diesel fleet since entering service in 1998. A train is considered on time if it
reaches its final destination within 5 minutes 59 seconds of its scheduled arrival time. This standard measure, used throughout the commuter rail industry, was
adopted by LIRR in 1979. That year LIRR posted an
OTP of 83.42% and has since begun an upward climb.
In connection with the Atlantic Terminal Pavilion opening on January 5 (February Bulletin) a color brochure
was issued explaining the features of this new facility. I
picked up a copy at the January Division meeting.
Thanks to the member who brought them.
Track work related to the Hog Island and Powell
Creek Bridge project over the weekends of January 2310

24, January 30-31, and February 27-28 resulted in the
issuance of special Long Beach Branch timetables.
Buses replaced the train service from Valley Stream to
Long Beach.
A brochure explaining the Atlantic Avenue Viaduct Rehabilitation Project was produced. From December,
2009 through May, 2011, the project is in Phase IIa. The
viaduct is composed of 199 steel spans, which are approximately 40 feet apart. During Phase I, 87 were completed and an additional 84 will be done under Phase
IIa, which is the area from New York Avenue to Troy
Avenue plus a small section around Ralph Avenue.
NJ TRANSIT
As this column was being completed, a top news story
was a report that was initially released by Patrick Reilly,
General Chairman of the United Transportation Union.
This followed a meeting on February 12 between union
leaders and new NJ Transit Executive Director James
Weinstein. During the meeting, Reilly said, Weinstein
detailed Governor Chris Christie’s "aggressive" costsaving plan for NJ Transit. "The plan comprises of fare
hikes of between 20%-30%, and service reductions that
are currently being worked on. The service reductions
could force the carrier to furlough some of its employees. Mr. Weinstein stated that specific details will be
forthcoming within the next two weeks." Reilly wrote
that the service reductions would likely take effect in
June. NJ Transit already cut nine train runs last month
(please see below). The new Governor has already said
that he would withhold nearly $33 million in subsidies
for the transit agency. NJ Transit’s Board of Directors
took up this subject at its February 17 meeting, and
public hearings are to be scheduled for later this month.
Although nothing definitive has been announced, the
most expensive monthly rail ticket, Trenton/New York
Penn, presently $352, with a 30% increase ($105) could
cost $457! Fares were last raised, by 9.6%, on June 1,
2007.
When Governor Christie made his transportation appointments in January (February Bulletin), he stated
that he was opposed to raising the gas tax, which is
used to replenish the Transportation Trust Fund. This
fund is used for road and transit projects, and officials
say it will run out of money by 2011. The Governor declined to "take a firm position" on fares, saying that
would tie the hands of Executive Director Weinstein as
he tackles NJT’s budget. Previous governors and legislatures refused to raise the gas tax, which is one of the
lowest in the nation and should have been raised, especially when the gas prices were lower. So at the end of
the day, commuters will probably pay higher fares
again, and elected officials can boast that they have not
raised the gas tax. But, is this not the same as a tax,
except to a smaller population?
Some Montclair-Boonton Line riders who are not
happy with the train eliminations that occurred with the
(Continued on page 11)

NEW YORK DIVISION BULLETIN - MARCH, 2010
Commuter and Transit Notes
(Continued from page 10)

January 17 timetable change have begun to organize a
grassroots movement to protest to NJ Transit. I received
an email reporting that a commuter handed out flyers
on one of the affected trains urging riders to complain
directly to NJ Transit via its web site.
Similarly, in Atlantic City, riders are also unhappy with
the elimination of Train #4610 (5:49 AM Atlantic City/30th
Street) and a letter-writing and email campaign has begun there as well.
In early January, as we were driving home from visiting relatives who live near North Brunswick, there was a
billboard on Route 1 with this message: “IMAGINE A
TRAIN STATION IN NORTH BRUNSWICK” and this
web site: http://www.ourtowncenter.org/. In one of the
online videos, it is mentioned that North Brunswick is
located in the longest stretch of the Northeast Corridor
Line without a station: Jersey Avenue (MP 33.1) to
Princeton Junction (MP 47.1). The developers of this
property are proposing that the now unused former
Johnson & Johnson site be used for transit oriented
development that would include a rail station.
Fortunately, Monday, January 18 was a federal holiday – Martin Luther King Day – and many commuters
stayed home, but for those traveling on the MontclairBoonton Line between 6:20 and 11:51 AM, Midtown
Direct service was not operating due to overhead wire
damage. NJ Transit arranged for cross-honoring of rail
tickets on DeCamp Bus Lines Routes 194, 195, 196,
and 197. Eastbound diesel trains from Montclair State
University stopped at Newark Broad Street where passengers could connect with Midtown Direct trains from
Dover and Gladstone.
Another overhead wire problem occurred on February
2. NJ Transit sent its first email advisories at 5:32 AM
that NEC, NJCL, and Midtown Direct service was subject to 20-30-minute delays into and out of New York
Penn Station due to an Amtrak overhead wire problem,
which was quickly escalated to 60 minutes. As the train
I was riding was approaching Secaucus Junction, I
turned on my radio in time to hear WCBS-880 traffic
reporter Tom Kaminski tell of three trains stuck between
Secaucus Junction and the North River Tunnels. That
news made the decision very easy for my seatmate and
me – we would go to Hoboken. Arrangements had already been made to cross-honor rail tickets and within
minutes we joined other passengers on a train bound
for 33rd Street. All service was reported operating on or
close to schedule at 1:33 PM.
During January, I received emails from member Bob
Vogel (Chuchubob) showing a different color scheme on
GP40PH-2B 4205. Gone is the diagonal “disco” striping
over the top of the engine. Actually this scheme was
introduced with the Comet-Vs, P-40s, and P-42s, and is
only new to these locomotives.
11

NJ Transit set up a display with a video and map adjacent to the east gate of Tracks 9/10 at New York Penn
Station to promote the ARC Tunnel. There is a sign
which lists these lines as being able to finally receive
direct (transfer-free) service to Manhattan: Main, Bergen, Pascack Valley, Raritan Valley, North Jersey Coast
(points south of Long Branch), Morristown (points west
of Dover), and Boonton (points west of Montclair State
University). These lines get more frequent and express
service: Northeast Corridor, North Jersey Coast, Morristown, Montclair, and Gladstone.
A co-worker who rides through Newark told me that
the majority of trains on the Raritan Valley Line are
composed of multi-level cars.
Newark Light Rail got a new timetable effective January 9, with some reductions in service. This may be
seen in the table below. In addition, the last weekday
departure to Grove Street leaves Newark Penn Station
at 11:18 PM, one hour earlier than under the September
5, 2009 schedules, and the last departure from Broad
Street departs at 11:44 PM vs. 12:35 AM. On weekends/
holidays, the last departure from Newark Penn Station
is at 11:18 PM vs. 12:58 AM and the last one from
Broad Street is at 11:39 PM vs. 1:19 AM.
After I wrote the above paragraph, member Jack May
sent this email: “Although weekend operations on the
traditional portion of the City Subway did not change
this time, there has been a steady erosion of the light
rail service in the past few years, especially on Saturdays, the traditional shopping day in downtown Newark.
A 20-minute headway has been in effect since the end
of June, 2008. Prior to that cars ran every 15 minutes,
effective June 9, 2007 and before that date, a 10-minute
headway was operated. Thus in the last two and a half
years, Saturday service has been cut in half, from 6
cars every hour to only 3. Previously, NJ Transit operated a higher frequency on Saturday than Sunday, now
both days have the same schedule.”
STATIONS
Branch Brook Park and
Newark Penn Station
(AM)
Grove Street and Newark Penn Station (AM)
Branch Brook Park and
Newark Penn Station
(PM)
Grove Street and Newark Penn Station (PM)

SEPTEMBER 5,
2009

JANUARY 9,
2010

Every 3-4 minutes

Every 3-5 minutes

Every 7 minutes

Every 7-10 minutes

Every 3-4 minutes

Every 3-5 minutes

Every 7 minutes

Every 7-10 minutes

Exactly one week later, HBLRT got a new timetable.
There have been some changes on weekdays, and on
weekends the service operates every 20 minutes over
each route vs. every 15 minutes (January 12, 2009 edition). Also, the first train to arrive at 22nd Street, which
was previously 6:08 AM, is now 6:46 AM.
4800, one of four ex-Amtrak P40s that NJ Transit pur(Continued on page 12)
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chased for ACES service, caught fire due to an injector
failure near Morrisville, Pennsylvania at about 5:30 PM
on Saturday, February 13. Train #7174 departed from
Atlantic City at 3:21 PM and was due in New York Penn
at 5:56 PM. According to 6abc.com, two of the 62 passengers were taken to a hospital with breathing problems. Five crew members were also aboard the train.
1,400 feet of catenary was damaged, and until repairs
were made, there were delays on the Northeast Corridor Line. 4800 was formerly Amtrak 812. Service delays
continued for several hours. Bob Vogel wrote that during the blizzard two weeks prior, a P-40 failed to start at
Shore Tower, where the train turns. It was determined
that the cuase was snow getting into everything inside.
NJ Transit then decided to run diesel-only between
Newark and Atlantic City. A multi-level cab car is used
on the opposite end. ACES passengers must ride other
trains between New York Penn and Newark. The other
three P-40s have been removed from service. According to Bob, these are the only diesel locomotives that
can fit in the North River Tunnels.
PORT AUTHORITY TRANS-HUDSON CORPORATION
Since I rarely ride PATH, the opportunity came to me
in connection with the February 2 power problem on the
Northeast Corridor (please see above). I saw that the
zoetrope installed between 14th Street and 23rd Street
was boarded up and no longer in service. Upon arrival
at 33rd Street, I asked the train’s Engineer if this run ever
is assigned PA-5s, and he said that it happens occasionally. In answer to my question about the PA1-PA3s
being scrapped, he said that quite a number were already off the property.
METROPOLITAN AREA
I received a very interesting four-page document from
member Howard Mann about the Roosevelt Island
Tramway. This nearly 34-year-old line was to be shut
down for rebuilding as of March 1. Since its May, 1976
opening, the system that has been employed is known
as “single-haul.” When it reopens it will become a
“double-haul.” This improvement means that cars will be
able to operate independently of each other, rather than
the present system where neither car can move without
the other. It will now be possible to schedule both cars,
which are being replaced with new ones, in the same
direction if crowds require an increase in service. Current plans call for the first car to return to service on August 13, 2010, followed by the second three weeks later
on September 9.
Riders still have the option of F from the Roosevelt
Island station or the Q102 bus to Queens Plaza where a
change can be made to E, G, R, and V. During the
shutdown, for those for whom using F is too difficult, a
temporary shuttle bus operates between 7 AM and 11

PM, half-hourly during peak hours, hourly at other
times, from Roosevelt Island to Second Avenue between E. 58th and 59th Streets.
AMTRAK
This month, Acela trains between Boston and Washington, D.C. were to be equipped with free (for the time
being) Wi-Fi. Thanks to member Dennis Zaccardi for
this news.
In addition to the previously reported timetables that
were issued effective January 18 (February Bulletin), I
also found new ones for the Ethan Allen Express/
Vermonter, and the Adirondack.
On February 1, Amtrak released details of a master
plan that would replace its aging 1,400-plus fleet of rolling stock. Contained within the 99-page PDF is the
need to purchase over the next 14 years: 780 singlelevel cars, 420 bi-level cars, 70 electric locomotives,
264 diesel locomotives, and 25 high-speed train sets.
This would be done at a cost of $11 billion, based on
2009 dollars.
MUSEUMS
The Shore Line Trolley Museum (Branford) announced that the 2010 Guest Operator/Rapid Transit
Weekends will take place on May 1-2, June 5-6, July 34, August 7-8, and September 4-5.
INDUSTRY
On page A24 of The New York Times (January 14)
there was a photo showing ex-Milan, now Muni (Peter
Witt) 1814. The text reported that the Obama Administration will make it easier for cities and states to spend
federal money on public transit projects, particularly
light rail. This action reversed the policy of the previous
administration that called for the evaluation of new transit projects largely by how much they cost and much
travel time would be saved. Transit advocates have
complained that such cost-effectiveness tests have kept
many projects from being built, especially light rail projects. U.S. Transportation Secretary Ray LaHood said
that new guidelines would be created that take into effect what he termed “livability,” which would include environmental, community, and economic benefits.
Last year’s gains in ridership, which were caused by
the higher costs for gasoline, are beginning to decline
due to the recession. MTA (and there are others) reported declines in ridership for the last quarter of 2009,
which will further exacerbate their financial problems.
AMERICAN REINVESTMENT AND RECOVERY ACT
New York Senator Charles Schumer announced that
the proposed Moynihan Station will receive $83.3 million in stimulus funding for Phase I. This new station will
be located where the General Post Office is presently
situated. The project is intended to increase capacity
and restore some grandeur to the Penn Station area.
HIGH-SPEED RAIL
President Obama flew to Tampa on January 29 to announce $8 billion in awards to states to develop high(Continued on page 13)
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speed rail. He also announced that the State of Florida
would receive a grant of $1.25 billion, which would go
towards construction of a $2.5 billion high-speed, 84mile rail line to connect Tampa and Orlando. At the time
that this request was made, there was also one for $30
million for some work on the section between Orlando
and Miami. Florida officials have not determined how
they will fund the balance. Thanks to Dennis Zaccardi
for this news.
This link, http://www.whitehouse.gov/sites/default/files/
rss_viewer/hsr_awards_summary_public.pdf, which
was sent by Todd Glickman, lists all high-speed rail projects that will receive funding, In the Northeast Region,
the New York City-Albany-Buffalo route received $148
million for seven interrelated projects. There will be new
track, signals, and interlocking improvements, as well
as upgrades to warning devices at grade crossings and
enhancements to stations in Rochester and Buffalo. A
$3 million award is going to the New York-Montreal
route, where three miles of track will be added to relieve
congestion and improve OTP. The Northeast Corridor
(Boston-New York-Washington, D.C.) will receive $112
million for the completion of engineering and environmental work for a new tunnel in Baltimore and a new
station at BWI Airport. Projects will span Rhode Island,
New Jersey, Maryland, and Washington, D.C. A third
award was made to the Downeaster service between
Boston and Portland, Maine, where 30 miles of track
will be restored, including 36 grade crossings, so service can be extended to Brunswick.
ANOTHER NOR’EASTER (FEBRUARY 6)
This storm began earlier in the week, but by Friday,
February 5, it was knocking at the door of our nation’s
capital, ultimately dropping around 30” of snow. Baltimore received 26” and Howell, in central New Jersey,
wound up with 14”. However, the area surrounding New
York City was largely spared; Tottenville (Staten Island)
got 6” and Sheepshead Bay (Brooklyn) got 2”, but no
snow fell north of the George Washington Bridge.
Member Dave Safford reported, “with 28.5" of snow,
Philadelphia is definitely not the sunny south! (Not that
the south is either — my son reports 30 inches and
counting in D.C.). Bowing to reality SEPTA, for the first
time in its history, yesterday (February 6) ordered a
phased shutdown of all transit facilities except the subways. The buses and trolleys went first (at 3 AM), the
Norristown High Speed line (formerly R100) five hours
later, and seven hours later the last of the Regional Rail
lines closed down. SEPTA officials said that this extraordinary move was designed to avoid a repeat of a December incident in which a High-Speed line train was
trapped for hours between stations by accumulated
snow. Truthfully, SEPTA was not alone. The airport
was functionally shut down, and in eight hours of off13

and-on shoveling yesterday I saw precisely one passenger vehicle pass on the very main route on which my
house fronts. All SEPTA services resumed at 6 AM Sunday, although certain buses continued to have delays
due to unplowed streets.”
PATCO operated on a special schedule with 20minute headways. The River Line operated with delays.
In the Baltimore area, member Steve Erlitz reported
that MARC operated full service on all three lines on
Friday, February 5. In anticipation of the large snowstorm, MARC made the following changes to service:
PENN LINE: No additional trains were operated, but
starting with Train #520 (12:20 PM departure from
Washington), the larger rush-hour train sets were used
on all trains
CAMDEN LINE: Train #852 (5:51 PM from Washington)
was cancelled. An extra Camden Line train departed
Union Station at 2 PM making all stops to Camden
Yards
BRUNSWICK LINE: Train #877 (4:55 PM departure) was
cancelled. An extra Brunswick Line train departed Union
Station at 2:40 PM making all stops to Martinsburg,
W.V. Train #871 (Friday-only 1:40 PM departure from
Washington) operated as scheduled
On Tuesday, MARC ran a holiday schedule on all lines
but shut down on Wednesday.
On Saturday there was no light rail or bus service and
the subway only operated between Mondawmin and
Johns Hopkins. On Tuesday, the Light Rail was running
every 30 minutes from Hunt Valley to Camden Yards.
There were bus shuttles to North Linthicum and BWI
only. The full subway line was open but single-tracking
in some areas with 30-minute headways.
WMATA alerted riders during the morning of February
5 that If snow accumulations are 8" or higher, only below-ground service would operate. On Tuesday, Metro
ran full service on the Orange, Green, and Yellow Lines.
The Blue Line ran from Franconia-Stadium Armory and
the Red was underground only. All services were on 30minute headways vs. the normal 6-minute and 3-minute
for the Red Line.
Due to the federal government giving everyone a fourhour early dismissal on February 5, Virginia Railway
Express operated its largest trains for midday service
(leaving Union Station at 12:55 PM and 1:15 PM). No
service was provided on Monday and Tuesday, February 8 and 9, because the federal government had still
not resumed operations.
Amtrak cancelled Trains 95, 83, 85, and 171 and the
Auto Train south of Washington, D.C. Northeast Corridor services were also affected. On Sunday additional
trains were cancelled and there was no service between Washington, D.C. and New York.
In advance of the storm, NJ Transit cancelled its
(weekend only) 7600-series Rahway/New York Penn
service and LIRR announced that it may suspend train
(Continued on page 14)
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service temporarily when snow accumulation reaches
between 10 and 13 inches. That never took place.
AND ANOTHER NOR’EASTER (FEBRUARY 10)
The second such storm in four days arrived in the
New York metropolitan area during the overnight hours
of Wednesday, February 10. A blizzard warning was in
effect for some areas, with snow accumulations of up to
18”. All three rail transit operators made advance plans
and disseminated the information via the Internet, as
well as the broadcast media. Where years ago, this
would have resulted in a generally non-productive day
as workers stayed at home, now, with laptops, Wi-Fi,
and the Internet, work could be done at home. I was
allowed to take advantage of this option. Here is what
occurred.
LONG ISLAND RAIL ROAD: Normal inbound AM service
was operated. Spokesman Joe Calderone told WCBS880 that the arrivals at New York Penn were only 43%
of a typical day. Between 12:55 PM and 3:48 PM, 13
additional eastbound trains departed from Penn Station
as follows: Port Washington (1), Port Jefferson (3), Ronkonkoma (2), Babylon (6), and Far Rockaway (1). Starting with Train #1050 (3:34 PM New York Penn/
Wantagh) 17 trains were cancelled and/or combined
from New York Penn as were five from Flatbush Avenue.
Wednesday evening, a check of the MTA web site
found delays on the Port Washington, Port Jefferson,
Ronkonkoma, Hempstead, and Far Rockaway
Branches. Service was on or near schedule for the
Thursday AM commute.
METRO-NORTH: Inbound AM service was reduced by
70% and special “Storm Schedules” were available a
day before on the Internet. Additional service was provided between noon and 5 PM, with reduced service
after that time. Spokesman Dan Brucker encouraged
riders to take advantage of this earlier service. In a later
interview he reported that since few trains were used,
those which were kept in yards and in other locations
were prepped for Thursday’s AM rush hour, which he
expected would be normal, and it was.
NJ TRANSIT: System-wide cross-honoring of bus and
rail tickets was in effect for Wednesday and then was
extended to Thursday. Inbound AM service followed the
regular schedule. WCBS-880’s Sean Adams, reporting
from Metro Park, described the station as a “veritable
ghost town” with nearly empty trains stopping at the
station. At 8:40 AM, the Jersey Avenue station was
closed for eastbound trains; however, westbound trains
were not affected. Just two more trains were scheduled
to depart from Jersey Avenue. It remained closed the
following day due to “weather conditions.”
At 2 PM, this advisory was sent: “Customers that normally transfer at Secaucus Jct. for connections are ad14

vised to check your connections which are subject to
change due to weather conditions.” There were no reported delays on Wednesday during the day, but at 7:40
PM alerts were sent to advise that “due to combined
trains due to weather-related track limitations, please
expect crowding conditions Thursday on Northeast Corridor trains.”
Delays were reported on the River Line where, due to
snow conditions, service was suspended between the
Entertainment and Walter Rand Transportation Centers.
Service was not resumed until Friday.
Bus service was suspended in southern New Jersey
at 5 PM and in Northern New Jersey at 7 PM and did
not return until 7 AM and 6 AM, respectively.
AMTRAK: All service south of Washington, DC was
cancelled on February 10.
PHILADELPHIA: From Dave Safford: “Only 14 inches of
snow were dumped on Philadelphia (well, last time it
was 28.5), but the area simply shut down. All interstates
were closed to traffic, the airport shut down tight (and
hoped that the first plane would be off at 9:00
(Thursday) morning), Amtrak curtailed service, but
PATCO, regional rail and the subways ran straight
through the whole storm, although not to much purpose.
Passenger loads were countable on your fingers, with
only 11 tickets sold all day at Market East. Buses and
trolleys officially stopped running at 5 PM, but from field
reports it appears that many lines were closed by 1:30
PM. The total snow this winter in Philadelphia has now
reached 5’6" over the previous record and it's only early
February.”
MBTA: Boston, which escaped the first Nor’easter,
increased service on the Green, Blue, Red, and Orange
Lines, in anticipation of workers leaving early. On the
Commuter Rail, the only change was that the 3 PM to
South Acton was extended to Fitchburg.
MARC AND WMATA: From Steve Erlitz: “With the federal government reopening with a two-hour delay on
February 12, Metro opened but was running 20-25minute headways and was going to close at midnight
rather than at 3 AM. The Red Line was still closed from
White Flint to Shady Grove and the Orange closed from
East Falls Church to Vienna. VRE was on an ‘S’ schedule, as was MARC’s Penn Line. Camden and Brunswick
were shut down. VRE resumed normal service on Tuesday, following a day off for Presidents Day and another
snowstorm.”
If all of this snow was not enough, on February 12, a
Red Line train, with 345 passengers aboard, derailed at
the Farragut North Station at 10 AM. Steve reported that
the Train Operator ran into the relay track in error and
stopped, and then he backed up over a "derail". The
station was reopened about two hours later, but there
were delays for several hours.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
(Continued on page 15)
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On January 23, Massachusetts Bay Commuter Rail
announced that beginning February 1, new off-peak
train boarding and operating procedures were being
implemented on all commuter rail lines. No off-peak
trains are allowed to depart a station until all exterior
doors are fully closed. Passengers were requested to
use the high-level platform or the outer end of the platform at each station during off-peak hours and board
into the limited number of open coaches indicated by
the train crew. Limiting occupancy to fewer cars on offpeak trains is supposed to increase revenue collection
and boarding safety and improve OTP. The advisory
went on to describe how passengers could identify offpeak trains in the published timetable and to remind
passengers that they must not open their own doors or
traps and must always board where a Conductor is present.
Todd sent new timetables that were issued for the
Fairmount, Fitchburg, Greenbush, Haverhill, and Old
Colony Lines effective January 11.
The State of Massachusetts applied for stimulus funds
for its South Coast Rail project, which would have
added rail service from New Bedford/Fall River to Boston. The application was denied.
Beginning February 11, Fitchburg Line passengers
waiting on station platforms were provided with a sixminute countdown clock that displayed on electronic
message boards telling them when the next train would
arrive. The system uses Global Positioning Satellite
equipment on the commuter rail trains. Onboard riders
will hear automated next station announcements. Now
12 of the 13 commuter rail lines have "Next Train" technology. The Haverhill Line is next. Thanks to Todd Glickman for these reports.
PHILADELPHIA, PENNSYLVANIA
Dave Safford reported that the last of the Delaware
River
Port
Author ity’s
remaining
economic development money will be used for transit related projects in Camden. $3 million will upgrade the
Walter Rand Transportation Center with new bus platforms, covered links to the River Line and PATCO’s
Broadway station, and miscellaneous lighting, PA system, and landscaping. $9 million will go
to upgrading economic activity immediately surrounding
the Broadway and City Hall PATCO stations. DRPA also
signed a $311,550 contract for the legally required biennial inspection of the PATCO system.
From member Lee Winson there are three reports:
“For many decades, SEPTA and its predecessors referred to its Center City streetcar routes (10, 11, 13, 34,
and 36) as the ‘Subway-Surface’ lines. The cars operate in a subway in Center City and as a traditional surface streetcar in West Philadelphia. The map color and
signage has been green for many years. Philadelphia
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briefly considered using color names, e.g. Green Line,
but this did not catch on and was discontinued. Since
the June 14, 2009 timetable change, SEPTA has renamed this network as ‘Trolley Lines.’ These also include Route 15/Girard Avenue, and Routes 101/Media
and 102/Sharon Hill. Their schedules are also in
green. SEPTA says the goal is not just to replace old
signs, but to make the terminology used to designate
lines and modes of transit clear and consistent throughout the system. For the Norristown High-Speed Line,
long known as the ‘P&W’ or ‘Philadelphia & Western,’
the ‘Route 100’ designation was dropped effective September 7, 2009, but the schedule color remains purple.”
Lee was checking the January 17 timetables and noticed that on the R6/Cynwyd Line (former Pennsylvania
Railroad Ivy-Ridge Manyunk line), that trains terminate
in Suburban Station —they do not continue through the
Center City Tunnel to Market East. The schedule notes
that passengers may transfer to other SEPTA trains using their ticket stub. Its former “partner,” the R6/
Norristown Line, operates through. Weekdays, some
Norristown trains continue on to Wilmington, Delaware,
as they do on Saturdays. On Sunday they operate to
Marcus Hook, Pennsylvania.
New schedules went into effect on February 7 on the
Market-Frankford, Broad Street, and 10, 11, 13, 15, 34,
and 36 trolley lines. “I did not see any significant
changes “
BALTIMORE, MARYLAND
Norfolk Southern has asked the Surface Transportation Board for permission to cease service on its
Cockeysville, Maryland branch, which it operates at
night under a temporal separation agreement with MTA
Maryland. MTA’s light rail transit trains operate on this
line by day, as part of the Hunt Valley Line service. NS
acquired operating rights over the ex-Pennsy line when
Conrail was divided between NS and CSX in 1999. The
route once served trains linking Baltimore and Harrisburg, Pennsylvania. Thanks to Railway Age for this
news.
Steve Erlitz reported that the first two new MP-36 locomotives, 11 and 12 entered, service on January 19.
Although the first unit was displayed at Washington
DC’s Union Station on May 7, 2009 (June and October,
2009 Bulletins), disagreements with Motor Power Industries, the manufacturer, over safety certifications and
liability issues have kept the units out of service.
Steve also sent copies of new MARC timetables dated
January 19. The Brunswick Line is now back to being a
folder, instead of a card, and there was one departure
change. The Camden Line added stops to trains on the
“S” schedule. Penn Line changes coincided with Amtrak
changes.
WASHINGTON, D.C. AREA
Steve Erlitz sent a report that Amtrak and MARC management had been working over the past several weeks
(Continued on page 16)
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(in January) to improve passenger flow at Union Station.
After careful consideration and examination of many
alternatives, the following procedures went into effect
for boarding MARC trains during the afternoon rush
hour effective February 2: Camden and Brunswick Line
trains board through Gate A and Penn Line trains
through Gate B and/or C. Steve wrote that “MARC has
sort have been doing it. Penn Line has been informally
out of Gate B. I guess now they are making it official.”
Also, “the following measures were implemented to
ensure passenger safety and security. Passengers will
no longer be permitted to wait for trains before they are
posted for boarding in the area outside of Gates A, B,
and C or out on the platforms. Passengers may only
proceed to their train when the train is posted for boarding on the station train status monitors and/or announced by an Amtrak employee. MARC passengers
found waiting in either of these areas will be directed to
return to the station by Amtrak station staff, Amtrak or
CSX Conductors, and MARC staff. Amtrak Police will be
assisting in this effort as well. Again, these changes will
ensure passenger safety and security at Union Station
and allow Amtrak and MARC staff to better manage
crowd control in the event of a service disruption.”
One impediment to expansion of Virginia Railway Express service is lack of storage tracks at Union Station.
A remedy is near, as VRE is constructing midday storage tracks near the L’Enfant Plaza station. When completed in July, two morning trains, one on each line, will
terminate here and not go to Union Station. With this
change, a new express train departing from Fredericksburg at 5:05 AM will be added. This train will call at Leeland Road, Brooke, Alexandria, Crystal City, L’Enfant,
and Union Station. In addition, cars will be added to Manassas Line Trains #326 and 329 and Fredericksburg
Line Trains #308 and 311. Upon delivery of two new
locomotives, which are expected in late summer/early
fall, two cars will be added to Trains #300 and 307.
NORFOLK, VIRGINIA
There is some fallout from the cost overruns of The
Tide. Michael Townes, the CEO of Hampton Roads
Transit, announced that he would retire at the end of
September and step down as CEO and President of the
agency on January 31. This was reported in the February Bulletin. Additionally, HamptonRoads.com reported
that 700 feet of concrete that was laid around the embedded light rail track behind City Hall does not meet
minimum standards and is being torn out. While the
mistake was made by a contractor, which must absorb
the cost of redoing the job, the timing is unfortunate.
Thanks to member Frank Pfuhler for sending this news.
HRT’s new CEO and President, Phil Shucet, notified
Norfolk City Council members on February 9 that The
Tide would be running in the spring or summer of 2011.
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The project is 61% complete, with major construction
expected to be “substantially complete” in July.
ATLANTA, GEORGIA
Todd Glickman was in Atlanta for the Annual Meeting
of the American Meteorological Society over the MLK
Day weekend and wrote as he was staying at a hotel in
Peachtree Center. The conference was held at the
Georgia Convention Center, and he bought a four-day
MARTA "Breeze Card" that allows unlimited travel for
$13.50. The breakdown is $13 for the rail fare, and
$0.50 for the card itself, which is a very thin paper
"ticket" with an RFID antenna inside that contains the
stored value or validity information. It has a serial number on the rear so the value/validity can be tracked online. “Access to the train station from the ATL Airport
terminal was quite easy. A few things caught my eye:
First, I was surprised that the Green Line ran two-car
trains during off-peak hours. Second, I found the station
countdown timers a problem. It seems that the timers
are designed to show the expected arrival time in minutes, IF the train were moving at normal speed. And so
when at a station mid-line, and the nearest train is still
at the terminal, the timer will show ‘xx’ minutes without
changing until the train gets underway from the terminal. Thus waiting for a Blue Line train at Five Points
headed eastbound, the timer displayed 16 minutes for
four minutes while the train was at the Indian Point terminal, then started counting down. Twenty-minute headways were run on the Sunday I was there, even during
the midday. The stations and cars were relatively clean,
as eating and drinking are prohibited.”
CHESTERTON, INDIANA
In connection with Metra’s February 1 fare increase,
NICTD raised one-way fares at Hegewisch. Zone 1
fares went from $3.80 to $4.00 and Zone 2 fares went
from $3.35 to $3.50. Senior fares went up ten cents so
that the fares are $2.00 (Zone 1) and $1.75 (Zone 2).
CHICAGO, ILLINOIS
Member Jim Beeler sent a copy of a folder issued by
Metra containing information such as a map, fare
schedule, fare options, connecting services, types of
tickets sold, and a whole lot more. Also, the Heritage
Corridor to Joliet, the final “purely” Metra timetable, has
been re-issued in the new format. Like its predecessor,
it carries a January 30, 2006 date. New timetables were
also issued for the Milwaukee District North Line (Fox
Lake) and the North Central Service (Antioch) dated
February 1. These are the first timetables Jim has seen
that have the effective date in large type near the top,
making them much easier to read than the previous
editions. One interesting thing to note is Train #120 operates from Antioch to Prairie Crossing on the North
Central Line and then switches to the Milwaukee North
line to Chicago. Initially Jim thought that was the first
time a train has been scheduled to run this way, but he
did some checking on Metra Train #120 and it turns out
(Continued on page 17)
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it has been following this routing for some time — but
there was no mention in the timetables as no stops
were made on the Milwaukee-North line. What is new
are the stops at Libertyville and Lake Forest — thus it is
now shown in the Milwaukee-North timetable. Also new
are the weekend stops made by a few trains at the
Grayland station, but only on Chicago Cubs game
days. To my knowledge this is the first time Metra has
scheduled any trains with stops only on Cubs game
days. CTA does have special schedules for the Purple
Line and Yellow Line on Cubs game days. Thanks to
Jim for sending copies.
As of January 20, Metra accepts credit cards at all of
its downtown stations and the 14 busiest Metra Electric
stations. Visa, MasterCard, American Express, and Discover cards are accepted for all ticket purchases at LaSalle Street Station, Millennium Station, Van Buren Station, Chicago Union Station, and the Ogilvie Transportation Center and on its website for monthly passes and
10-Ride tickets. On February 8, Metra began accepting
those cards at all 76 outlying stations where an agent is
on duty and from new vending machines at the 14 busiest Metra Electric stations. Metra Electric stations will
have vending machines because that line generally
does not have Ticket Agents. The credit card vending
machines will be in addition to the cash-based machines that are already in place along the line.
CTA announced on January 20 that 2009 combined
bus and rail ridership totaled 521.2 million rides, a decrease of 1% (5.1 million rides) vs. 2008 ridership. Projections were that ridership would be 517.4 million.
Even so, totals were stronger than the agency expected
considering the dramatic impact the recession had
throughout the year. CTA ridership in 2009 still surpassed 2007 figures, when the agency recorded 439.5
million rides. Thanks to Bob Hansen for this report.
On February 7, CTA implemented service reductions
of 9% for rail and 18% for buses. This was due, like
many other transit systems, to reduced revenue collections. In addition to various cost-cutting measures such
as strict controls on overtime, not filling vacancies and
not granting salary increases to non-union employees,
CTA will lay off more than 1,000 of its employees.
MINNEAPOLIS, MINNESOTA
In response to rider requests, Northstar has added
overnight parking under a six-month pilot program that
designates up to 10 spaces each at the Big Lake, Elk
River, Anoka, Coon Rapids-Riverdale, and Fridley stations. The designated spaces are available with each
car permitted to occupy the space for no longer than
seven days at a time. Signs mark these spots. In midJanuary, Anoka-Ramsey Community College began
providing shuttle service for Northstar commuters traveling to and from its three locations in Coon Rapids.
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AUSTIN, TEXAS
The latest presentation was made to the Capital Metrorail board on January 25. It was expected that the
remaining issues would all be resolved. Plans were
continuing to enable start-up of service early this month,
with trains operating on schedule for two weeks prior.
SAN FRANCISCO, CALIFORNIA
On February 9, San Francisco Mayor Gavin Newsom
joined other city officials to mark the beginning of construction of the Central Subway in the city's South of
Market District. The project, which is scheduled for completion in 2018, will provide subway service underneath
the SoMa, Union Square, and Chinatown neighborhoods. Tunneling is scheduled to begin in 2012. A trip
on the Central Subway is projected to take 8 to 10 minutes between Chinatown and the Caltrain station at
Fourth and Brannan Streets, compared to about 20 minutes on a bus. The Central Subway project is estimated
to cost about $1.6 billion, with the federal government
projected to provide $948 million of the funding and the
rest made up of state and local sources. Thanks to
member Phil Hom for this news.
SAN JOSE, CALIFORNIA
VTA held a public hearing on January 13, to discuss
plans for a 1.57-mile extension of the Vasona LRT from
Winchester to Hacienda. The original Vasona Corridor
LRT Project was proposed to extend from downtown
San Jose through the city of Campbell to the Town of
Los Gatos with nine new stations and four park-and-ride
lots. The first portion of the project was completed in
2005 and extended LRT to the Winchester station in
Campbell. The $175 million project would construct two
tracks, expand parking capacity, and add pedestrian
access at the Winchester station. A new Hacienda station with an optional park-and-ride lot would also be
built, along with end-of-the-line facilities. Six existing
station platforms along the Vasona Corridor alignment
(Winchester, Campbell, Hamilton, Bascom, Fruitdale,
and Race) would be lengthened.
TORONTO, ONTARIO, CANADA
Railway Age reported that due to last year’s bankruptcy of Montreal-based Curtis Doors, the Toronto
Transit Commission’s order for its new subway cars
could be delayed. A prototype train was originally
scheduled to be making test runs at this time.
Jack May forwarded an email reporting that the standard gauge Scarborough ALRT will be converted to LRT
and be merged into Transit City. As was reported last
month, the new lines will be standard gauge. The tracks
will be replaced, and the line extended to (at least)
Sheppard, and carhouse facilities will be shared with
TTC Sheppard and Malvern routes. No date was given
for this work.
FROM THE HISTORY FILES
60 Years ago: In March, 1950, a study group in Montreal recommended that a 15-mile subway be con(Continued on page 20)
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THIRD AVENUE “L” NEAR THE HARLEM RIVER

View north from 128th Street, April 17, 1903 (before thirdtracking).

Three-car South Ferry-129th Street Local at 129th Street, May,
1940.
Bernard Linder collection

129th Street station looking east, October 21, 1950.
Bernard Linder photograph

129th Street station looking east, September 22, 1954.
Bernard Linder photograph

North of 129th Street station looking south.
Bernard Linder collection

129th Street and Third Avenue.
Bernard Linder collection
(Continued on page 17)
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North of Harlem River looking north, June 3, 1915.
Bernard Linder collection

Thru express gate train south of 133rd Street, July 8, 1950.
Bernard Linder collection

South of 133rd Street looking south.
Bernard Linder collection

133rd Street station, upper level, August 5, 1953.
Bernard Linder photograph

View south from 138th Street, showing backyard section, May 12,
1955.
Bernard Linder collection

138th Street looking north, January 28, 1915.
Bernard Linder collection
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Around New York’s Transit System
Service Reduction Plan Modified
In the January issue, we reported that because of an
arbitrator’s ruling awarding a large raise to TWUrepresented workers, a shortfall of dedicated tax receipts, and removal of most of the state’s contribution to
school fares, MTA NYC Transit had resurrected its 2009
“doomsday” service reduction plan. Since that news
came out, the situation has deteriorated further, with the
state’s proposed 2010-1 budget cutting subsidies to
MTA even more and an even greater shortfall of dedicated tax receipts than had been anticipated.
Meanwhile, NYCT has revised the subway portion of
the “doomsday” plan somewhat. The proposal to run N
trains via the Manhattan Bridge and close the City Hall,
Cortlandt Street, Rector Street, Whitehall Street, Court
Street, and Lawrence Street stations overnight has been
withdrawn. Also, the proposal to discontinue Z service
has been replaced by a proposal to merge M and V,
creating what would be the first direct Broadway Brooklyn/Sixth Avenue service since K service was discontinued in 1976. Southern Brooklyn would lose M service,
as it would have in the 2009 scenario.
Two Types of Train Countdown Clocks Activated
On December 24, 2009, NYCT launched train countdown clocks (which annunciate the amount of time remaining until the next train arrives) at five stations
(Brook Avenue, Cypress Avenue, E.143rd Street-St.

Mary's Street, E. 149th Street and Longwood Avenue) on
the Pelham Line (6). These are the first of 152 stations
on 123456 (by the first quarter of 2011) to have
their PA/CIS (Public Address/Customer Information
Screens) systems activated. The audiovisual information given by the clocks is obtained from NYCT’s new
ATS (Automatic Train Supervision) system. On February 1, 2010, NYCT activated the clocks at the Buhre
Avenue and Middletown Road stations, also on 6.
Meanwhile, NYCT is looking for ways to add countdown clocks to stations where the signals are not under
ATS, at minimal cost. A pilot costing $20,000 is underway at the 181st Street, 175th Street, 168th Street, 163rd
Street, 155th Street, and 145th Street stations on A and
C. At these stations, audio announcements will count
down the time until the next train arrives; they will be
accompanied by visual announcements at all of the stations except for 181st Street and 175th Street. Since the
signals serving this area are not under ATS, however,
the information provided will be less detailed — the system will announce that a train is coming, but at stations
served by more than one route it will not be able to indicate which train is coming, and it will not be able to differentiate between in-service and out-of-service trains.
This system gets train location information from the
track circuits and transmits it to public address speakers
and screens that were previously installed.

Commuter and Transit Notes

30 Years ago: On March 17, 1980, three Toronto Transit Commission CLRVs, 4027, 4029, and 4031 began
operating in service on MBTA’s Arborway Line. Headlights (June-July, 1988) reported that over the next
three months, the cars would be tested on all of the
Green Lines to evaluate their performance characteristics and suitability for use in Boston. The cars were
leased under a $500,000 contract with the manufacturer, the Urban Transportation Development Corporation. In the end, MBTA ordered 115 LRVs from KinkiSharyo in two orders.
News items and comments concerning this column may be
emailed to NYDnewseditor@aol.com.

(Continued from page 17)

structed at a cost of $180 million. It was not until late
November, 1961 that the Quebec Municipal Commission approved a 9.5-mile rubber-tired subway and gave
permission to borrow $132 million for construction and
equipment. Approved were two routes: a 4.02 mile eastwest line parallel to St. Catherine Street and a 5.5-mile
St. Denis Line to run north under Berry Street. The initial
service began on October 14, 1966 from Atwater to
Papineau (#1) and Henri-Bourassa to Place D’armes
(#2). The subway is now 40 miles.
New York City Subway Car Update
(Continued from page 7)

prospect of any NYCT R-44s being preserved for posterity is rather slim.
Conclusion
So, is this a case of startling surprise catching us offguard? Perhaps somewhat, but recall that before the
first R-160B was delivered in 2005 there was serious
discussion of using the 340 R-160A-1s to be based at
East New York (and delivered in 2007-8) as a means of
20

replacing the R-44s, whose 272-car fleet just happened
to be the right corresponding quantity. The idea at that
time was lost to accounting efficiency, as the powers
that be determined it made more sense to retire the
older equipment in direct correlation to age rather than
utility. Now there is a new management and, obviously,
a new attitude so things change again. Meanwhile, we’ll
be waiting for the first signs of definitive progress and
remain ready to chronicle the life and times of whatever
the answer turns out to be. Until next time, stay warm
and stay alert!
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NYC TRANSIT’S HUGE BUDGET DEFICIT
We checked the Internet and we found that
NYC Transit is having difficulty balancing the
budget.
In December, 2009, MTA-wide revenue projections from fares, tolls, government subsidy, and dedicated taxes worsened appreciably. This was caused by a reduction of
$143 million in 2009 state subsidy, lower
revenue from dedicated state taxes, and a
cumulative 11.3 percent three-year wage increase to certain union-represented employees. Therefore, the budget deficit was expected to be $383 million in 2009-10 and
$297 million in 2011. (This number has since
been revised to over $750 million for 2010
alone because of further deterioration of tax
receipts and revisions to the proposed fiscal
2011 state budget.) Because MTA must
adopt a balanced budget, it is planning the
following service reductions. These curtailments will affect the fewest number of riders,
minimize longer waiting times, maintain network coverage, and operate within existing
guidelines:
● Off-peak service levels would be revised. At the present time, off-peak
guidelines specify that trains should be
scheduled to provide seats for all passengers. The revised guidelines will
allow 10-18 standees per car, depending on car type (125 percent of seated
load). The rush hour guidelines allow
for 66-105 standees per car depending
on car type (250-290 percent of seated
load). As a result of this guideline
change, service would be curtailed on
1, 7, A, and L middays; 1, 7, A,
and F evenings; 7 and L Saturdays;
and 7, J, L, and M Sundays (M
would be replaced by V).

●

On weekends, service would be reduced on other lines because of construction work. At the present time,
trains often operate on a 12-minute
headway. The new schedules would
adjust scheduled headways to match
those required by construction work.
Service would be reduced from an 8–
to a 10-minute headway on D, F, G,
J, M, N, Q, and R on Saturdays
and A, D, E, F, G, N, Q, and R
on Sundays. Headways on 1 would
be reduced from 6 to 8 minutes on Saturdays and Sundays. Because of high
ridership, A and E Saturday service
would not be curtailed. During busy
hours on Saturdays, loads on 1, F,
N, and Q would exceed 10-18 standees per car at the maximum load point.
During busy hours on Sunday, loads on
1 and N would also exceed 10-18
standees per car.
During the Depression, the Transit
Commission ordered the solvent BMT
and the bankrupt IRT to operate nonrush hour trains with 75% of the seated
load. The companies complied and
your Editor-in-Chief could always find a
seat in the front or rear cars
G trains would operate between Court
Square and Church Avenue at all times.
G trains are schedule to operate to 71st
Avenue-Continental Avenue evenings,
nights, and weekends, but they are
usually turned at Court Square because
of construction work. In 2009, service
was extended to 71st Avenue on only
three weekends. Under the new sched(Continued on page 5)
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A HISTORY OF F (AND V) TRAIN SERVICE
(Continued from March, 2010 Issue)
by George Chiasson
Culver Line's steel trackway was raised approximately
six feet and heavily modified immediately north of the
Neptune Avenue-Van Sicklen station sometime around
1938 to provide for vertical clearance of the Belt Parkway (which opened in 1940).
Even so, the now-struggling BRT was hard-pressed to
meet the intensifying needs of its newly-configured system and suffered a great shortage of equipment. To
conserve cars and crews, it was necessary to operate
supplementary service from the lower level of Ninth
Avenue, where connection was available with the West
End Line, to the Kings Highway station in the evening
rush (and at that time Saturday noon as well). Beginning on October 17, 1920 all non-rush hour Culver service from Park Row was cut back to Kings Highway station, with shuttles composed of wooden “el” equipment
being operated from Kings Highway through the Coney
Island terminal to the Bay Parkway station on the West
End Line. This became an annual operating regime during winter seasons through 1931, with through trains to
Coney Island being reinstated each summer from May
to September into 1930.
Between a lack of capacity (especially on the Broadway Subway) and a lack of flexibility (due to the stubend nature of operations into the Chambers Street terminal), there was little impetus to upgrade the Culver
Line to the use of steel subway cars until the controversial Nassau Street Loop was completed through Lower
Manhattan. This had been part of the 1913 Dual Contracts agreement, but was delayed by the implementation of higher priority routes and financial and construction issues for well over a decade. These were finally
resolved and work had commenced as the last round of
Dual Contracts improvements got underway in
1926, but it was not until several years later that operations were finally slated to begin.
Another issue that remained was the lack of equipment, as BRT had never truly expanded its roster to
meet the enlarged requirements of the Dual Contracts.
As a result, when the Culver Line finally did start running into the BMT subway system on May 30, 1931 it
employed a unique loop-style operation into the Chambers Street station and was terminated at Kings Highway during the rush hours. The following data was
printed on the back of the 1931 BMT map:
When the Nassau Loop opened on May 30, 1931,
Culver subway trains operated via Nassau Street at all
hours. Non-rush hour locals were routed between
Coney Island and Chambers Street via tunnel and Nas-

GENESIS OF THE F TRAIN, PART III: THE
CULVER LINE AND BMT (1918-1975)
In May of 1918, a lone “el” car shuttle was reinstituted
from Culver Depot to Norton's Point, even as the Culver
Line overall was in the midst of being relocated to a
long steel elevated structure from end to end. The first
portion of the new three-track Culver elevated line was
placed in service on March 16, 1919 as far as Kings
Highway, completely replacing surface operations to
Park Row via the original PP&CI right-of-way. The
equipment and basic operations remained unchanged
otherwise, with the same trains of wooden cars running
to and from Park Row via the Fifth Avenue “El,” express
in rush hours and all stops otherwise. (Editor’s note: BMT
records reveal that wooden platform nosings on the Culver
Line were removed on May 21, 1931, just before the Nassau
Street Subway was opened. A B-Type clearance train was
operated at 4 PM the same day from Ninth Avenue to W. 8th
Street. A D-Type clearance train was operated at 2 PM the
next day. Therefore, we can conclude that there was no gap
between the wooden elevated cars and the platforms until
May, 1931. But there was a gap between the wooden cars and
the platforms during joint operation of steel and wooden
cars.) From Kings Highway, BRT employed streetcar
shuttles on the surface to Culver Depot (W. 5th Street),
which were again cut back when Culver operations on
the elevated structure were extended from Kings Highway to Avenue X on May 10, 1919. This was the temporary end of construction on the newly-minted structure
as BRT had exhausted its available resources and was
somewhat at odds with the city regarding the disposition
of its ultimate terminal at Coney Island. Shortly though,
BRT was able to continue further south by re-using surplus structural steel from the East New York complex,
which was then being reconstructed. As a result, the
Culver Line's gap was closed and the new route completed from Avenue X to the W. 8th Street station, which
replaced the Culver Depot, then via the lower level of
the new elevated built to carry the Brighton Line into the
multi-track terminal at Stillwell Avenue-Coney Island, on
May 1, 1920. At this stage the dedicated surface car
shuttles from Avenue X to Culver Depot were discontinued, and the old surface line on Gravesend Avenue assumed by a BRT surface route until it was abandoned in
1956. Meanwhile the Norton's Point shuttle car had
been changed again from one “el” car to a streetcar in
October, 1919, though provision was made to feed it
into the upper level at Stillwell Avenue if necessary. Ultimately, the Culver Line from Stillwell Avenue to Norton's
Point became part of the present B74 bus line starting
in November, 1948. Another little-known fact is that the

(Continued on page 3)
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elimination otherwise. As a result the Culver-Subway
Local was restored between Coney Island (Kings Highway in summer, with “el” car shuttles to Coney Island)
and Chambers Street via Tunnel during all non-rush
hours. Saturday morning rush hour service was
dropped as of June 24, 1950 with the usual Subway
Local in effect and on June 26, 1952 the rush hour "el"
shuttle from Coney Island to Ninth Avenue (last vestige
of the original service to Park Row) was cut back to
Kings Highway at one end and extended to Bay Parkway (West End) on the other. The summertime nonrush hour shuttle from Kings Highway to Coney Island
that had been in place since June, 1940 was also extended through to Bay Parkway for both 1952 and
1953, but all operation past Coney Island was discontinued on December 10, 1953.
Starting on November 1, 1954 IND's "D"
train assumed operation of the Culver Line from Ditmas
Avenue (where a ramp was opened to connect with the
Smith Street Line). As a result all trains began running
through to Coney Island and all “’el’ car shuttle” service
from Kings Highway to Coney Island was discontinued.
"BMT" operations were then accommodated by the addition of a siding at Ditmas Avenue, which was added to
the west side of the “el” structure, and continued running as it had been on weekdays (express via Nassau
Loop in rush hours, local to Chambers Street via Tunnel
middays), albeit only as far as Ditmas Avenue.
"Reverse rush hour" use of the center track beyond
Ninth Avenue (from Manhattan in AM and to Manhattan
in PM) was forsaken completely, while at all other times
(nights and weekends) the "Culver Shuttle" came into
being between the Ditmas Avenue siding and the lower
level of Ninth Avenue. Through succeeding years ridership on the "BMT" side of the Culver Line fell off and all
through trains were discontinued as of May 28, 1959,
after which only the shuttle was operated.
Even so, continued ridership declines and fiscal troubles dogged what was left and in 1964 the Culver Shuttle was reduced to one set of equipment roaming back
and forth on what had been the southbound track. Finally, this remnant was abandoned, just one month shy
of what would have been the Prospect Park & Coney
Island Railroad's centennial, on May 13, 1975.

A History of F (and V) Train Service
(Continued from page 2)

sau Street. During weekday rush hours except Saturday
PM, trains operated between Chambers Street and
Kings Highway via bridge and Nassau Street, returning
to Brooklyn via tunnel. Trains operated on the Fourth
Avenue express tracks, bypassing DeKalb Avenue (in
both directions) and Myrtle Avenue. They also operated
non-stop between Kings Highway and Ninth Avenue in
the direction of light traffic. (Effective April 25, 1934,
these rush hour expresses stopped at 18th Avenue.)
Non-rush hour “el’ trains ran between Sands Street
and Ninth Avenue. During weekday rush hours, “el” service was extended to Coney Island with trains operating
non-stop from 36th Street to Ninth Street to Atlantic Avenue. When the summer schedule went into effect on
June 29, 1931, service was extended and trains operated between Park Row and Coney Island during midday and evenings.
Existing rush hour "el" service to and from Park Row
was used to cover the Culver Line from Kings Highway
to Coney Island as the new subway operation commenced, being turned at Sands Street in the fall, winter,
and spring until 1940. Finally, off-peak "el" service was
cut back to operate strictly between Park Row/Sands
Street and the Ninth Avenue station with connections
available to the West End Line and the new CulverSubway Local.
As the summer of 1931 arrived, the new CulverSubway service proved to be popular among patrons
destined to Coney Island for its almost-all-express routing, with delays resulting. In July, non-rush hour Culver
trains were curtailed at Kings Highway as a result, feeding into wooden “el” car shuttles from that
point to Stillwell Avenue and Bay Parkway (West End).
This became an annual summertime operating strategy
in both 1931 and 1932, but starting in June, 1933, at the
height of the Great Depression, evening, overnight, and
Sunday Culver-Subway service was eliminated completely in favor of re-extended Culver "el" trains from
Park Row to Coney Island. As a result Subway Locals
from Coney Island to Chambers Street were reduced to
weekday midday and Saturday non-rush hours. In turn
these were turned at Kings Highway from MaySeptember each year through 1940, with corresponding
“el” car shuttles from Kings Highway to Coney Island.
Further cuts were in store even later on, with single-car
Fifth Avenue Locals to and from 65th Street in Bay Ridge
being combined with Culver trains at 36th Street during
non rush hours starting on October 1, 1934.
When the city's Board of Transportation assumed control of the BMT lines on June 1, 1940, the Fifth Avenue
“El” was one of two closures on the Brooklyn “el” system (Fulton Street being the other). This forced a truncation of rush hour Culver via "el" service from Park
Row/Sands Street to Ninth Avenue, and its outright

ROLLING STOCK OF THE PROSPECT PARK &
CONEY ISLAND RAILROAD (1875-1899)
At its beginning, PP&CI was equipped with 12 doubletruck excursion coaches and three (3) 2-4-0T steam
locomotives, all built by Baldwin. The exact nature of
the motive power (Forney or Cross Compound) is not
known, but their diminutive scale was typical of the
early motive power used on such operations, as well as
the elevated railways of Manhattan. The coaches as
well were fairly miniature in nature, and more resembled an oversize horse car than railway carriage. All 12
(Continued on page 4)
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and not immediately replaced. In succeeding years
LIRR would step in with additional rolling stock if
needed, not just conventional coaches but in 1888-9
parlors and sleepers as well to service the Brooklyn
Jockey Club. Extravagant as this may have been,
PP&CI received 12 new cars from Brill and two locomotives in time for its routing into the Union Depot in June
of 1890, which enabled it not to rely on LIRR for equipment. Ultimately, its stable of 34 coaches and 10 locomotives was sold off quickly in April, 1899 as the Culver
Line was converted to electric traction under BRT.
Meanwhile, steam-powered Pullmans and Parlors continued to ply the Culver Line to Manhattan Beach on
behalf of LIRR through the 1909 racing season.

A History of F (and V) Train Service
(Continued from page 3)

were built by the J.G. Brill Company of Philadelphia, 10
being open-bench types for outdoor riding in spring,
summer, and fall, while a pair had enclosed bodies for
the limited year-round service provided through the winter.
Each year as its business grew so did PP&CI's fleet of
rolling stock, though most of the coaches were of the
open type for its core constituency. By the time of the
1879 season there were seven locomotives and 41
coaches altogether; a high of nine engines and 42 cars
was finally reached by 1887. That off-season, on November 14, some twenty of PP&CI's own coaches and
one locomotive were lost in the Greenwood Depot fire

(Continued next issue)

route. Late-night and weekend M trains would
continue to operate between Metropolitan Avenue
and Broadway-Myrtle Avenue. Trains would be
480 feet (8 cars) because of shorter platforms on
Broadway and Myrtle Avenue (V trains are currently 600 feet long). Trains would be more
crowded along Queens Boulevard, but loading
would be within guidelines. The brown M signs
would become orange (for Sixth Avenue)
● Staten Island Railway Baseball Specials to the
Stadium station would be discontinued and the
station would be closed. This service operates
only on game days with one round trip between
Tottenville and Stadium in addition to shuttle trains
between Stadium and St. George. Approximately
70 passengers per game would be required to
take a bus or walk less than ⅓-mile from the St.
George station to the stadium.
The service changes listed in this article would reduce
the deficit by $17.6 million.
The changes were passed by the MTA Board on
March 24. Barring additional financial aid, the changes
will take effect starting in late June.

NYC Transit’s Huge Budget Deficit
(Continued from page 1)

●

●

ules, trains would operate at all times between
Court Square and Church Avenue, and three evening trips would be added
Astoria service would be revised by discontinuing
W, which operates only on weekdays. It would be
replaced by Q, which would be extended from
57th Street-Seventh Avenue to Astoria. N trains
would make local stops in Manhattan at all times
and Q would stop at 49th Street. N, Q, and R
trains would be more crowded, but the loads
would be within the guidelines
M and V trains would be through-routed. V service would be discontinued. M trains would operate via the present route from Metropolitan Avenue to Essex Street. Then they would be routed to
Broadway-Lafayette Street on the BJ tracks that
have been out of service since the last K train
operated on August 27, 1976. They would continue to 71st-Continental Avenue on the current V

THE LONGEST AND SHORTEST TRAIN RIDES IN
THE METROPOLITAN AREA
By Larry Kiss
metropolitan area came up. I checked the latest timetables and came up with the following:

During the recent trip to Bay Head with Barry Zuckerman and Randy Glucksman, the subject of what would
be the longest and shortest train ride in the New York
RAILROAD
Long Island Rail Road
Metro-North
NJ Transit

STATIONS
Valley Stream-West Hempstead
Hunterspoint Avenue-Montauk
Stamford-New Canaan
Grand Central Terminal-Wassaic
Princeton Junction-Princeton
Hoboken-Port Jervis (via Main Line)

4

MILEAGE
4.6
114.9
7.9
82.0
2.7
95.1

AVERAGE TIME (HH:MM)
00:15
03:05
00:19
01:57-02:03
00:05
02:05-02:26
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IRT 159TH STREET YARD AND SHOP
(Photographs from Bernard Linder collection except where noted)

159th Street Yard, W. 159th Street and Eighth Avenue in
Manhattan.

A portion of the yard in 1903. Note that the supply car has glass in its
windows.

Inspection shed under construction in June, 1903.

Inspection shed under construction in summer, 1903. Note new motor car 1307.

South end of the yard in 1937.

Car 396 in December, 1938. This car was built by Gilbert and Bush,
delivered in October, 1886, and scrapped in 1940.

(Continued on page 6)
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159th Street Yard and Shop
(Continued from page 5)

159th Street Yard.

155th Street-Eighth Avenue station on October 30, 1914, before
reconstruction.

155th Street-Eighth Avenue station looking north on April 13, 1915,
after reconstruction.

155th Street-Eighth Avenue station looking south.

155th Street-Eighth Avenue station on May 10, 1958.
Bernard Linder photograph

155th Street-Eighth Avenue station on May 10, 1958, with the Polo
Grounds on the left side.
Bernard Linder photograph
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NEW YORK CITY SUBWAY CAR UPDATE
by George Chiasson
Hello, Everybody!
Gloom and Doom seem the order of the day on many
fronts as this year gains momentum, regarding life’s
daily struggles both within MTA New York City Transit
and without. In all the years since this chronicle was
begun, this month finds the state of things as discomfited and unsettled as it has ever been. Nevertheless,
we will try to walk through the current situation regarding subway equipment as best we can, and hopefully
along the way offer more clarification than hypothesis,
albeit in abbreviated form. And, again, the two “side projects” involving the R-62As on 7 and the R-44s of
Staten Island Railway have definitely moved forward,
neither of which involve any guesswork whatsoever. So,
after waiting in vain for some possible aspects of this
report to jell (and which never did to a satisfactory level
so have been omitted…for now), herewith is this
month’s Update.
Subdivision “A” Happenings
Through February 19, 2010 the following single unit
R-62As have received the modified WABCO brake
valve at the #1 end and joined the pool of north motors:
1906, 1916, 1966, 1976, 1986, 2006, 2036, 2046, 2056,
and 2076. In addition, the modified brake valve was
added at the #2 end of four-tripper cars 2012, 2022 and
2016. This completed the program at 80 cars total (a
reduction from the original objective of 88), and with all
but very few exceptions, unmodified single units no
longer are used as the north motors on 7 consists. In
late January car 1915 was one exception, though it
sports a New York Air brake valve variation from its
days on the S 42nd Street Shuttle, and unmodified single unit 2049 was seen in the north motor position as
well on February 17. As for the single-unit R-62A s assigned to the Shuttle and also the ten running on 1,
only cars outfitted with full-width cabs at one end are
used in control positions, and each (1920, 1921, 1925,
and 1926 on 1 and 1930, 1931, 1935, 1936, 1940,
1941, 1945, 1946, 1950, 1951, 1955, and 1956 on the
S 42nd Street Shuttle) retain a slightly modified version
of their original New York Air Brake installations.
R-160 Progress
Through January 31, 2010 Option II R-160A-2s 972342 had been delivered, while Option II R-160A-2s 96939702 went into service on E and F. As of February 22,
2010 Option II R-160A-2 9743-72 had been delivered,
while 9703-32 had entered service at Jamaica. As of
February 22, 2010 Option II R-160Bs 9893-9907 had
been delivered, with cars 9873-82 entering E and F
service as of January 29. CBTC-equipped R-160A-1s
8313-76 remain confined to L and now display red
dots over their number boards. On February 11, the

“seatless” train composed of R-160Bs 8713-22 (with
fiberglass flip-up seats installed on “B” cars 8714-6 and
8719-21) was at last transferred from Coney Island to
Jamaica, and entered a long-term period of experimental revenue service on E starting February 22.
As of January 16, 2010 deliveries totaled 340 R-160A1s, 600 R-160A-2s, and 630 R-160Bs for a combined
quantity of 1,570. Of the overall total as of January 16,
340 R-160A-1s were in service at East New York on J/
Z, L, and M; 60 R-160A-2s plus 420 R-160Bs at
Coney Island on N, Q, and W (for 480 total); and 500
R-160A-2s plus 180 R-160Bs at Jamaica on E and F
for a combined total of 680.
60-Foot SMEE News
Things still haven’t settled completely with regard to
the remaining BMT/IND 60-Foot SMEEs, but it looks
like the base fleet of Phase I R-32s over the long haul
(should they be retained another five years or so) will be
246 and not 252, as there has been no action to reactivate six previously retired cars from Jamaica. Otherwise
their assignments remain unchanged through February
22 with 26 at Jamaica to support two trains for R and
V; 10 at Coney Island and usually on B; and the remaining 210 at 207th Street for A and C. One train of
the latter (cars 3446/7, 3810/1, 3818/9, 3834/5) was
briefly at Fresh Pond Yard over Valentine’s Day weekend and is believed to have made at least one
“simulation run” of the proposed V/M combination between Metropolitan and Continental Avenues while
there.
There has been no change in the status of remaining
Morrison-Knudsen-overhauled R-42s since our last
look, with 50 still roaming J and Z out of East New
York and 14 more in stir at 207th Street. Other MorrisonKnudsen-overhauled R-42s are still on the property with
their end bonnets removed as part of the (previous)
reefing program, which will probably be included in its
next phase sometime this coming spring. To recap once
more, as of February 22, 2010 there remained 246
Phase I R-32s and 50 Morrison-Knudsen-overhauled R42s active for a total of 296.
The 75-Footers of MTA New York City Transit (R44, R-46, R-68, R-68A)
The R-44 evaluation study was completed, as projected, by the end of January, 2010 and as of February
22 remained under official review, with the ultimate decision regarding their fate as yet to be made. In the
meantime another round of R-46s were transferred in
from Jamaica (as replaced by new R-160s) and a select
few have actually begun operation on A, still so designated by a blue diamond at the number board. To sum(Continued on page 8)
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435. This raised the overall number of completed cars
to 51.
Miscellaneous Notes and Reefing Renewed, Again
Perhaps the most decisive change which accompanied the December, 2009 suspension of 60-foot SMEE
retirements was a sudden, if temporary, conclusion to
the reefing program. The empty Weeks Barge was back
at 207th Street immediately after the previous Update
(arrived January 18) and during the following week was
re-loaded for what seemed to be the “final” time. The
following weekend (January 23), these 44 MorrisonKnudsen-overhauled R-42 bodies departed with Barge
29 for the Del-Jersey-Land Reef off Delaware: 4556,
4557, 4570, 4571, 4576, 4577, 4582, 4583, 4584, 4585,
4606, 4607, 4630, 4631, 4636, 4637, 4638, 4639, 4656,
4657, 4658, 4659, 4660, 4661, 4672, 4673, 4702, 4703,
4710, 4711, 4732, 4733, 4734, 4735, 4742, 4743, 4746,
4747, 4752, 4753, 4760, 4761, 4770, and 4771.
A small number of shells were left behind as a result,
with no real indication as to Transit’s plan for equipment
disposition going forward. Finally, as part of the R-44
evaluation and cost-benefit process, the decision was
made to renew the reefing program yet again, though in
no way does this (as yet) indicate the R-44s will actually
be reefed as a class. As of this writing, its former area at
207th Street Shop has been returned to former use for
overhaul work, the sole exception being the preparation
of wrecked Staten Island R-44 402 for eventual reefing,
whenever a barge does return. In addition the Weeks
Crane remains on site at the Harlem River dock and the
program’s various personnel are gradually being reassigned. In sum, absent official, decisive action on which
way equipment dispositions will proceed, the reefing
program at this point is definitely not dead (though its
next load will be the beginning of its third incarnation),
but rather in a state of suspended animation.
Conclusion
Will Gloom and Doom soon give way to a renewed
sense of Boom and Zoom? One never knows but just
as the first soft shadows of February foretell the inevitability of spring (despite New York’s harshest winter in a
few), so do a scattering of positives diminish the seemingly endless flood of negatives these days. So, let’s
grab on to what we can and hope for the best next time,
and until then…try to make the best of it!

New York City Subway Car Update
(Continued from page 7)

marize, R-46s 5846-9 and 5870-3 were moved to 207th
Street in January and 5794-7, 5802-5, 5834-7, 5842-5,
5858-61, 5862-5, 5926-9, 5942-5, and 5946-9 by February 22, 2010. Of the 72 R-46s thus far assigned to
207th Street, 5850-3 and 5894-7 were the first to see
revenue A train service on February 5, followed by
5834-7, 5842-5, 5922-5, 5926-9, and 5946-9 through
February 22. The reason for the odd total (7 4-car sets)
is that 5922-5 was joined to Pitkin-assigned 6126-9
when it first appeared on February 19. The 44 207th
Street-assigned R-46s that had not yet appeared in service by February 22 were expected to be activated at
any time, but there is as yet no word of when (or even
if) these will be moved to Pitkin as a group. In the past
couple of months (since about mid-December, possibly
before), R-46s have also begun to appear rather regularly on the S Rockaway Park Shuttle, but still not on a
daily basis, and remain in combination with R-44s on
the midnight OPTO shuttle from Euclid Avenue to Lefferts Boulevard. On the flip side, the number of R-46s at
Jamaica has now been steadily reduced to 576 and
they appear far less often on F than even a couple of
months ago.
R-44 Retirements
As for the R-44s, there were signs that at least a
handful of additional cars could be facing the end of
their service career, but (absent the official decision to
pursue their overall retirement) from January 15 through
February 22, 2010 only one more unit was definitely
dropped out of the service rotation. This is listed below,
but may (as always) be subject to later revision.
The following were taken out of service through February 22, 2010:
January, 2010: R-44 5354/5/7/6 withdrawn from Pitkin
(A).
The R-44s of MTA Staten Island Railway
Arriving at Coney Island Overhaul Shop between
January 17 and February 22, 2010 were SIR “A” cars
442, 448, and 462, along with “B” car 409. “A” car 408
and “B” car 403 remained in process at Coney Island,
while returning to the Staten Island Railway upon completion were “A” cars 426 and 434 along with “B” car

ERA MEMORIES
by Ray Crapo
During my early years at ERA in the 1950s (1953 was
when I began to attend), the meetings were held in
Penn Station New York. Every meeting began with a
litany of freshly abandoned electric lines. Herbie Frank
was the "Chief Undertaker," since he would be asked by

Since its founding in 1934, the Electric Railroaders’ Association has had a long history, and it is its members who have
kept it going and growing. Below is what is hoped will be the
first in a series of first-person reminiscences from a member
who had an interesting story to share. Please email your stories to the News Editor at NYDNewseditor@aol.com.

(Continued on page 17)
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Commuter and Transit Notes

No. 257
by Randy Glucksman

MTA METRO-NORTH RAILROAD (W EST)
Checking Metro-North’s website on February 28, I
found that ferry service had been restored on the
Haverstraw-Ossining route, but the Newburgh-Beacon
line was still being operated by shuttle buses. After several days of long-awaited spring-like temperatures, service resumed March 10.
MTA LONG ISLAND RAIL ROAD
New timetables were issued effective March 8 and will
remain in effect through May 16. Weekend track work
will affect all branches except Port Washington on April
10-11 and 17-18. Special timetables will be issued. Middays on weekdays, construction activities take place as
follows:
● PORT W ASHINGTON: One of the two tracks is out of
service for tie replacement between Woodside
and Bayside. Five eastbound and six westbound
trains are canceled, resulting in hourly service. A
note in the press release advises that this is not
part of the (proposed) 2010 fiscal service reduction in service. Late-night trains depart 30 minutes
later to accommodate bridge work in the Queens
Boulevard area
● PORT JEFFERSON, RONKONKOMA, OYSTER BAY, AND
HEMPSTEAD: Midday and overnight schedules adjusted between three and eleven minutes for track
work at Queens Interlocking
● LONG BEACH: Bridge replacement work continues
over the weekends of March 20-21 and 27-28 and
May 1-2 and 15-16. Buses replace trains to Valley
Stream and a special timetable covering these
weekends was published
● BABYLON: One of the two tracks between Wantagh
and Babylon is out of service for state-of-goodrepair work. Seven eastbound and five westbound
trains terminate at Freeport. East of Freeport,
trains operate hourly.
Train #2776, 5:10 PM Babylon, has been extended
from Patchogue to Speonk with a stop at Mastic-Shirley.
An extra train operated from Jamaica to Montauk on
March 21 for the Montauk St. Patrick’s Day Parade, and
a green timetable card was issued. The train, simply
called “Extra,” departed from Jamaica at 8:43 AM with a
stop in Babylon, then all stops to Montauk.
Sperry Rail Testing on the Port Washington Branch
caused issuance of a special timetable for March 20.
Bus/van service was provided between Great Neck and
Port Washington.
The first Mets-Willets Point timetable of 2010, for the
period April 5-May 16, was issued.
The March edition of TrainTalk contained a chart

METROPOLITAN TRANSPORTATION AUTHORITY
On February 23, MTA Chairman Jay Walder announced plans to reduce costs and operate more efficiently, beginning with the elimination of more than 600
represented and non-represented administrative positions. These cuts represent 15% of administrative payroll across MTA with deeper cuts at MTA Headquarters.
The agency also has begun the process of laying off up
to 500 NYC Transit Station Agents. In an interview on
WCBS-880, Mr. Walder hinted at further layoffs even
assuming the proposed service reductions are approved and take effect. In December, 2009, the shortfall
was $400 million without state funding and subsidies,
but by February, 2010, adding the lost tax revenues, the
deficit had grown to $750 million. Mr. Walder offered this
analogy of the financial crisis – “It’s like running up a
down escalator.”
The news got worse, because on March 2, MTA announced that an additional 100 Station Agents would be
laid off. There were plenty of angry riders who attended
the service reduction hearings, which were held around
the MTA region. MTA reported that about 2,500 people
attended the hearings and about 500 spoke.
MTA METRO-NORTH RAILROAD (EAST)
For only the third time in its 27-year history, not surprisingly, ridership fell last year by 4.1%. Still, 80.5 million riders were carried vs. 83.95 million in 2008. It
should go without saying that this falloff can be blamed
on job losses and the economy. Ridership also fell in
1991 and 2003. Still, there were some pluses – the Yankees-E. 153rd Street station, which is open 365 days a
year, drew 500,000 riders, of whom 450,000 were attributable to the New York Yankees. In the first year of New
Haven Line service to Giants and Jets games at the
Meadowlands, 5,800 riders were carried.
Member Larry Kiss rode round-trip from Grand Central
Terminal to New Haven on March 2, and wrote: “I noticed a mostly completed station between Fairfield
(50.6) and Bridgeport (55.6). Research on the Internet
revealed that this station is to be called Fairfield Metro
Center. It is located near Exit 24 of the Connecticut
Turnpike at the Black Rock Turnpike overpass. The station is part of a large commercial development of offices, restaurants, and retail stores. However, because
of financial problems completion of the station and the
rest of the development have been stopped. As of now
there is no anticipated completion date and trains bypass the two side platforms, which are fully covered.”
Signs were posted around Grand Central Terminal to
advise riders that the October 18, 2009 through March
27, 2010 timetables have been extended until April 10.

(Continued on page 10)
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New York stations). One-way fares would rise from a
range of $1.25-$13.25 to a range $1.50-$16.50. Using
(Continued from page 9)
Metropark as an example, a trip to New York Penn Stashowing by branch the costs of carrying passengers tion, which is currently $8, would rise to $10. The most
over each of the railroad’s branches. I copied this data expensive monthly ticket is from Bay Head to New York
and created the table below. Please note that there are Penn and would increase from $259 to $324. A onesome minor mathematical differences in the totals. Ac- zone local bus trip or one-way ticket on Newark Light
cording to LIRR, the Greenport Branch generated Rail or the RiverLine would increase from $1.35 to
$726,304 in revenue while the Babylon Branch was the $1.70 per ride. HBLRT tickets would increase from
highest, generating $134 million.
$1.90 to $2.40 per trip. All routes would see service reESTIMATED duced and a minimum of two trains would be eliminated
TOTAL
FARE BOX
on each rail line. All are weekday trains, unless otherANNUAL AVERAGE
OPERATwise indicated.
BRANCH
CUSTOM- COST PER TOTAL COST
ING RATIO
ERS
PASSEN● ATLANTIC CITY LINE: Approximately 100 customers
BY
GER
affected
BRANCH
#4600 and 4609 (12:46 AM and 4:24 AM from
Greenport
69,986
$ 85.91
$ 6,012,368
12%
Montauk
2,569,535
$ 56.43
$ 144,988,870
17%
Atlantic City)
Port Jefferson
3,427,763
$ 28.68
$ 98,304,632
23%
Weekends – Approximately 425 customers afOyster Bay
2,112,962
$ 26.91
$ 56,852,522
24%
fected
West Hemp#4646/4696 (11:47 PM from Atlantic City)
stead
853,049
$ 20.79
$ 17,731,000
28%
#4653 and 4665 (1:50 AM and 7:54 AM from
Far Rockaway 4,187,372
$ 15.08
$ 63,157,735
38%
Hempstead
4,348,497
$ 14.48
$ 62,973,978
40%
Philadelphia)
Babylon
19,682,188
$ 13.25
$ 260,734,446
51%
#4660 (5:45 AM from Atlantic City)
Huntington
12,194,069
$ 12.51
$ 152,537,858
54%
● MAIN/BERGEN COUNTY: Approximately 400 cusLong Beach
6,509,587
$ 11.95
$ 77,784,615
54%
tomers affected
Ronkonkoma
14,007,203
$ 11.96
$ 167,474,270
63%
Port Washing#1211 and 1270 (4:50 PM and 9:15 PM from Hoton
13,369,790
$ 8.49
$ 113,489,961
67%
boken)
LIRR System#1218
and 1281 (6:10 PM and 10:26 PM from
wide
83,332,000
$ 14.68 $1,222,042,255
44%
Waldwick)
NJ TRANSIT
● MONTCLAIR-BOONTON LINE: Approximately 150
NJ Transit announced that it too had financial difficulcustomers affected
ties to the tune of $300 million for the coming fiscal
#1024 (10:21 AM from Hackettstown)
year. Besides reduced ridership, Governor Christie, in
#1025 (12:18 AM departure from Montclair State
an effort to help alleviate state budget problems, is cutUniversity)
ting a state subsidy of $32.7 million. Executive Director
#1028 (1:44 PM from Mount Olive)
James Weinstein implemented a 5% salary reduction
#1029 (3:15 PM from Montclair State University)
for 12 senior executives, announced elimination of 200
#247 (2:27 PM from Hoboken)
jobs (about 2% of the work force), reduced contributions
#244 (3:37 PM Montclair State University)
to employees’ 401k plans by one-third, and will investiTrains #247 and 1029 would be replaced with a
gate ways to reduce the cost of parts, fuels, and utilities.
new train (#1001)
But that will not close the gap, so eleven public hearTrain #1000 would be extended to start in Hackings were held at various locations in New Jersey and
ettstown as train #1070 (replacing Hackettstown
also at the Port Authority Bus Terminal on March 25 and
and Mount Olive stops from Morris & Essex Lines
March 26. Potential service reductions were announced
train #870)
on March 5, with most of the changes planned to take
● MORRIS & ESSEX LINES: Approximately 1,000 cuseffect May 1. NJ Transit expects to generate more than
tomers affected
$140 million in revenue.
#870 (5:27 AM from Hackettstown)
The proposed fare hikes are as follows: One-way rail
#813 and 873 (6:40 AM and 7:57 AM from Hobotickets would increase about 25%, subject to rounding
ken)
and the Off-Peak Ticket (OPT) would be eliminated. Rail
#323 (11:20 AM from Hoboken)
fares on the Main/Bergen County and Pascack Valley
#348 (3:06 PM from Summit)
Lines would be authorized to be raised to levels that
#465 (5:06 PM from Hoboken)
provide parity with pricing on other similar-distance NJ
#464 (6:43 PM from Murray Hill)
Transit rail lines, based on future changes in MetroMontclair-Boonton Line train #1000 would be exNorth fares. (Since 1984, these fares have appeared
tended to start in Hackettstown as train #1070
separately in the fare charts from comparable New Jer(replacing the Hackettstown and Mount Olive
(Continued on page 11)
sey stations so as not to exceed the fares charged at
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stops on #870)
NORTHEAST CORRIDOR: Approximately 2,700 customers affected
#3916 (6:18 AM from Trenton)
#3171 (5:41 PM from New York)
#3933 (10:01 AM from New York)
#3868 (5:28 PM from Trenton)
#3801 (12:43 AM from New York)
● NORTH JERSEY COAST LINE: Approximately 1,000
customers affected
#2306 (6:41 AM from Bay Head)
#2309 (5:10 PM from Hoboken)
#3517 (7:42 PM from New York)
#3518 (9:13 PM from South Amboy)
● PASCACK VALLEY LINE: Approximately 330 New
Jersey customers affected
#1600 (4:56 AM from Spring Valley) would either
be discontinued or no longer serve New Jersey
stations
#1639 (6:55 p.m. departure from Hoboken) would
either be discontinued or no longer serve New
Jersey stations
● RARITAN VALLEY LINE: Approximately 900 customers affected
#5724 (7:19 AM from High Bridge)
#5903 (4:55 PM from Newark Penn)
● HUDSON-BERGEN LIGHT RAIL: Thirty-six trips would
be eliminated on weekday evenings, beginning at
8 PM, by expanding headways from every 20 minutes to 30 minutes on each line. Approximately
4,000 customers would be affected.
On weekends and holidays, direct service between Tonnelle Avenue and Hoboken Terminal
would be discontinued, resulting in longer trips for
some customers. All stations would continue to be
served. Approximately 4,800 customers would be
affected.
● NEWARK LIGHT RAIL: On Sundays, headways
would be increased to every 25 minutes, from 20
minutes. Approximately 5,500 customers would be
affected.
On weekdays, off-peak service between Broad
Street and Newark Penn Stations would be from
20 to 30 minutes. Approximately 500 customers
would be affected.
● RIVERLINE: On weekdays, four peak-period trips
would operate as a single-car train, rather than a
double-car train. Approximately 330 customers
would experience increased crowding.
Late night trips that operate only between the Entertainment Center and Pennsauken Route 73
stations would operate for concerts and special
events only, rather than nightly.
According to enroute, an electronic edition of an em●
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ployee enewsletter, during January, NJ Transit took delivery of its 329th and final multi-level car, cab 7051, and
also the first of 36 ALP-46A electric locomotives. These
units will be numbered 4629-4664, right above the ALP46s. NJ Transit’s Board awarded Bombardier a contract
for 27 on February 22, 2008 and exercised an option for
9 on June 10, 2009.
On March 8, NJ Transit was awarded $52 million in
stimulus funds for construction of the Pennsauken Transit Center and to improve pedestrian and vehicle traffic
at Newark Penn Station. United States Senator Bob
Menendez, who made the announcement, said that
these projects would result in the creation of 4,000 direct and indirect jobs.
Also on March 8, NJ Transit closed its Eighth Avenue
ticket windows at New York Penn Station.
PORT AUTHORITY TRANS-HUDSON CORPORATION
At about 7:20 AM on March 10, a car crashed through
a fence near Journal Square in Jersey City and landed
on the tracks, causing service to World Trade Center to
be suspended. Passengers at Newark were advised to
use NJ Transit, which was cross-honoring PATH tickets.
Service was resumed around 8:47 AM with 10-minute
delays.
AMTRAK
As was reported last month, Wi-Fi service was in fact
rolled out on March 1, on all Acela trains. Wireless service is also available inside the gate areas of Washington Union Station, Baltimore Penn Station, Philadelphia
30th Street Station, New York Penn Station, Providence,
and Route 128. Wilmington will be Wi-Fi equipped once
station renovations are completed in 2011. For now, the
service is free.
The third National Train Day will be celebrated on May
8.
Details
may
be
found
at
http://
www.nationaltrainday.com/.
MUSEUMS
In the early days of incandescent bulbs, many transit
operators employed various tricks in order to prevent
bulbs from being stolen, because they were relatively
expensive. Some operators used bulbs with a lefthanded thread, which would make them useless in
household sockets. The January edition of The Tripper,
published by the Shore Line Trolley Museum (Branford),
reported that the arrangement in Brooklyn Rapid Transit
4573 differed in that the company used a special socket
where the inner threaded shell “free-wheels” unless a
special key is inserted into the side of the socket. This
car was built in 1906, and although it has been well
maintained, Branford reports that the lighting in this car
has been troublesome because of this socket design.
One of its members has been repairing the sockets so
that all lights will be working.
INDUSTRY
NOR’EASTER III (FEBRUARY 25 THROUGH FEBRUARY 27)
I asked Division member and WCBS Newsradio-880
(Continued on page 12)
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meteorologist Todd Glickman to write an introductory
paragraph and he willingly did so. “An unusual winter
storm affected the metropolitan area February 25-27.
This kind of storm happens here on average just once a
decade, where the cyclone is so intense, it looks like a
hurricane. It was positioned in just the right spot — and
became stalled — to bring precipitation to the area for
more than two days. At first it was heavy rain over Long
Island with a mix in the city and snow over New Jersey
and in the Hudson Valley. Then, as the storm drew in
colder air, it changed to snow everywhere. Accumulation totals ranged from a foot over Long Island and Connecticut to near two feet in the city and upwards of three
feet north and west.” Todd remarked on-air that this was
among the most impactful storms he's worked in his 31
years on-air there. News of the two previous Nor’easters, February 6 and February 10, were published in the
March Bulletin.
LONG ISLAND RAIL ROAD: Thursday February 25 –
Eight extra trains were operated from Penn Station between 2:09 PM and 3:48 PM for passengers leaving
work early: Port Washington (1), Port Jefferson (3), Far
Rockaway (1), and Babylon (3).
Friday morning, February 26, 10-15 minute delays
were reported. Midday, there were minor delays on the
Port Jefferson and Montauk Branches. The same extra
service that operated on Thursday was repeated Friday.
Later, two afternoon trains to Port Washington and one
to Wantagh from New York Penn were canceled as well
as one from Flatbush Avenue to Babylon. There were
minor delays that evening.
METRO-NORTH: February 25, the railroad announced
that it would be operating a regular schedule throughout
the afternoon and evening. Additional trains/cars would
be added as needed to address increased volume from
customers wishing to depart early. Some delays were
reported on the Port Jervis Line.
February 26 – A reduced inbound schedule, similar to
what was used on February 10, was operated. Seven
each, Hudson and Harlem Line trains were canceled/
combined, while nine New Haven Line trains were canceled/combined. Metro-North then went to two trains/
hour on each line until 4 PM as follows:
● HUDSON: Locals to/from Croton-Harmon, expresses to Poughkeepsie
● HARLEM: Locals to/from North White Plains, expresses to/from Southeast with three shuttles to
Wassaic
● NEW HAVEN: Locals to/from Stamford, expresses
to/from Stamford then local to/from New Haven.
There were two shuttles to Danbury and three to
Waterbury
Between 4 PM and 8 PM, the following service was
operated:
12

HUDSON: Nine local trains made all stops to Croton-Harmon and eight express trains ran non-stop
to Croton-Harmon then made all stops to Poughkeepsie
● HARLEM: There were six local trains, which made
all stops to North White Plains, plus nine other
trains that were various combinations of expresses and trains that made limited stops
● NEW HAVEN: Twenty-nine trains were operated:
locals to Stamford plus expresses to Stamford and
then local to New Haven
After 8 PM, and continuing until the end of service, the
hourly local and hourly express service pattern was in
effect on all lines. All of these schedules were available
on the Internet. The regular Saturday schedule was operated on Saturday, February 27.
PORT JERVIS: Most of this line is located in Orange
County, which was particularly hard-hit by the storm and
in fact, its County Executive had declared a state of
emergency the evening before to keep all but emergency vehicles off the road. Some parts of the county
received up to three feet of snow. Early in the morning
of February 26, NJ Transit (and Metro-North) reported
no service west of Harriman, but that was soon
changed to all service being suspended west of Suffern.
The story below sounds like an event that could take
place in the midwest or western part of the United
States. Additional details came from The Times HeraldRecord. At about 11:30 AM, WCBS-880 reported that
eight passengers and three crew members who were
aboard Train #68 (9:28 PM Port Jervis/Hoboken) had
been stuck on that train for eleven hours. The train actually departed at 11:30 PM and was stalled behind trees
that fell across the tracks. It had been inching along the
tracks from Port Jervis, becoming disabled at 5:40 AM
Friday about 3½ miles west of the Salisbury Mills station. According to NJ Transit spokesman Dan Stessel,
help came in the form of Hoboken Division Superintendent Joe Meade and two of his staff, Manny Couto and
Jimmy Halloran. The men flagged down the Salisbury
Mills Fire Chief en route to the train and asked for his
assistance. The Fire Department then mustered on Station Road, about a mile and a half from the train, while
Meade and his colleagues walked through two and
three feet of snow on the tracks to reach the consist.
Halloran crawled under the train, located a punctured
hose, and patched it with debris at the site. The temporary fix was sufficient for the crew to move the train
back toward Station Road. Firefighters used all-terrain
vehicles and a borrowed backhoe to carve a path in the
snow down a 45-degree embankment between the train
and the road and then led the passengers off the train
to waiting cars. They were taken to the Salisbury Mills
firehouse for coffee and doughnuts.
Metro-North spokeswoman Marjorie Anders said MTA
police and Metro-North staff then drove four New York
(Continued on page 13)
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City-bound passengers to the Beacon train station, one
Albany-bound passenger to the Poughkeepsie train station, and the other three passengers to their homes in
Orange County. "Having people onboard for such a long
period of time is unacceptable to either railroad, and we
offer our apologies to the eight passengers," Anders
said, adding, "and we express our gratitude to all the
emergency service personnel who assisted us." Stessel
said the crew warned the passengers before they
boarded in Port Jervis that the trip could be slow and
rough because snow-heavy trees had been falling
across the tracks all evening. The eight, however, chose
to make the trip to Hoboken. Anders said the incident
still prompted MTA Chairman Jay Walder to call NJ
Transit Executive Director James Weinstein to initiate a
bi-agency review of how it occurred and how a repeat
could be prevented.
Metro-North crews worked around the clock to clear
55 fallen trees that were along the right-of-way and then
had to restore power and provided eight generators to
power the signal system so that trains could operate
safely. Service did not resume until Monday morning,
March 1.
NJ TRANSIT: On February 24, it was announced that
cross-honoring of rail and bus tickets would be in effect
as of 5 AM February 25, and it was subsequently extended through 5 AM Saturday, February 27. On February 25, there were minor delays on the MontclairBoonton, Pascack Valley, and Port Jervis Lines.
February 26, there were some train cancellations and
10-15 minute delays on many lines. For the return trip
home, all 3700-series (Jersey Avenue) trains as well as
selected trains on the Bergen/Main Line, Gladstone
Branch, Morristown Line, and Pascack Valley Line were
cancelled.
Bus service was canceled in Central and Northern
New Jersey until 1 PM, at which time limited service
was resumed with the exception of Routes: 64, 68, 71,
73, 75, 93, 97, 111, 120, 131, 133, 134, 135, 138, 196,
and 321. Service on these routes was resumed by 4:30
PM.
NOR’EASTER IV (MARCH 13-15)
Yet another nor’easter affected the major cities of the
Northeast. From New York City to Boston, rainfall
amounts were in excess of six inches in places, with
wind gusts over 50 mph. Flooding, downed power lines,
and other damages were evident, but this time there
was no snow — but lots of rain and high winds. In one
news report that I saw, JFK Airport clocked a wind gust
at 75 mph and some areas received as much as six
inches of rain. Hundreds of thousands of homes lost
electricity due to trees toppling onto power lines. All local transit operators experienced problems that caused
suspensions of service on parts of all their lines. One
13

train of Arrow IIIs lost power west of the Rahway station,
stranding passengers for five hours until a diesel engine
arrived to tow the train. Hoboken Terminal was flooded,
so trains were being terminated at Secaucus Junction.
Raritan Valley Line trains bypassed the Bound Brook
station due to flooding as this column was being completed.
From Boston, Todd Glickman reported that on Sunday
evening, the nor'easter affected three of the four rapid
transit lines. The storm brought over four inches of rain
and winds gusting to over 40 mph. The Green Line's
Riverside Branch was suspended between Kenmore
and Reservoir as the Muddy River was overflowing and
flooding the portal near Fenway station. On the Red
Line, service was suspended between JFK/UMASS and
Ashmont, due to flooding. On the Blue Line, a wire
problem near Orient Heights suspended service between Wonderland and Airport. In all cases, MBTA’s
website said substitute bus service would be provided.
The D/Riverside was suspended between the Newton
Highlands and Reservoir stations as a significant washout occurred below the right-of-way in the Newton area.
Bus service replaced the trolleys between Newton Highlands and Reservoir. Normal service resumed on March
19.
Member Dave Safford sent this report from The Philadelphia Inquirer: “Heavy rains and winds played hob
with area rail service over the weekend. Downed utility
poles took out PATCO service Saturday (13th) afternoon. Service is expected to be restored Monday (15th)
after the morning rush. The Princeton shuttle was suspended, and Amtrak service to New York was out for
about six hours Saturday. 2.57" of rain in Philadelphia
Saturday was a record breaker, but Newark, New Jersey received 3.99 inches, an inch over the previous record for the date.“
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
Long overdue is the purchase of new diesel-electric
locomotives. In 2007, 38 were to be acquired, but then
a challenge to “Buy America” requirements was made
by Motive Power Incorporated over the awarding of the
$148.5 million contract to Vossloh Espana S.A., a Spanish unit of a German company. Last September, MBTA
issued a request for proposals, and the closing date
was February 5. Since this is a negotiated RFP
(Request for Proposals) (vs. a lowest cost IFB
(Information for Bidders)), MBTA will not announce the
winner and results until negotiations have been completed, which could take many months.
Beginning July 1, the Orange Line will have only one
crewmember. There is a precedent because on June
22, 1996, Guards (Bostonian for Conductor) were removed from Blue Line trains. For now, the Red Line will
retain its Guards. Thanks to Todd for these two reports.
(Continued on page 14)
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PHILADELPHIA, PENNSYLVANIA
After floating the idea that the “R” route designations
would be removed from Regional Rail trains, the decision was announced on March 5. Also gone are the
various colors that were assigned to each of the lines.
They will all now be a “bluish-gray.” SEPTA’s 13 lines
were numbered R1-R8, and planned to pair one exPennsylvania and one ex-Reading line. R4 was not
used and R1 was assigned to the Airport Line. Some
examples, the R2/Warminster Line will become the
Warminster Line and the R8/Fox Chase Line will be
known as the Fox Chase Line. There is one exception,
the R6/Norristown Line, which will be called the Manayunk-Norristown line to highlight Manayunk's popularity
and distinguish the Regional Rail line from the Norristown High Speed Line, formerly known as Route 100.
When all of the names are known, they will be published in this column. A SEPTA spokesman said, “This is
just a rebranding. Service will not change. The new
schedules would indicate which trains ran through the
tunnel to the other end of the paired lines so passengers could ride all the way through if they chose.” The
changes become effective in July.
A friend wrote: “I think that the use of the ‘R’ route
numbers for regional rail routes made a lot of sense
when the Center City Tunnel opened in 1984, but
SEPTA has watered down the through operation of the
tunnel in the last decade, both by terminating more
trains in Center City or just outside Center City and by
having trains change routes in Center City (i.e., having
an inbound R3/West Trenton train turn to an outbound
R1/Airport train). It makes sense now, since the system
is becoming more and more radial, rather than regional,
to do away with the ‘R’ route numbers. I think it’s open
to debate as to whether or not it’s been the right decision for SEPTA to change the nature of the system from
a regional through-running system to a strongly CBDoriented radial system (which it was before the opening
of the Center City Commuter Tunnel).”
New timetables went into effect on the R3/Elwyn Line
on March 7 due to midday track maintenance and brush
cutting work. Member Lee Winson wrote that the cover
features two St. Louis Car Company Silverliner IIIs
(1967). The January 17 editions remain in effect on the
other lines, where six trains were renumbered or retimed. Suburban timetables were changed on March 15.
Norristown Line (formerly Route 100) express trips no
longer stop at Ardmore Avenue. Route 101 service is
replaced with shuttle buses between Drexel Hill and
Media, as part of a continuing project. Lee also wrote
that the January 17 R2/Warminster timetable has a
Budd Silverliner II (1963) on its cover, while the others
feature Silverliner IVs.
Member Bob Kingman found posted on the Philadel14

phia NRHS web site, photos of single-unit 701, a Silverliner V, being delivered to Liberty Yard at Wayne Junction on March 3. The website mentioned that the mockup wore the same number.
On March 5, Transportation Secretary LaHood announced the last distribution of federal stimulus funds.
This includes $12.5 million to SEPTA, $9.23 million for a
makeover of the R5 Malvern station, including the addition of 46 parking spaces, with the balance for other
projects on the R5 Line. Contracts are already let, and
work is to be completed by June, 2011.
SEPTA, on March 12, announced plans, subject to
approval by its Board, for fare hikes and other cost increases to be effective July 1. Base fares will rise 6%
and midday off peak discount fares will be canceled.
Some fare zones may also be consolidated. Increases
are intended to track inflation since the last hike in
2007. Public hearings are scheduled throughout April.
SEPTA warned that big ticket capital projects not
funded by federal stimulus monies will be deferred if the
federal government does not approve placing tolls on I80, which crosses the entire width of the northern part
of the state. Toll proposals have been rejected twice
before, but hope springs eternal. Thanks to Dave Safford for the three last reports.
WASHINGTON, D.C. AREA
MARC reported that effective March 15, Amtrak began
a tie replacement project between New Carrollton
and Baltimore on northbound Track 1. Similar to what
took place in New Jersey over the past few years,
schedules are to change every 4-5 weeks over the next
six months, but none were issued. Initially, four trains
(#400, 402, 450, and 538) are affected by either adding
or dropping certain station stops and with minor retimings. Thanks to member Steve Erlitz for this report.
Beginning March 10, Virginia Railway Express held
public hearings on proposed service changes to take
place this July, which were reported in last month’s Bulletin. In order to determine which trains would terminate
at L’Enfant, VRE initiated a public outreach campaign
on February 1 to seek comment. Staff suggested that
Manassas Trains #330 and 333 and Fredericksburg
Trains #304 and 301 would terminate at L’Enfant in the
morning and originate at L’Enfant in the evening. Numerous comments both supporting and opposing the
proposal were received, as were many questions. After
a preliminary review of the comments, it became obvious that a full comment period would benefit both VRE
and riders.
CHESTERTON, INDIANA
Public hearings were held between March 8 and
March 15 on proposals to raise fares by 2% on June 1,
2010 and June 1, 2011 at all stations except Hegewisch. Contrast this to the proposed 25% increase NJ
Transit is seeking. NICTD would also change the family
fare policy, which currently permits up to two children 13
(Continued on page 15)
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years of age or younger to ride free with each parent/
adult on off-peak weekday and weekend/holiday trains
to just one. In addition, eastbound Train #11 (3:58 PM
Millennium Station) would be re-designated from an offpeak train to a peak hour train. If approved, the most
expensive monthly ticket to South Bend, presently
$303.40, would increase to $309.45 this June and to
$315.65 in June 2011.
Member Jim Beeler sent copies of a NICTD timetable
issued effective February 1, to account for the fare increase at Hegewisch. This was reported in last month’s
Bulletin.
CHICAGO, ILLINOIS
Jim also sent copies of Metra Electric timetables in the
NEW FORMAT! After all that was written, every Metra
timetable once again has the same format. This edition,
which is dated November 22, 2009 has “0210” on the
reverse, but does not have the larger date as have the
Milwaukee District North Line (Fox Lake) and the North
Central Service (Antioch), which are dated February 1,
2010 (March Bulletin).
AUSTIN, TEXAS
On March 5, Capital Metrorail announced that its 32mile Red Line connecting Leander and Austin would
open on March 22. Nine trips starting at 5:25 AM have
been scheduled in the morning (six southbound and
three northbound), as have ten trips in the afternoon
(six northbound and four southbound). Free rides were
in effect for the first week, March 22-26. Service will
operate weekdays only. A number of start-up dates
were missed, beginning in December, 2008.
ALBUQUERQUE, NEW MEXICO
Lots of changes have taken place since the last RailRunner report. On the Internet, I found that on Memorial
Day Weekend, 2009 (May 24), Sunday service consisting of two round trips was operated for one day and
then began regularly on Labor Day weekend, September 6, 2009. In addition, in order to comply with Federal
Transit Administration regulations requiring “reduced”
fares to be half the amount of “full” fares, weekday oneway fares were raised by $1-$2 effective February 15.
The three-zone day pass went up by $1, and the fares
are the same every day. One-way fares range from $2
(one zone) to $8 (6 zones), and reduced fares (over
age 65, students with valid I.D. and disabled) are half of
those amounts. Monthly fares are $35-$100 with reduced monthly fares also half.
Due to a budget shortfall caused by lower-thanexpected gross receipts taxes that fund RailRunner operations, the Rio Metro Board made some fiscal adjustments. Effective February 20, Saturday service was
reduced by five trips so that there are now 4½ roundtrips.
A new station, Kewa (Santo Domingo Pueblo), located
15

between SF County/NM 599 and Sandoval/US 550,
opened on March 22, and new timetables were issued.
There remain two unopened stations: Zia Road and
Sandia Pueblo.
LAS VEGAS, NEVADA
The Las Vegas Monorail Company filed for Chapter 11
bankruptcy protection on January 13 but will continue to
operate. The 3.9-mile system links casinos and the Las
Vegas Convention Center east of the Strip. Its economic
woes were blamed on a 30% decline in convention traffic to Las Vegas. Company officials said the debt has
prevented them from getting financing to secure an additional $500 million that would enable the line to be
extended to McCarran International Airport. The largest
creditor is Bombardier Transit Corporation, which operates and maintains the trains. A comprehensive article
written by members Raymond Berger and Raymond
Mercado appeared in the January-June, 2003 Headlights. Thanks to member John Pappas for sending this
report from The Las Vegas Sun.
SAN FRANCISCO, CALIFORNIA
On February 9, a groundbreaking ceremony was held
to mark the beginning of construction of the $1.6 billion
Central Subway in the city's South of Market District.
Scheduled for completion in 2018, the subway will provide service below the SoMa, Union Square, and Chinatown neighborhoods. Tunneling is scheduled to begin
in 2012. A trip is projected to take 8 to 10 minutes between Chinatown and the Caltrain station at Fourth and
Brannan Streets, compared to about 20 minutes on a
bus. Thanks to member Phil Hom for this news.
LOS ANGELES, CALIFORNIA
Bi-level cab car 638 was pictured in an article I found
on line that reported that the first two new cars for
Metrolink service had arrived at the Port of Long Beach
on March 2. This part of an order of 117 that were constructed with a crash energy management system by
Hyundai Rotem. This firm is also building SEPTA’s
Silverliner Vs. Metrolink has had two crashes, which
resulted in 36 fatalities. The first took place on January
26, 2005 when a driver bent on suicide abandoned his
SUV on the tracks in Glendale and the other on September 12, 2008 in Chatsworth, when the Engineer ran
through a red signal. The investigation found that he
had been distracted – texting while operating the train.
SAN JOSE, CALIFORNIA
The Valley Transportation Authority held a public hearing on January 13 to discuss plans for a 1.57-mile extension of the Vasona LRT from Winchester to Hacienda. The original Vasona Corridor LRT Project was
proposed to extend from downtown San Jose through
the city of Campbell to the Town of Los Gatos with nine
new stations and four park-and-ride lots. The first portion of the project was completed in 2005 and extended
LRT to the Winchester station in Campbell. The $175
million project would construct two tracks, expand park(Continued on page 16)
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ing capacity, and add pedestrian access at the Winchester station. A new Hacienda station with an optional
park-and-ride lot would also be built, along with end-ofthe-line facilities. Six existing station platforms along the
Vasona Corridor alignment (Winchester, Campbell,
Hamilton, Bascom, Fruitdale, and Race) would be
lengthened.
OTTAWA, ONTARIO, CANADA
The Ottawa Citizen reported that the City Council, on
January 13, voted 19-4 in support of a plan that includes about 12.5 km (7¾ miles) of LRT with 13 stations between Tunney's Pasture and Blair Road. Included is a 3.2 km (2 miles) tunnel, all of which is to last
Ottawa into the 2030s. Funding of the estimated C$2.1
billion project was not addressed.
MONTREAL, QUEBEC, CANADA
Railway Age reported that AMT has awarded Quebec-based Bombardier Transportation with a three-year,
C$34 million (US$31 million) contract to provide locomotive and passenger car maintenance effective July 1,
2010.
VANCOUVER, BRITISH COLUMBIA, CANADA
Inauguration of the Olympic Line was on January 21.
Attendees were advised to ride the Canada Line to the
Olympic Village station. The latter opened on August
17, 2009. Thanks to Raymond Berger for sending this
information.
JERUSALEM, ISRAEL
Member and Jerusalem resident David Klepper happily reported seeing bright bronze trolley wire being installed above the tracks over a Jerusalem street, while
riding an Egged Route 28 bus. “The installation looks
beautiful and neat. Not catenary, but single wire with
ears that could accommodate trolley shoes or wheels! A
miracle! Span wires between opposing simple poles,
elsewhere brackets and center poles and elsewhere
brackets from one side, but those don't have the wire
yet.”
He continued: “All stages of light rail construction can
be viewed at once now, except that we have completely
passed the preparation stage such as relocation of utilities and the basic excavation stage. In parts of Jerusalem one can see rail being installed, in others exact
gauging, pavement infill, etc., right up to trolley wire.
Parts of downtown Jerusalem have the tracks paved
over temporarily to permit better traction for the buses
and taxis using the lanes; in other areas the track areas
are pedestrian zones, and traffic is rerouted every few
weeks as major construction moves from one area to
another. The line appears double-track all the way,
starts in the north at Pizgat Zave, uses some major
streets in that area before entering on the ‘Main Road
North’ at the pair of road junctions at the west side of
French Hill, or Givat Tzarfadit, where it runs on the west
16

side of that road south three stops to Shimon HaTzadik,
near Or Samaiach Yeshiva. At the stop before, at the El
Husseini Arabic Language Technical High School, there
is a cutback crossover. Just north of the French Hill
Junction stop there is a single-track wye and branch
running east to the yard and shops, with a short tunnel
on this branch. South of Shimon HaTzadik, there is a
shift to center reservation, which last all the way south
to the junction with Niviim intersection, not far from the
USA Consulate (a few blocks east). At that point the
tracks shift to the east, bordering the Arab commercial
center, run along the Old City Walls in a grassed reservation, and then go to a short bit of street running
through Safra Square, into Jaffa Road. At the City Hall,
the cars will use Jaffa Road, mostly on the south side,
through the main downtown area to the Central Bus
Station, cross the big intersection west of the bus station on the artistic suspension bridge, and then follow a
mostly center reservation on Herzl Boulevard to Mount
Herzl. All track uses girder rail, and everything is paved
except for the area next to the Old City walls.” David
reported that the first trial run was successfully made on
February 24.
BEIJING, CHINA
Todd Glickman had a business trip to Qingdao, China,
passed through Beijing, and sent the following report.
“While I didn't have an opportunity to ride the subway,
(Editor’s Note – I didn’t either during my 2007 trip), I read
an article in the English edition of a local newspaper
that a major subway upgrade has been approved. Taking place over the next four years, the system that now
handles five million riders per day will see the following:
Stations along Lines 1 and 13 and the Batong Line will
all be equipped with screen doors. Some 114 trainsets
that are more than 20 years old will be replaced. One
hundred and seventy four newer trains built in 1998 will
be retrofitted with air conditioning. Intervals on Lines 1,
4, and 5 will be shortened to two minutes by adding
new trainsets. In addition, a new transfer link will connect Lines 13 and 10 at Zhichunlu Station, and two new
stations, Tsinghua Donglu and Jiancaicheng East, will
be added to Line 13. Longer platforms are being constructed at stations on Lines 6, 7, and 14 to accommodate longer trainsets.”
FROM THE HISTORY FILES
150 Years ago: On April 23, 1860, the first Staten Island Railroad Company passenger train departed from
Eltingville Station to Vanderbilt’s Landing (Clifton), a
distance of 7½ miles. On June 2, 1860, service was
extended to Tottenville.
100 Years ago: On April 13, 1910, the Long Island Rail
Road operated a test train through the East River Tunnels between New York Penn Station and Queens. Construction had been completed earlier in the month.
News items and comments concerning this column may be
emailed to NYDnewseditor@aol.com.
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GREAT NOTCH STATION CLOSES
by Larry Kiss
On January 15, 2010, service to the Great Notch station on NJ Transit’s Montclair-Boonton Line was discontinued, with the last train scheduled to leave westbound
at 7:41 PM. I decided that I wanted to ride into history
that day, so I boarded Train #1003, due out of Hoboken
at 3:34 PM. Since October 13, 1956, trains to Great
Notch left from the Lackawanna’s Hoboken terminal.
Prior to that date trains left from the Erie’s terminal at
Pavonia Avenue in Jersey City.
As my four-car train followed the Morristown Line, it
passed the sites of abandoned stations at Harrison
(closed September 15, 1984) and then Roseville Avenue (closed September 14, 1984), where the train entered the Montclair Line. Continuing up the Montclair
Line it then passed the abandoned Ampere station
(closed April 8, 1991). After Bay Street in Montclair, the
train traversed the short connection onto the former Erie
Greenwood Lake Line (opened September 29, 2002)
and continued north on its way to Great Notch.
The main reason why Great Notch was closed goes
back to August 22, 2004, when the nearby Montclair
State University station opened with a high-level platform, many more trains, and a huge parking garage. Great Notch, which had opened in 1905, had very
limited parking and few trains. (A table of train service
over the years was published in the October, 2008 Bul-

letin.) The light ridership was borne out as I was the
only passenger to get off at 4:18 PM. Fellow Division
member Barry Zuckerman and a couple of other observers were there to greet me. The 4:18 PM would be
the only one of the final four PM trains to arrive in daylight.
As the 4:18 PM pulled away, we reminded ourselves
of some of the historical dates in Great Notch's history.
The station burned down on January 20, 1988. It was
now a low-level platform on the outbound side with a
bus shelter. Great Notch was also a junction for the
Caldwell Branch until passenger service ended on September 30, 1966. Those tracks were ripped up in
1979. After a few minutes, Barry drove me to the Montclair State University station to board an electric Midtown Direct train to Penn Station New York. This was
something that could never be done at Great Notch as
all service was diesel even though the overhead electric
was installed to the west of the station. When the M&E
was re-electrified in the 1980s, it was done with 25Kv
a.c., and then extended to west of the Great Notch station after the Montclair Connection was built. This was
another nail in the coffin for Great Notch. And so Great
Notch has now been added to the long list of abandoned stations. Rest in peace.

ERA Memories

likely to know. He was all in all, a capable, competent,
and friendly leader who built up the organization. The
meetings were usually crowded and it was quite clear
that Mr. Kuhn was in charge. He moved the sessions
along in a timely manner.
One interesting young fellow, whose name has faded
from my memory, carried a heavy binder with line drawings of all the tracks in the New York subway system.
Whenever any speaker made an error about the number of tracks during a movie or slide presentation, he
would immediately interrupt the presenter and correct
the number of tracks mentioned. He became a part of
the scene for many years. The meetings were very well
attended and generally had informative presentations.
There were also many vendors of photographs, books
and traction memorabilia. One of the first times that
New York, Westchester & Boston movies were to be
shown by Frank Schlegel, the photographer, Mr. Kuhn
got into a harangue with several members about the
route of a particular Brooklyn trolley line at some given
past time. The issue got out of hand and Mr. Schlegel
soon quietly departed without the movie being shown!
We were greatly disappointed and those movies were
not offered again for several years.
We were graced by E.J. Quinby’s presence infre-

(Continued from page 8)

George Kuhn, who presided at the monthly meetings, to
report on the month's line closures. Herbie Frank travelled extensively and personally rode almost every last
electric train or trolley, rendering detailed reports. Herb
had a "sad" voice pitch and narrated each last run right
down to the final wheeze of the air pumps - no kidding!
He used a romanticist style. George Kuhn, who presided at the meetings, was quite the opposite. George
had a genuine “Brooklyn accent,” something much
talked about but rarely found. This energetic man had a
lot of rough edges and most of us were surprised to
learn that he worked for the Board of Education. We
could not imagine how a man like that would behave in
front of a class. It turned out many years later that we
discovered he worked for the Board of Education’s Supply Division and was not teaching classes. There was
much relief among the members when this fact became
widely known! The foundation of a major traction library
was one of his ardent desires. His sister worked enthusiastically alongside him on this project. George himself
was extremely knowledgeable about all things traction.
He answered all my questions patiently and gave thorough explanations of details that folks my age were not
17
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Around New York’s Transit System
Rebuilt Avenue U and Neck Road Southbound Platforms in Service
On January 18, 2010, the new southbound Avenue U
and Neck Road (Brighton Line) platforms were placed in
service and the northbound platforms at the above stations were closed for rebuilding. This project should be
completed in approximately one year. The original
southbound platforms were closed on Friday evening,
December 5, 2008, after which they were demolished
and rebuilt.
At the present time, southbound B and Q trains stop
at the above stations while northbound trains bypass
them. Special B3K bus service no longer operates on
weekday afternoons, but operates on weekdays from
5:50 to 9:10 AM on Avenue U between Gerritsen Avenue and Ocean Avenue to/from the Kings Highway/
Brighton station.
Campaign for Additional Station on 7 Extension
The 7 subway extension will have only one station,
the terminal at 34th Street and 11th Avenue. Another station at 41st Street and 10th Avenue, which would have
cost $800 million, was planned but not constructed because there was only enough money for one station.
Meanwhile, a building with 395 apartments on the east
side of 10th Avenue between 37th and 38th Streets and a
two-tower building on the west side of the avenue with
865 apartments are nearly completed. Another large
residential tower is being built at 41st Street and 10th
Avenue. To provide transportation for these residents,
the Real Estate Board of New York started a campaign
to obtain money for a station from Washington.
The new 34th Street station is expected to encourage
high-rise construction where warehouses, factories, and
parking lots once stood.
New York City Transit’s Snow Fighting Equipment
February, 2010 was the snowiest month ever recorded
in New York City and the February 25-26 snowstorm,
which dumped 20.9 inches of snow on the city, was the
fourth largest. It was only 0.1 inches less, but less
windy, than the famous Blizzard of 1888, which disrupted all rail and vehicular traffic.

NYC Transit was able to keep the trains running during this cold, snowy winter. But service was curtailed
slightly, and the Franklin Avenue and Rockaway Park
Shuttles were out of service for brief periods during the
February 25-26 snowstorm.
Staten Island Railway, which is not a part of NYC
Transit, was out of service for a longer period during the
same snowstorm.
The Department of Subways maintains a fleet of snow
and ice-breaking equipment that keeps outdoor tracks
and the third rail clear of snow and ice during severe
winter weather. This fleet, which is designed to keep the
trains moving, includes snow throwers, jet-powered
snow blowers, and specially-built de-icing cars.
When there is a forecast of heavy snow, all out-ofservice trains are moved from outdoor yards and stored
underground. There are 220 miles of outdoor track, including Rockaway, Sea Beach, Brighton, and Dyre Avenue, which are vulnerable because they are on the surface or in open cuts. The following equipment is available for snow removal:
● Four snow throwers equipped with a two-stage
impeller and side-mounted rotating brushes that
throw snow up to 200 feet. This machine can remove 3,000 tons of snow an hour
● Five jet blowers use a jet engine to remove accumulated snow from the roadbed
● Six de-icer cars are equipped with scraper shoes
that scrape off the ice from the third rail. These
cars spray a stream of de-icing fluid to melt and
prevent ice buildup on the third rail
● The ballast regulator uses brushes or brooms to
evenly sweep and push up snow onto an undercab conveyor
● Rider cars are heated and insulated cars that
transport crews and equipment to snow removal
sites. Cars are equipped with ice scrapers to keep
the third rail clear
● All diesel locomotives are equipped with small
snow plows at both ends. Attached to the locomotives are scraper shoes that remove the ice from
the third rail.

ERA Memories

write as compellingly as he did, and his ability to make
you part of his experiences was extraordinary. His natural humor pervaded all of his excellent writings. He and
Herman Rinke deserve special attention as founding
fathers and organization leaders. We will write about
them at a later date.

(Continued from page 17)

quently and he was a treasure. A talk by Mr. Quinby was
an experience in humor. He wore a signature western
style bow tie and with his height, you could not miss
him. His nickname was “Stretch.” Few rail fans could
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NEW CULVER STRUCTURE IN SERVICE 90 YEARS
AGO
On May 1, 1920, Culver elevated trains
started furnishing through service to Coney
Island on the new elevated structure.
Since June, 19, 1875, there was rapid transit on Gravesend Avenue, whose name was
changed to McDonald Avenue in 1935. At
first, steam engines provided motive power.
Crews started stringing trolley wire in April,
1899 and electric trains started running from
Park Row to Coney Island on July 10, 1899.
All steam operation ceased on August 2,
1899. All wooden cars were equipped with
shoes and trolley poles. When trains operated on the elevated structure, power was
supplied from the third rail through the shoes
to the motors. When the train descended to
the surface, the Conductors raised the trolley
poles, adjusted the single-pole double-throw
switch, and power was supplied from the trolley wire.
Because this railroad offered a convenient
route to Coney Island, the following trolley
lines were extended via Gravesend Avenue
during the summer months:
● Coney Island-39th Street (1899-1901)
● Court Street (1903-7) via regular route,
then Hamilton Avenue, 15th Street, 9th
Avenue, and Gravesend Avenue
● 15th Street (1899-August 28, 1920 and
July 1, 1930-September 15, 1932)
● Nostrand-Culver (April 29, 1906September 1, 1919) via regular route,
then Empire Boulevard, Flatbush Avenue, Church Avenue, and Gravesend
Avenue
● Tompkins-Culver (April 29, 1901August 29-1920) via regular route, then
Bergen Street, Rogers Avenue, Church

Avenue, and Gravesend Avenue
Reid Avenue (?-August 28, 1920) via
Broadway, Reid Avenue, Fulton Street,
Utica Avenue, Church Avenue, and
Gravesend Avenue
● Union Street (1910-August 28, 1920)
via Prospect Park West, 19th or 20th
Street, and Gravesend Avenue
● Vanderbilt Avenue (1900-August 28,
1920)
● Vanderbilt-Culver (1899-1900) from
Grand Street Ferry
We are publishing Culver schedule
changes and car assignments in George
Chiasson’s history of the F, V, and R
trains.
Until the structure was built on Gravesend
Avenue, several different types of cars were
operated on the surface. Elevated trains furnished year-round service, trolley cars were
operated in the summertime, and electric
locomotive-hauled trains carried freight.
Trains started operating on the new structure as far as Kings Highway on March 16,
1919 and Avenue X on May 10, 1919. Trolley
cars and South Brooklyn Railway freight
trains provided service on Gravesend Avenue.
●

SOUTH BROOKLYN RAILWAY
COMPANY
On June 1, 1940, the City of New York assumed operation of the BMT rapid transit and
surface lines and the South Brooklyn Railway
Company. On May 31, 1940, the South
Brooklyn Railway entered into a contract with
the Board of Transportation, whereby the
(Continued on page 4)
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A HISTORY OF F (AND V) TRAIN SERVICE
(Continued from April, 2010 Issue)
by George Chiasson
became untenable and a dedicated shuttle established
in the summertimes from Kings Highway (Culver) to
Bay Parkway (West End) for 1931 and 1932, that was
the rolling stock assigned.
When the Fifth Avenue “El,” and with it Culver "El"
service to and from Park Row, was abandoned on June
1, 1940 all of the previously-assigned motor cars (600s,
700s, 1000s and those 1200s not converted to "Q"
Types) were removed from Culver service and reassigned or retired. In their place the Board of Transportation provided 1300-series "convertible" motors built in
1905, most popularly known as "BU Gate" cars. These
and the early trailers that survived the 1940 purge were
used in daily service between Ninth Avenue and Coney
Island, as well as the Kings Highway-Bay Parkway
shuttle, for many years, gradually being reduced in
number as Brooklyn “El” operations declined further and
attrition in the ranks continued. The last trailer cars finally departed the scene during 1951, while the BUs
were retained until July 1, 1953, when they were finally
replaced by "C-Types" imported from the Fulton Street
Line after the shuttle route had been shortened from
Ninth Avenue to Kings Highway and extended to Bay
Parkway (West End) in June, 1952. It is not known if the
gate cars used after June, 1940 had bridge devices installed to overcome the 6-inch "gap" at the platform that
occurred when “El” cars ran on standard subway lines,
but the C Cars most definitely were modified for the 10foot (subway) loading gauge of the Fulton Street Line.
The Cs became the last ex-BMT "elevated" equipment to be used on the Culver Line when its operation
was assumed by IND on November 1, 1954 and the
supplementary “El” car service between Kings Highway
and Bay Parkway was discontinued. From that point
forward only steel "subway" rolling stock was used on
the remaining service between Ditmas Avenue and
Chambers Street, and at that only the same B-Types
that had been rolling along since May, 1931. In 1955
NYCTA was finally able to address its equipment shortcomings somewhat by acquiring 25 steel motor cars
and 5 trailers second-hand from Staten Island Rapid
Transit (SIRT), after two of this system's branch lines
had been abandoned in 1953. Though not ideally configured for use on the New York City subway system as
built (with end doors and all-transverse seating), the 25
motor cars were rehabilitated and received modified
longitudinal seating at Coney Island Shops. Upon completion they were assigned to service on BMT's Southern Division, including the surviving piece of the Culver

CULVER LINE ROLLING STOCK IN THE BRT/
BMT ERA (1899-1975)
In some ways, this compilation is more indicative of
the state of affairs regarding rolling stock on the Brooklyn “El” system in general as opposed to the Culver Line
in particular. Wherein specific equipment was cited,
BRT was using "Union Elevated Rail Road" coaches 1108 and "Seaside & Brooklyn Bridge" 1-59 when Culver
Line service commenced in June, 1899. Trains were
pulled all the way to South Brooklyn and Coney Island
by Brooklyn elevated steam engines at first, but as of
July 3, 1899 trains could operate on overhead electricity
on the surface, if so equipped. In 1900 BRT added
"Brooklyn Union Rail Road" cars 1-5 and in 1901 followed up with BURR 6-55 as well. As explained above,
the entire route from Park Row to Coney Island was
electrified in July, 1900, but not all trains were electric
until 1905.
By 1902, BRT consolidated, renumbered and reassigned its mixed “El” car fleet on the basis of Division
(Eastern or Southern). After that time the most commonly seen cars on the Culver Line included motor cars
633-682 and 700-758, along with trailer cars 1-271,
many of which had been rebuilt from coaches bought by
the original elevated companies. As operations and train
lengths expanded in ensuing years, three more groups
of new wooden motor cars were added: the 1000-1119
arch roof "convertibles" in 1902, the 1200-99-series
closed cars in 1903, and finally the 1400-99 group in
1907. The procurement of wooden elevated equipment
was discontinued by the BRT after the latter group,
though open gate cars were provided to the Chicago "L"
until 1909 and to the Manhattan “Els” as late as 1911.
With BRT focusing on subway conversions after
World War I, its elevated rolling stock was gradually
shifted about and by 1920 most of the newer wooden
“El” cars had been assigned to the Eastern Division,
where they continued to operate at all times. As a result
all of the 1-271 series trailers and 1200- and 1400series motor cars were taken off the Culver Line (by this
time the last Southern Division surface route to require
wooden equipment) to supply BMT's new joint service
to Corona and Astoria in April. 1923. Following delivery
of the D-Type Triplexes to Coney Island in 1927, cars
were shifted around again and some 1200-series motors and wooden trailers did return to the Culver Line,
but as of May 30, 1931, when short trains of B-Type 67foot "Standards" were finally placed in service on
the Culver Line for the first time, the "El" route was still
largely employing the 600-, 700- and 1000-series motors it had received from BRT. When the subway service

(Continued on page 3)
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and R-32s), the B-Types then stayed on the Culver
Shuttle through the end of 1968, when R-16s were assigned. The B-Types made one last return to the Culver
Shuttle for about a month in April, 1969, running for the
last time on May 3. The R-16s then plied the line
again until March 9, 1970, with brief interruptions in
June, 1969 (R-9s) and September, 1969 (R-27/30s).
One pair of R-27/30s was then assigned to the Culver
Shuttle full-time, spelled by a set of R-16s in March,
1971; a set of R-32s in July, 1971; and the TA's
"Museum" R-1 to R-9s in September, 1971. The R27/30s, with third rail shoes modified to use the uncovered "elevated" third rail between Ditmas Avenue and
Ninth Avenue, finally closed out all service on the Culver
Shuttle on May 13, 1975.

A History of F (and V) Train Service
(Continued from page 2)

Line, on October 3.
When Culver Line service was curtailed into a full-time
shuttle starting in May, 1959 both B-Types and ex-SIRT
cars remained, but the latter were soon replaced by
modified ex-IRT Low-V motors beginning on August 20
and moved over to the West End Line. The Low-Vs
were themselves removed in February, 1961 as replacements arrived on the IRT lines, and a train of SIRT
motors made a brief return until all service on the
Culver Shuttle was provided by B-Types after April 17.
Single-track/single train operation commenced three
years later, and with only brief interruptions in 1964 (DTypes); 1965 (R-11s and R-27/30s); and 1966 (R-9s

Ex-Staten Island cars east of Fort Hamilton Parkway, looking east.
Bernard Linder collection

Car 2701 at Fort Hamilton Parkway, April 12, 1969.
Larry Linder photograph

Car 2712, April 12, 1969.
Larry Linder photograph

Looking west toward Fort Hamilton Parkway station, April 23, 1975.
Bernard Linder photograph

Portal south of Ninth Avenue.
Bernard Linder collection

Portal east of Ninth Avenue station looking west, April 23, 1975.
Bernard Linder photograph
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the local trolley passenger traffic.
If the Board of Transportation had operated South
Brooklyn’s interstate freight, all of the rapid transit and
surface lines would have been under the jurisdiction of
ICC. The city officials thought that ICC’s jurisdiction
would be undesirable and decided that South Brooklyn
would continue operating as a separate company. The
city bought the entire capital stock of the company at
Unification, but did not buy the engines, cars, and property.
Below are photographs of cars that ran on the Culver
Line.

(Continued from page 1)

Board agreed to control and operate the South Brooklyn
Railway and furnish the labor, material, and supplies
required for maintenance and operation.
As a common carrier of freight, this company was under the jurisdiction of the Interstate Commerce Commission and was required by federal law to obey its orders.
The company was required to keep its books and records in the manner prescribed by ICC and also observe the regulations issued by the commission, covering all of its operations as a common carrier, including

Car 669.
Bernard Linder collection

Interior of car 669.
Bernard Linder collection

Car 728 in 36th Street Yard, April 27, 1931.
Bernard Linder collection

Interior of car 728.
Bernard Linder collection

Car 1063.
Bernard Linder collection

1000-series car interior.
Bernard Linder collection
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NEW YORK CITY SUBWAY CAR UPDATE
by George Chiasson
340 R-160A-1s were in service at East New York on J/
Z, L, and M; 60 R-160A-2s plus 420 R-160Bs at
Coney Island on N, Q, and W (for 480 total); and 520
R-160A-2s plus 200 R-160Bs at Jamaica on E and F
for a combined total of 720.
60-Foot SMEE News (R-32s Are Now Harder To
Find)
As part of researching the above observation submitted to this correspondent regarding the R-160 on R, it
was discovered that Jamaica’s two trains of Phase I R32 were no longer being used on R and apparently
hadn’t been for some time. As it turned out, the last trip
of a Phase I R-32 on R occurred on December 15,
2009, with a consist of N-3607/6-3473/2-3767/37503933/2-3673/2-S. Starting on March 1, 2010, 207th
Street Inspection Barn was responsible for providing R32 equipment solely toward C, and as a result, 10-car
trains of Phase I R-32s were removed from A. The last
R-32 train departed Far Rockaway for what may be the
final time on February 26, with their final run on A
made as the 08:22 interval out of Lefferts Boulevard on
March 3, 2010. The consist was N-3818/9-3484/53806/7-3646/7-3925/4-S, which proceeded to 168th
Street-Washington Heights then ran light into 207th
Street Yard.
Finally, the “test train” of R-32s that appeared at Fresh
Pond Yard was a one-time event. Combined with the 10
cars at Coney Island that remain on B and 26 more at
Jamaica still used on V, the total active Phase I R-32
fleet comes out at 240. Add in the 50 MorrisonKnudsen-overhauled R-42s still running out of East
New York on J and Z and the total number of active
60-foot SMEEs on March 15, 2010 becomes 290.
The 75-Footers of MTA New York City Transit (R-44,
R-46, R-68, R-68A)
Though retirement of the R-44s has still not been
adopted as official policy as of this writing, the Subdivision “B” equipment fleet is now positioned for its implementation. As each new train of R-160s was accepted
at Jamaica since mid-December, a corresponding set of
R-46s was moved to 207th Street in anticipation of what
was expected to be use on A and C. Eventually
(starting on February 5) some of these were placed in
service on A, then, on March 1 the first 40 such R-46s
were formally transferred to Pitkin Shop, where they
can act as replacements for the R-44s once their real
retirement sequence does begin. Of these 40, R-46s
5846-9, 5858-61, 5878-85, and 5950-3 finally entered
A service on that date; 5834-7 and 5922-9 remained in
service on A; and 5862-5 and 5870-3 continued to be

Hello, Everybody!
The table is now set for a new round of equipment
changes at MTA New York City Transit, changes which
may or (still) may not be accentuated by a raft of service
alterations to come a little later this year. The end of the
R-160 program is now coming within sight after almost
five years in the running, with the “end product” of a
final array of Subdivision “B” assignments and services
taking shape, though it will probably be a few more
months before it becomes hard reality…And so, away
we go!
Subdivision “A” Happenings
There was very little of note on the Subdivision “A”
routes these past few weeks, the only events of note
being the scattered appearance of non-modified single
unit R-62As as north motors on 7. Again this is now
definitely an exception from the norm, the most recent
observation being 2023 at the Flushing end of a train on
March 11-12. Due to the long-running reconstruction of
the East 180th Street/Unionport complex, rush hour 5
trains are to start operating as locals in the Bronx during
rush hours on March 29, and not expected to resume
until 2011.
R-160 Progress
There were no additional R-160 deliveries between
February 22 and February 28, 2010, but by March 15,
2010 Option II R-160A-2s 9773-92 had arrived, along
with Option II R-160Bs 9908-12. There now remain just
one more train of Option II R-160A-2s to come (97939802) along with the last 30 of the Option II R-160Bs
(9913-42). Deliveries of the last portion of the overall R160 contract, the 32 R-160A-1 cars added under Option
II (9943-74) will then commence this coming spring and
be processed for passenger service on J/Z and M.
As of February 28, 2010, Option II R-160A-2 cars 973342 were in service on E and F, being joined by Option
II R-160A-2s 9743-52 and Option II R-160Bs 9883-9902
through March 15, 2010. On Sunday, February 28, the
entire E and F were operated with R-160s for the first
time, albeit for just part of the day. This will probably
become more and more common as the last round of
deliveries to Jamaica proceeds over these next few
weeks and the 810-car allocation in Queens is finalized.
On February 26, snowy weather disrupted normal service and one train of R-160s was spotted running as an
R at Bay Ridge Avenue. Starting about February 23,
trains of CBTC-equipped R-160A-1s assigned to L
(8313-76) were being operated in full ATO mode
(Automatic Train Operation) for the first time.
As of March 15, 2010 deliveries totaled 340 R-160A1s, 620 R-160A-2s, and 630 R-160Bs for a combined
quantity of 1,590. Of the overall total as of March 15,

(Continued on page 15)
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No. 258
by Randy Glucksman

(1:15 AM Grand Central Terminal/Stamford) are
discontinued. Train # 1300 (12:25 AM Grand Central Terminal/New Haven, was adjusted by 15 minutes to depart at 12:40 AM. Train #1500 (1:15 AM
Grand Central Terminal/New Haven) added a stop
at Greenwich
● PASCACK VALLEY LINE: Trains #1600 (4:56 AM
Spring Valley/Hoboken and #1639 (6:55 PM Hoboken/Spring Valley) discontinued with a caveat
that this is subject to approval by NJ Transit, who
have also targeted these trains for elimination. NJ
Transit did eliminate these trains. The four Weekend Metro-North Express trains remain.
● PORT JERVIS LINE: No trains were eliminated.
Contained within MTA’s plan to reduce expenses by
$40.5 million is a $3 million project that would have replaced the clothes-tearing rubber arm rests in the M-7s.
Metro-North and LIRR have paid out thousands of dollars in claims to riders who reported torn pants pockets
and jackets. Chairman Walder also plans to renegotiate
terms with vendors, control overtime, consolidate administrative functions, and update the inventory system,
which he described as looking “like a 1950s inventory
process.”
Effective last month, there was a streamlining of several of MTA’s committees. The Long Island and MetroNorth Committees have been merged, which will result
in better coordination and oversight of a variety of subjects including capital projects, especially East Side Access. Also included in this reorganization was the Finance Committee.
MTA METRO-NORTH RAILROAD (EAST)
New timetables were issued for the period April 11
through June 20. The reason for these schedule
changes, with one exception, is maintenance-related.
HUDSON LINE: Concrete ties are being installed between Beacon and Poughkeepsie. Some trains depart
earlier or later, and in some cases travel up to 7 minutes
slower or 10 minutes faster. Weekend trains operate up
to 10 minutes later and 5 minutes slower. Most adjustments do not exceed 5 minutes. Three AM reverse peak
and four PM reverse peak trains do not stop at Phillipse
Manor and Scarborough. Instead, bus service operates
from/to Tarrytown.
Train # 808 (7:16 AM to Poughkeepsie) does not stop
at Garrison, Cold Spring, and New Hamburg. Passengers must ride trains either one hour earlier or later. In
response to a request made by correction officers working the first shift at Sing Sing Prison in Ossining, Train
#703 (5:45 AM Grand Central Terminal/Croton-Harmon)
now departs at 5:36 AM so that they can make it to work

METROPOLITAN TRANSPORTATION AUTHORITY
On March 19, MTA announced that based on the recently completed public hearings, it had decided not to
eliminate some train and bus lines. Details of what had
been proposed were published in the March Bulletin.
The elimination of service to Greenport except on summer weekends was revised to retain weekday service.
These reductions were approved at the March 24 Board
meeting. Metro-North’s changes go into effect on June
21 and the Long Island Rail Road’s on May 17 or in
September as indicated below.
LONG ISLAND RAIL ROAD:
● PORT W ASHINGTON: Combine 2 PM trains. In September, the present midday half-hourly service will
become hourly, and on weekends, trains will operate hourly
● PORT JEFFERSON: Cancel one PM Peak diesel
train
● RONKONKOMA: Discontinue one PM Peak train and
weekend service to Greenport, and reduce consist
sizes (September)
● OYSTER BAY: Cancel one round trip each day on
weekends
● HEMPSTEAD: Reduce consist sizes
● BABYLON: Combine four train trains into two trains;
combine 2 PM trains
● LONG BEACH: Discontinue one AM and one PM to/
from Flatbush Avenue (September)
● W EST HEMPSTEAD: Discontinue weekend service
(September)
● MONTAUK: Discontinue one PM diesel train excluding summer Fridays
● Late-night service on the Atlantic Branch service
discontinued (September). Service to Belmont
Park only operates for the Belmont Stakes
METRO-NORTH:
Electric train consist reductions will take place wherever possible up to the current loading standard of 95%
of available seats. In addition the following will take
place:
● HUDSON LINE: Trains #487 and 491 (9:04 and 9:55
to Croton-Harmon) and Train #793 (10:55 PM to
Poughkeepsie, discontinued
● HARLEM LINE: Revised to discontinue Train #381
(7:28 PM to Crestwood) rather than combining
Trains #681 (7:52 PM to Southeast and #683
(7:57 PM to Mt. Kisco). Passengers would ride
Train #583 (7:30 to North White Plains) resulting
in a ten-minute longer ride
● NEW HAVEN LINE: Trains #1532 (1:34 PM New Haven/Grand Central Terminal), #1569 (2:33 PM
New Haven/Grand Central Terminal) and #1302

(Continued on page 7)
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weekend (1:05 PM and 4:05 PM) games.
In mid-January, Train Time™ was launched with 67
stations (March Bulletin). Since then, nearly a quarter
of a million people have used this free service to check
the status of train service in real time at their home stations or wherever they are traveling. On March 31, the
final group of stations was added to total 96. Developed
in-house, the system uses proprietary software developed by Metro-North's Information Technology and Customer Service Departments in conjunction with the
Communications & Signal Department and allows handheld-users (Blackberries, Treos, PDAs, and web-based
cell phones) to access train information in a format that
is optimized for viewing on their particular device. Not
included are the Danbury and Waterbury Branches, as
well as State Street in New Haven because they do not
operate with the system used to track train status and
real-time train information cannot be displayed.
Shortly before 8 PM April 5, the driver of a Jeep
crashed onto the New Haven Line tracks in Mt. Vernon.
This portion of the railroad has a third rail, not catenary.
The 20-year-old driver, who was briefly hospitalized,
was cited by police for driving with a learner’s permit
without supervision. She told police that she had
swerved to avoid a car in front of her; however, witnesses told police that she swerved to avoid a boy on a
bike. Metro-North spokesman Dan Brucker said that
about 10,000 commuters were delayed as service was
suspended in both directions until about 8:30 PM. By
midnight all repairs were made to the tracks. A similar
incident occurred on March 10 (April Bulletin) when a
car crashed through a fence near the PATH Journal
Square station.
After the arrival of Chairman Jay Walder, MTA’s website has been upgraded to make it more user-friendly.
Among the documents that are now available on-line
are the meeting minutes of the various MTA committees. While reading the Metro-North Committee minutes
of February 22, 2010, in the Mean Distance Between
Failures (MDBF) report, there was note that the last 30
M-1s were retired in October. A source reported that
those which had been tagged for removal (January Bulletin) remained at Croton-Harmon at the end of March.
Since late January, Tracks 11 and 13 at Grand Central
Terminal have been out of service, and they will remain
so for 20 months in order to construct a new entrance to
the Grand Central North complex on the south side of
E. 47th Street between Park and Madison Avenues in
the 245 Park Avenue building.
MTA METRO-NORTH RAILROAD (W EST)
NJ Transit’s May 1 fare increase these caused Pascack Valley (Spring Valley, Nanuet, and Pearl River)
monthly New York Penn fares to go up by $7 and oneway fares by $.25. Monthly Port Jervis Line (Port Jervis
to Sloatsburg) fares went up $14, with one-way fares
going up $.50.

Commuter and Transit Notes
(Continued from page 6)

on time. By the way, this request was made at a MetroNorth President’s Forum where passengers can ask
questions and get answers from Metro-North’s President and senior staff.
HARLEM LINE: Drainage improvements are underway
between Melrose and Fordham. All weekend Harlem
Line trains travel two to four minutes slower due to
some tracks being out of service. Bridge repairs between Goldens Bridge and Brewster caused adjustments to two late night trains. Train #902 (11:25 PM
train from Wassaic) departs 13 minutes later, at 11:38
PM connecting with Train #602 (12:13 AM Southeast/
Grand Central Terminal), now operating 10 minutes
later, at 12:23 AM.
NEW HAVEN LINE: Trains are also affected by the
aforementioned drainage improvement work and operate two-four minutes slower. In addition, CDOT requested that stops be added as follows: Train #1539
(7:59 AM New Haven/Grand Central Terminal) leaves
two minutes earlier at 7:57 AM, to add a stop at East
Norwalk, closing a service gap of 56 minutes for direct
service to East Norwalk, and Train #1545 (8:50 AM New
Haven/Grand Central Terminal) leaves one minute earlier to add a stop at South Norwalk, closing a service
gap of 74 minutes.
The New York Yankees’ home opener took place on
April 13. For the 2010 baseball season, Metro-North
again issued a special New York Yankees 2010 Game
Day Service timetable and continues to provide direct
service from the Harlem and New Haven Lines for the
7:05 PM games. (Hudson Line local trains always stop
at the station.) The Hudson Line timetables that were
issued for May 3-July 12, 2009 included letters denoting
which trains would stop at this station during game
days, respective of the game time. This year’s edition
does not, and so riders must check the special Yankees-E. 153rd Street timetable for this information.
Weekends, on the Harlem Line, last year one train
was scheduled from Southeast and North White Plains.
This year, both trains will begin in Southeast and make
selected stops to Yankees-E. 153rd Street. Weekend
New Haven Line service has been reduced from four
trains (2 New Haven, 2 Stamford) to three – Stamford
lost one train. It was determined that ridership in the
Stamford-Mt. Vernon zone did not warrant the second
train. However, post-game, there will be four trains.
There were also minor changes in the Grand Central
Terminal shuttle trains. During the 2009 baseball season, the service plan was refined to reduce operating
costs. Those reductions, coupled with the aforementioned reductions, will result in approximately $150,000
in savings vs. what a full season would have cost at the
original average cost per game in 2009. Train service is
provided for weekday (1:05 PM and 7:05 PM) and

(Continued on page 8)
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The last fare increase, 9.6%, occurred on June 1, 2007.
On April 14, the Board of Directors voted to raise rail
and interstate bus fares by 25%, and light rail and local
bus fares by 10%. Mr. Weinstein said that the latter was
lower as those riders tend to earn less. The revised plan
also restores some local bus routes in Middlesex, Morris, Monmouth, Somerset, Warren, and Sussex Counties. Customers were advised that off-peak round-trip
(ORT) tickets would be discontinued on April 30 as part
of the budget proposal and those tickets will be accepted only through May 23, 2010. This was the twelfth
fare increase in NJ Transit’s history. The changes are
effective May 1.
There were modifications to the proposed rail reductions on the Main/Bergen, Morris & Essex, North Jersey
Coast, Northeast Corridor, and Raritan Valley Lines,
where some trains have added stops or had their departure times changed to reduce headways. New timetables will go into effect on May 23, except on the Pascack Valley Line, which will change on June 21. Details
next month.
Raritan Valley Line trains resumed serving Bound
Brook for the morning commute of March 23, after the
waters from the Nor’easters receded.
Member Bob Vogel reported that regular consists for
Atlantic City Express Service trains returned as of
March 19. Train #7162, the first ACES train of the weekend, crossed Cooper River from Westmont to Cherry
Hill with P-40-DC 4802 pulling and ALP-44 4409 trailing.
While the P-40-DC fleet (four locomotives) was embargoed since the February 13 spectacular engine fire
(faulty fuel injector), these trains had been powered by
a PL-42-AC with a Multilevel cab car on the opposite
end. Passengers were shuttled between Newark and
New York because the PL-42-AC is too big to fit through
the North River tunnels.
Newark Light Rail got a new timetable as of April 3.
There are only minor changes to the weekday schedules, but on weekends, the same schedule is used on
Saturdays and Sundays, and follows the January 9,
2010 schedule for Saturday.
AMTRAK
On March 22, Amtrak announced that it had established a new department to develop intercity high-speed
rail service with the goal of operating trains at 220 mph
(354 kph). At present, Acela trains are permitted to operate at 150 mph (241 kph) for two sections (MP 154.3171.7 and MP 174.5-180.5) which is roughly between
Kingston and Providence, Rhode Island.
The second Cascades train which began running between Portland, Oregon, Seattle, Washington and Vancouver, British Columbia on August 19, 2009 on a trial
basis and which was to end on March 31, has been extended for six additional months. Intended to serve the
recently completed Winter Olympics, ridership has exceeded 33,000. Thanks to Bob Hansen for this news.

Commuter and Transit Notes
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CONNECTICUT DEPARTMENT OF TRANSPORTATION
In December, 2009, 9102-3, the first of the M-8 pilot
cars, arrived in New Haven. Subsequently, 9104-5 and
9106-7 were delivered. The latter arrived during the
week of March 15. Eight cars are needed for road testing.
MTA LONG ISLAND RAIL ROAD
LIRR conducted a “secret” test of C-3 (bi-level) cars
powered by dual-mode locomotives 500 and 516 on the
Port Washington Branch during the morning of Saturday, March 20. This was the first time that this equipment has operated on the branch and it appears that
the test was successful.
Special schedules were issued as follows:
● Port Jefferson - Sperry Rail Testing – March 31
and April 1. Buses replaced the train service between Hicksville and Port Jefferson
● All lines except Port Washington, April 10-11; 1718 – track work. Buses replaced trains on the
Hempstead Branch
Member Joe McMahon wrote about the work that is
taking place on the Babylon Branch, which was reported in the April Bulletin. “LIRR often tweaks branch
timetables to allow for scheduled track work and other
maintenance. For ten weeks until May 16, on midday
weekdays, there is a single-track operation between
Wantagh and Babylon. Seven eastbound trains terminate at Freeport and seven trains provide hourly local
service to Babylon. Four others make no stops between
Wantagh and Babylon. Westbound, the service pattern
is similar. In general, the schedule allows both an express and a local to travel the ten miles of single-track,
then the flow reverses. On April 1, I searched for the
work and found fourteen maintenance vehicles and
many workers occupying Track 2 at the Amityville crossovers west of the station. On Track 1 at the station, new
color signals are bagged and turned, ready to replace
the position-light signal whenever the work is finished. On the other track, crews seemed to be replacing
wooden ties in Lindenhurst and Massapequa. Another
track crew was just east of the Wantagh crossover. The
work on the Wantagh signals began in November,
2007. Color signals on the new bridges are not yet in
use.”
NJ TRANSIT
At the public hearings to discuss fare increases and
service reductions, which took place on March 25 and
26, there was loud opposition to both. After their conclusion, Executive Director James Weinstein said that the
transit agency may need to "adjust'' its proposed service cuts and 25% fare hike proposal. Mr. Weinstein
also said that bus and train riders should not expect
“huge changes,” citing the $300 million deficit the
agency faces for the fiscal year that begins on July 1.

(Continued on page 9)
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sent this report bolded the following statement: “For
transit buffs, Davey said, he wants to expose more
of the ‘T’’s inner workings. He said he would like to
open maintenance facilities for tours, or convert the
dusty trolley cars caged at the Boylston stop into a
walk-through museum, accessible for the price of a
subway fare. Davey said such attractions would appeal to those, like himself, who find that public
transportation ‘brings out the little boy or the little
girl in you.’”
MBTA has made its bus scheduling data available to
the public in the hopes that it would encourage people
outside of the transit industry to develop software that
would aid the public in using its lines. Recently one
such entrepreneur, for $375 in materials and in one afternoon’s work, created an LED sign that displays the
arrival time of the next two Route 39 buses, which operate between Jamaica Plain and Back Bay. In the October 2009, Bulletin, we reported on some iPhone apps
that had been created. Todd looks forward to the availability of more such apps, especially when they get the
rapid transit on-line. “It's my biggest beef — from Kendall/MIT station I have a number of choices to get to
North Station. Knowing which service will come first
(Red Line, with or without delays), and various bus
routes, can help me decide which way to go. It will be a
great help.”
In Boston it is referred to as SPTO (Single Person
Train Operation), not OPTO (One Person Train Operation) as it is in New York, and last month, MBTA held
three meetings to get feedback from the public on its
plan to convert the Orange Line to SPTO. The Blue Line
has been operated in this manner since June 22, 1996,
and the Red Line is to change on July 1. Reducing operating costs is the reason for making these changes.
LINDENWOLD, NEW JERSEY
According to member David Warner, The Philadelphia Inquirer was incorrect in its reporting of the
downed utility poles that affected PATCO service during
the storm on March 13. “The storm did take down several poles about ½-mile west of Lindenwold. Unfortunately for NJ Transit, the poles were on the north side of
the shared right-of-way, so when the poles leaned into
the right-of-way, their Atlantic City line rails were fouled,
as was the normal westbound PATCO track. PATCO
service, while disrupted, never stopped. A number of
trains were delayed, but all made it to their destination.
The headways were changed to 25 minutes to accommodate single-track operation between Woodcrest and
Lindenwold, as well as factoring other single tracking
due to track work that was occurring over the weekend. NJ Transit operated a bus bridge between Cherry
Hill and Lindenwold. PATCO honored NJ Transit tickets
for travel into Philadelphia, too. New poles were installed over the rest of the weekend, and NJ Transit
service was restored on Sunday night. At least this time

Commuter and Transit Notes
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Member Todd Glickman has been commuting between New York and Boston for over thirty years, but
he's never had the chance to ride the "inland route" until
April 4. This opportunity arose when the Northeast Corridor tracks were flooded in western Rhode Island due
to the rainstorm of March 29-30, which shut off service
between New Haven and Boston for many days thereafter. Todd wrote: “I took Amtrak train #1161, the 0815
departure from Boston, with a scheduled 5½ hour running time to New York Penn. It was a ten-car consist,
led by P-42 #111, with the first coach being business
class, followed by the quiet car; the café was in the 4th
position. I estimated that the train was about 30% full
leaving Back Bay, and was close to 70% full after New
Haven. The trip took six hours and two minutes, with
time lost for a brakes-in-emergency north of Hartford,
waiting for an opposing move to clear the single track
south of Hartford, and the engine swap to an HHP-8 at
New Haven. The coupling of HHP-8 was very hard -enough so that people standing in the first coach lost
their balance. When passing the diamond crossover in
Palmer, Massachusetts, it was strange to see railfans
taking pictures of the train I was on!”
At 7:30 PM April 4, Amtrak issued a press release that
the water had receded and the track was inspected, so
Northeast Corridor service would be restored as the
morning of April 5. Todd wrote: “I’m aboard Acela #2150
(0803 NYP-BOS) — yeah free Wi-Fi! We slowed to
about 20 mph near Chapman Pond just outside Westerly, Rhode Island, where the flooding of the right-ofway took place. There's still a lot of construction equipment around, and the water on both sides of the roadbed is very high. Even outside the areas where the
worst flooding occurred the water is still very high along
the route. But it's nice to be back on the Northeast Corridor!”
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
On March 22, Governor Deval Patrick named Richard
A. Davey, who was general manager of the Massachusetts Bay Commuter Railroad (MBCR), operator of
MBTA’s Commuter Rail services, to manage all of the
state's public transit operations, including MBTA. Donald Saunders was named as MBCR’s interim General
Manager. On the eve of his expected confirmation to
this position, Mr. Davey heard from a panel of transit
riders and listened to concerns that ranged from the
location of recycling bins on subway platforms to the
long-term health of the often-troubled transit authority.
The Boston Globe reported this quote by Mr. Davey:
“We’re going to be out and about, at Park Street, at
Ruggles, riding trains, riding buses, talking to folks, seeing and hearing what you see every day and what we
should be doing and addressing.” Todd Glickman, who

(Continued on page 10)
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downed poles didn't take out a train. Two years earlier,
on the same weekend in March, a pole that was leaning
into the right-of-way did damage a train, and the cars
have remained out of service since.”
PHILADELPHIA, PENNSYLVANIA
PCC 2785, the last un-rebuilt car of its type in Philadelphia, was to depart for San Diego during the week of
March 22 for rebuilding and use in that city. Because
the trailer was not long enough, shipment was delayed
until April 2. This car was part of the final order of 75
cars (2726-2800), which were built by the St. Louis Car
Company and delivered between March and April,
1947. In its last incarnation, it wore the colors of the
Chestnut Hill Trolley. According to SEPTA employee Ed
Springer, “In August 1992, the skilled craftsmen at
Woodland Shop restored 2785 to operate on the
‘Chestnut Hill Trolley’ (CHT). The car was painted in
PTC’s green and cream paint scheme. It operated on
the CHT from September, 1992 to June, 1996. The trolley was used for charters and special events. The car’s
final operation was a charter in May, 2005.” Thanks also
to SEPTA trolley Operator Bill Monaghan for providing
the departure date for 2785.
Member Bob Wright reported the three pilot Silverliner
Vs are single unit 701 and married pair 801-2, but as of
late March had not heard if any operating tests were
underway. Bob also reported some details of the fare
increases that SEPTA is seeking. “Tokens would go up
10 cents ($1.35 to $1.45), transfers from $0.75 to $1,
and the Regional Rail zones by 25-50 cents each. The
base cash transit fare of $2 will not change. Among the
more controversial proposals is the designation of all
weekday Regional Rail service between 6 AM and 7
PM, as peak hour, which will change all inbound and
outbound fares accordingly (taking away the midday
discount period of 9:30 AM to 3:30 PM).”
While waiting for his R6 train one evening, Bob saw
Silverliner II 267 on an inbound Cynwyd train. This line
is the only Regional Rail line that runs single-car trains
and it is almost always a Silverliner IV. “I don't recall
ever seeing a Silverliner II or Silverliner III, not that I see
it that frequently, so this was truly unusual. I was told by
a Conductor that the Silverliner IIs and Silverliner IIIs
were unofficially 'banned' from the line as their ages
would present a problem if one failed in single-car service.”
SEPTA’s website lists the Regional Rail Lines with
their “R” numbers in parentheses as the current
(January 17, 2010) timetables were issued with them.
Cinders reported July 25 as the effective date for their
removal. There will now be 14 folders. If you are counting the table below – the Combined Center City timetable is not listed.

NEW NAME

R1/Airport Line

Airport Line

R2/Warminster

Warminster Line

R2/Wilmington and Newark

Wilmington/Newark Line

R3/West Trenton

West Trenton Line

R3/Media/Elwyn

Media/Elwyn Line

R5/Paoli/Thorndale

Paoli/Thorndale Line

R5/Lansdale/Doylestown

Lansdale/Doylestown Line

R6/Norristown

Manyunk-Norristown Line

R6/Cynwyd

Cynwyd Line

R7/Chestnut Hill East and Trenton

Trenton Line
Chestnut Hill East Line

R8/Fox Chase and Chestnut Hill West

Fox Chase Line
Chestnut Hill West Line

Member Raymond Berger reported that Merritt Harrison Taylor, Jr., the last President of the Philadelphia
Suburban Transportation Company a/k/a Red Arrow
Lines, died on March 26 at the age of 87. This Mr. Taylor was the last of a long line of owners/administrators
of the transit system that ran in the western suburbs of
Philadelphia, Pennsylvania. His ancestors were A. Merritt Taylor and Merritt A. Taylor.
The following was omitted from a previous column.
From Cinders: A citizen group has been formed to urge
SEPTA to restore service for the 15-mile stretch on the
R8 Line from Newtown to Fox Chase, the present terminus. Their web site, http://www.r8newtown.com/, contains a wealth of information including historic timetables, studies and the accident report that resulted in the
“temporary” abandonment of service. This ex-Reading
Line was electrified as far as Fox Chase, which is the
last stop within the city limits of Philadelphia, in 1966.
For a period of time, SEPTA operated an RDC shuttle
service. Several attempts made over the years to operate rail service to Newtown ended in early 1983. SEPTA
has reportedly kept the right-of-way intact.
Cinders has promised to account for Silverliner IIs
and Silverliner IIIs as they are retired. Besides 257,
which burned in the November 3, 2009 fire (December,
2009 and February, 2010 Bulletins), 210 and 265 are
no longer on the roster. 210 was destroyed in a Christmas Day, 1971 fire at Suburban Station that also damaged 206. That car, along with 201, which was damaged in a collision with 231, also in Suburban Station
(date presently unknown), were both repaired using
components from 210, which was then scrapped. On
October 16, 1979, 265 was involved in a four-train collision at Angora (R3/Media Line), which led to this car
being sent to American Coastal Industries in Chesapeake, Virginia. (The name of this firm sounded familiar,
so I searched the Internet, and sure enough, in 1987 it
(Continued on page 11)
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was awarded a lowest-bid contract by NYCTA to overhaul 52 cars for Staten Island. The first group of eight
A Line R-44s were shipped, but after little progress, the
cars were returned to New York, where the work was
performed in-house.) Meanwhile, 265 arrived in Virginia
in 1984 for evaluation and four years later it was determined that the car was irreparable. The trucks and other
components were salvaged and returned to SEPTA,
while the car body was scrapped in Virginia. One Silverliner IV has been retired – 9020 was peeled open when
it was rear-ended at North Wales R5/Lansdale/
Doylestown Line on July 17, 1980.
Below is a roster of the Silverliner-IIs and SilverlinerIIIs.
NUMBERS

MANUFACTURER

MODEL

BUILT

201-19

Budd Company

Silverliner II

1963

220-39

St. Louis Car Company

Silverliner III

1967

251-69

Budd Company

Silverliner II

1963

9001-17

Budd Company

Silverliner II

1963

Once deliveries begin, and before too many Silverliner IIs and Silverliner IIIs are scrapped, DVARP recommends that since there is little interest from other
railroads in acquiring the aged MUs, SEPTA should put
them into storage. History has shown that mechanical
defects have cropped up that resulted in fleets of cars
having to be withdrawn from service, e.g. Amtrak’s Acelas ,which were found to have cracks in the yaw dampers in 2002. SEPTA reported that there is no room in its
yards for this purpose, but DVARP has identified the
East Penn Railroad, which already uses one of the
Bethlehem Branch tracks north of Telford for storage
purposes. The rail line would charge SEPTA a “modest”
fee for this service.
Member Dave Safford sent an article from philly.com
reporting that as of April 12, there were 48 Silverliner V
shells at Rotem’s facility in South Philadelphia. All shells
are built in Korea, but by law, final assembly must take
place in the United States.
The married pair of Silverliner Vs (801-2) was displayed on Track 0 at Suburban Station April 14-16 from
11 AM to 6 PM. Bob Vogel emailed digital images, and
Dave Safford sent this report. “The cars have smooth,
stainless steel shells with a new striping scheme. All
signage and warning lights are digital LEDs. Curiously,
the pair displayed the soon-to-be-abandoned ‘R’ designations. A pair of doors is located at the third point form
the operator’s cab, and a single door at the ⅔ point
from the cab. The doors are not vestibuled, and are

completely open to the car aisle. One door of he pair
has an integral flip-over ramp to cover the gap at highlevel platforms. A sliding threshold supports the outer
edge of the closed trap, and retracts into the shell when
the trap is open. This is the theory. During my visit at
least a dozen SEPTA employees had a go at opening
the trap with the ramp and latching the sliding threshold,
all with a uniform lack of success. The interior is pleasantly finished and well-lit. The operator has a half-width
cab, but my understanding is that the union is still fighting to have this modified. As it stands, a very nice railfan
seat occupies the other half of the car width. Seating is
vinyl-clad, cushioned, fixed with head supports. Seating
is 2x2 between the doors, and 3x2 at the ends. Towards
the cab, from the double doors, are two four-person
bench seats that flip up to provide wheelchair access.
Total seating accommodates 100 passengers by my
count. There are no doors separating the two married
cars. Scattered throughout the cars are small (maybe
14”) video screens which were showing an infomercial
for the manufacturer at the time of my visit. I speculate
that these will be used for advertising. Wing walls with
glass uppers partially shield seating from open doors.
Overhead luggage racks run along all seating.
“Assuming that someone figures out how to work the
traps, it appears a handsome, generally well-laid-out
car, which unfortunately is seriously flawed by the lack
of vestibules. They appear hazardous under crowded
conditions when running with the traps open, and, despite the wing walls, it may be expected that the seating
near the doors at a minimum will be unpleasantly cold.
These problems might be mitigated by running only with
the traps closed, but how that would be accomplished is
unclear.”
BALTIMORE, MARYLAND
At 9:20 AM March 23, a tractor trailer that was heading north made a right turn onto Gilroy Road against a
signal into McCormick's Hunt Valley plant and was hit
by a southbound light rail train. The LRV pushed the
truck down the tracks and split the truck's trailer in half.
Also caught in the collision was a gray Honda that was
traveling behind the tractor-trailer. An MTA MD spokesman said the intersection is not gated. The Train Operator was trapped for 25 minutes before she was removed
to a trauma center. Two of the seven passengers who
were aboard the train were also injured. Investigators
believed that the LRV was a total loss. It was likely that
the truck driver would be charged in the accident. A bus
bridge was established between Timonium and Hunt
Valley so that repairs could be made. On March 27 only,
the buses did not stop at the Gilroy station as Gilroy
Road was blocked by vehicles making track repairs.
After the weekend, shuttle buses reverted to serving all
stations between Timonium and Hunt Valley. Normal
service was finally resumed after nearly two weeks on
April 5. Thanks to member Frank Pfuhler for this report.
(Continued on page 12)

11

NEW
YORK
DIVISION
BULLETIN
OCTOBER,
2000
NEW
YORK
DIVISION
BULLETIN
- MAY, 2010
Commuter and Transit Notes
(Continued from page 11)

WASHINGTON, D.C. AREA
A project is underway to replace the small four-digit
car numbers on the exterior of Metrorail’s subway car
fleet with larger ones. Although the work is being undertaken for the benefit of emergency responders and
Metro personnel, passengers will also find it useful.
Since many riders know the equipment, they will know
in advance if the car that they will ride in is one of the
older 1000-series cars, or the newest 6000-series. The
work is to be completed by this summer.
The three Czech-built streetcars have been delivered
and sitting in Greenbelt Yard awaiting a call to service
that may not come for a while. A law passed by the
United States Congress in 1889 bans overhead electrification in Georgetown and the original center city design
by Pierre L'Enfant in 1791, bounded by the Potomac
and Anacostia waterfronts north to Florida Avenue.
Streetcars would run through much of the core, including H Street NE, where the city is now laying tracks.
According to an article published by The Washington
Post and sent by member Phil Hom, among those opposing the use of overhead wires are the National Park
Service, which "does not want and does not approve of"
overhead wires in the city, spokesman Bill Line said.
The Capital Planning Commission is also opposed to
overhead wires, something which came up during reviews of city plans for the reconstruction of H Street, the
11th Street Bridge, and a 1.5-mile stretch in Anacostia.
With the H Street-Benning Road section scheduled to
open in 2012, Northern Virginia leaders are also planning a streetcar line along Columbia Pike, between the
Pentagon City Metro station and Baileys Crossroads,
that could eventually run to Alexandria.
One Washington, D.C. Council Member plans to introduce a bill to change the definition of the downtown
area. The legislation would allow the council to determine which views in the federal city are worth preserving and which are not. Until the PCCs were abandoned
on January 28, 1962, outside of the downtown area the
streetcars received their power via a conduit below the
street that was accessed from a center rail between the
running rails.
NASHVILLE, TENNESSEE
Member Pete Donner, while passing through Nashville, found parked in MTA's bus yard, 7 or 8 ex-Virginia
Railway Express (former-Metra) gallery cars in the 400and 500-series. Pete also told me that the Music City
Star Commuter Rail service utilizes two trainsets of exMetra gallery cars, one with two cars and one with
three. Both trains are powered by ex-Amtrak F-40s.
CHICAGO, ILLINOIS
On the Bi-Level, Metra’s passenger newsletter, is
celebrating its 25th anniversary and to mark the occasion, Metra has placed a copy of the original edition,
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which carries a Winter, 1985 date, on its website along
with the current issue. The title originated with the Milwaukee Road, which used it for several years. Metra’s
press release reported: “The first issue began with a
quote that explained the newsletter’s mission: ‘If you
don’t tell it like it is, you’ll never get it like it ought to
be.’ The title fit that theme, although the pun was
clearer in the original punctuation: On the (Bi)Level. It
said: We’re going to level with you, the riders of our bilevel coaches. (A redesign in October, 2002 dropped
the parentheses in favor of a hyphen.)” In each edition,
readers will find letters of passengers in the “Sounding
Board” venting about the behavior of others and even
sometimes the crew. There are also positive comments.
Answering passenger questions is a popular feature.
ST. LOUIS, MISSOURI
Despite a low turnout, 63% of voters on April 6 approved a half-cent increase in the sales tax that supports Metrolink. The tax is expected to generate about
$90 million annually to fund operations and enable an
expansion of service. Had the measure failed, 650
Metro employees would have been laid off. Some comments that were received as a result of my emailing this
news agreed “that there is a pattern of localities willing
to tax themselves, even during/amidst/after a Great Recession, to secure rail passenger transit” and “this
shows that people are still willing to support transit
when it comes down to the wire.”
MINNEAPOLIS, MINNESOTA
Northstar Commuter Rail will serve 53 of the Twins' 81
home games this season, including the opening series
against the Red Sox. All weekend games will be served
as well as weekday evening games between June and
August by regularly scheduled service or by additional
trains. Families can save by purchasing a Northstar
Roundtrip Family Pass, which entitles two adults and up
to three children (ages 6-12) to ride. Children under five
ride free. Passes cost: $8 (Fridley), $10 (Coon RapidsRiverside, Anoka, and Elk River) and $17 (Big Lake).
AUSTIN, TEXAS
March 22 saw the inauguration of Capital Metro’s Metrorail’s 32-mile DMU-operated service between Leander
and Austin. According to reports in The Austin American, service was running on or near schedule all day. In
the morning, about 80 people arrived on the first train,
but close to half of them got right back on and rode
back towards Leander. About 40 people arrived on the
second train at 7:02 AM. Each train has 108 seats.
Many passengers who arrived on the 6:25 PM, the last
southbound train at the Downtown station, stayed on for
a return trip. Capital Metro reported 2,942 boardings,
however a group of rail critics, posted at eight of the
nine stations, counted 1,946 boardings but did not yet
have afternoon numbers for two stations. About 2,000
boardings a day are expected initially. The project,
which was approved with a budget of $90 million, will
(Continued on page 13)
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ultimately have cost $120 million, which includes additional items such as the Leander park-and-ride lot and
the connector buses. One interesting thing is that at
grade crossings horns are not sounded because Capital
Metro has arranged for quiet zones.
DENVER, COLORADO
The final purchase agreements between Denver RTD
and BNSF Railway Company were signed on March 31,
which will enable an expansion of the FastTracks program. Under the $144 million deal, the transit agency
acquires the rights-of-way to construct the Gold Line
and Northwest Rail Corridor, and will have access in
and out of Denver Union Station (DUS) and the commuter rail maintenance facility. The FasTracks program
is building 122 miles of commuter rail and light rail and
18 miles of bus rapid transit service, adding 21,000 new
parking spaces, redeveloping Denver Union Station,
and redirecting bus service to better connect the eightcounty district. This investment initiative is projected to
create more than 10,000 construction-related jobs during the height of construction, and will pump billions of
dollars into the regional economy.
ALBUQUERQUE, NEW MEXICO
The March 22 RailRunner weekday schedules were
replaced on April 12. This was done to accommodate
the new Kewa station, after it became apparent that a
few minor adjustments were in order to keep trains running smoothly and on time.
Also on March 22, RailRunner carried its 3-millionth
passenger. Upon selection, the surprised University of
New Mexico graduate student told the train crew that
she sold her car last fall because she simply did not
need it anymore. Since then, she has relied more on
public transportation and that move has saved her thousands of dollars. She was rewarded with a basket of
RailRunner items, including a free one year train pass,
a Three Millionth Passenger certificate, and a gift bag
that included Rail Runner pins, t-shirts, hats, and other
train merchandise. RailRunner service began between
Albuquerque and Bernalillo on July 14, 2006. The 1millionth passenger was honored on June 26, 2008, and
the 2-millionth passenger on June 3, 2009.
Free Wi-Fi service arrived on April 5. Users must have
a Wi-Fi enabled device of their own and once logged on
should be able to send emails, surf the Internet, and
move from station to train and train car to train car without losing connectivity.
SAN FRANCISCO, CALIFORNIA
It was not an April Fool’s joke, but on that day, Caltrain
announced that it was facing a $30 million shortfall in
revenues and may need to cut half of its service. The
budget is $97 million. Very likely to be eliminated are
night, weekend, and midday trains. Also on April 1, Caltrain announced that in the face of a lawsuit by the
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Planning and Conservation League, a Sacramentobased nonprofit that also helped sue the California
High-Speed Rail Authority in 2008, it was suspending
work on the project to electrify its 51-mile line between
San Francisco and San Jose. Thanks to KALW News
for this report.
LOS ANGELES, CALIFORNIA
On March 15, the Angels Flight Funicular Railway reopened for the second time. Built in 1901, the line,
which had been out of service since 1966, had reopened in 1996. It closed on February 8, 2001 following
an accident that resulted in the death of one man and
injuries to several others. The line had been scheduled
to reopen in the summer of 2007. One of several emails
on this subject reported that the line, at 312 feet, is
America’s shortest railroad.
TORONTO, ONTARIO, CANADA
Metrolinx approved a GO Transit fare increase effective March 20. Adult single-ride tickets were increased
by 25 cents regardless of trip origin or destination. In
addition, the discount offered on 10-ride tickets and
monthly passes was equalized across all fare zones. All
10-ride tickets offer a 7.5% discount over 10 single-ride
tickets, and all monthly passes offer a 17.5% discount
over 40 single-ride tickets.
New GO Transit schedules went into effect on April 3,
with run times adjusted to reflect actual travel times.
VANCOUVER, BRITISH COLUMBIA, CANADA
As it is said, all good things must come to a close, and
on March 24 and 25, cars 3050 and 3051 were transferred to Crowe Street, from where they would be
moved to Tacoma, Washington prior to being shipped
back to Brussels, Belgium. Thanks to Raymond Berger
for this report.
Six Budd Company-built RDCs will have a new lease
on life as the result of a C$12.6 million award to Industrial Rail Services Inc (IRSI) of Moncton, New Brunswick, Canada. These cars will be used on VIA routes
between Sudbury and White River in Ontario and between Victoria and Courtenay in British Columbia. Built
in the 1950s, these sturdy, stainless steel RDCs are
structurally sound, and by applying technologically advanced subsystems, the cars will provide 15-20 further
years of reliable service. The first car is to be delivered
next April and the remainder by the end of 2011.
JERUSALEM, ISRAEL
Here is another light rail report from member Dave
Klepper. “The cars have five body sections. There are
four doors on each side; sections 2 and 4 have slightly
larger than normal-size doors bracketing the four seats
on each side. Also, there is an Operator's door, rather
narrow, on left side at each end. Why the left side with
right-handed operation and most platforms (in some
cases just extensions of the adjacent sidewalk) on the
right side (although there are a few locations with center
platforms)? I think the answer is to facilitate crew
(Continued on page 14)
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LIRR TO PARTIALLY DISCONTINUE SERVICE FROM
RONKONKOMA TO GREENPORT
by Larry Kiss
WEEKEND
On January 25, MTA announced plans to abolish all
TRAIN
NUMBER
STATION
TIME
STATION
TIME
passenger service on LIRR’s 46 miles of single-track
LEAVE
ARRIVE
line east of Ronkonkoma to Greenport except on sum3200*
Ronkonkoma 3:49 PM
Greenport
5:04 AM
mer weekends. This was part of the systemwide plan to
201
Greenport
5:30 AM Ronkonkoma 6:53 AM
cut expenses to meet a projected budget shortfall. MTA
200
Ronkonkoma 9:02 AM
Greenport
10:27 AM
has calculated that ridership is 190 on weekdays and
203
Greenport 11:39 AM Ronkonkoma 1:03 PM
250
Ronkonkoma 1:42 PM
Riverhead
2:27 PM
160 on weekends. A hearing was held in Riverhead on
251
Riverhead 3:19 PM Ronkonkoma 4:04 PM
March 8.
254
Ronkonkoma 5:21 PM
Yaphank
5:40 PM
This line, between Greenport and Ronkonkoma, is a
3251*
Yaphank
6:00 PM Ronkonkoma 6:16 PM
very old line, having opened in 1848 as part of a land256
Ronkonkoma 6:53 PM
Greenport
8:17 PM
sea-land route between Brooklyn and Boston. Once the
253
Greenport
9:44 PM Ronkonkoma 11:07 PM
present Northeast Corridor to Boston was constructed,
the line to Greenport became a rural branch Note:
train, no passengers
line. Service east of Ronkonkoma has always been *Non-revenue
In the summer the Yaphank afternoon train is extended to Greenport.
sparse. In the 1960s service was down to one round-trip Weekend service consists of two roundtrips both Saturday and Sunseven days a week with additional trains in the sum- day.
mer. In the 1970s and early 1980s some additional The train consists of a diesel engine and two coaches.
trains were added in the rush hours as far as Yaphank
WEEKEND
TRAIN NUMBER STATION
TIME
STATION ARTIME
and later to Riverhead.
LEAVE
RIVE
The biggest change to service east of Ronkonkoma
6200
Ronkonkoma 10:40 AM
Greenport
12:05 PM
occurred on January 18, 1988 when electrification
6201
Greenport
1:11 PM Ronkonkoma
2:35 PM
reached Ronkonkoma. Since then, all trains terminate
6202
Ronkonkoma 3:40 PM
Greenport
5:05 PM
or start at Ronkonkoma and connect with electric trains
6203
Greenport
6:11 PM Ronkonkoma
7:35 PM
for Penn Station. The service pattern for the weekday
On March 24, MTA decided that effective September,
and weekend schedules has remained the same for the
last 22 years as shown below and reflects the times that 2010 only the weekend service would be discontinued
between Ronkonkoma and Greenport except during the
exist in the March 8, 2010 timetables.
summer. There is no alternate bus service directly between Ronkonkoma and Greenport. For the first time in
Long Island Rail Road history a significant section of
railroad will have no passenger service over a weekend.
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changes where operators swap cars. The first section
has the streamlined driver's cab and sixteen seats arranged 2 by 2, four railfan seats, facing forward, paired
with four, back then repeated. The truck is underneath.
Next is the section with the two doors and four sideways seats on each side. The center section with truck
has sixteen two by two seats, again two pairs of double
seats on each side, this is the center section and the
car is double-ended and symmetrical. So that gives
(16x3)+(8x2)=64 seats with plenty of standing
room. The seats are upholstered in blue and look comfortable. Magnetic track brakes are on all three trucks.
The wheels are mostly hidden by skirting, but from the
sound, I would guess resilient wheels are used. The car
can accelerate as fast as a PCC. MU operation is possible with a fold-out MU coupler that is normally sideways
in a recess in the front cowling. There may be a plate to
14

cover it, but I did not see any covered. Most of the people around the place were Arabs who spoke both English and Hebrew, at least to some extent. Our communication used all three languages. Obviously they wondered who I was and I had to identify myself. I watched
tests on the light rail system. The noise level is between
a good PCC and a Boeing, not as quiet as the PCC, but
not as noisy as a Boeing or certainly not as noisy as a
Boston PCC without resilient wheels. The bell is a digital recreation of a standard USA streetcar and sounds
terrific – could be on Market Street San Francisco or
New Orleans!”
FROM THE HISTORY FILES
60 Years ago: On May 15, 1950, the Kodak exhibit in
Grand Central Terminal opened. Kodak’s website reported, “it unveiled the first in its long-running series of
KODAK COLORAMA Display transparencies — 18 feet
high and 60 feet wide — overlooking the main terminal
floor of Grand Central Station in New York City. An esti(Continued on page 15)
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2009, entered 207th Street Shop in early March and as
of the 15th was being prepared for eventual reefing. This
will help to identify the many issues related to setting up
a full-blown production line of R-44s, one of the most
pronounced of which to date is a shortage of working
floor space due to the greater length of the bodies.
Whereas a length of 270 feet was required to work on
four 60-foot cars simultaneously and could fit within the
existing pit space, each set of R-44s would need a
length of 330 feet (which does not fit) and may thus
force more of a horizontal flow than the former vertical
process, with fewer bodies in process at any one time
than previous. In addition to this concern it appears that
the Coney Island-rebuilt R-44s will require the same
sort of localized asbestos abatement that was performed on the slant R-40s, R-40Ms and MorrisonKnudsen-overhauled R-42s, and there will also be a
different dynamic to apply when calculating the load of
each new barge (meaning fewer cars per shipment owing to the larger size). Nevertheless, as the weeks progress the next round of reefing continues to develop
and by summer will probably be proceeding as it has
now for the past couple of years.
Conclusion
As so often seems the case recently, more topics
could have been covered in this Update but were not
developed enough to be included. MTA as a whole remains in an overall state of uncertainty and indecision
as its financial underpinnings continue to be exposed to
the larger economic upheaval and questioned by its
detractors. Exactly where this will all lead may take
months or even years to play out, but for purposes of
this tome we’ll continue to take the short-term view that
has worked so well, and try to keep pace with events as
they actually occur. Besides, bad times need to be
chronicled as well as good for in either case, no one
knows what lies ahead.

New York City Subway Car Update
(Continued from page 5)

on the sidelines. As the 40 R-46s arrived from 207th
Street on March 1, all 26 of the A-A “JFK” pairs of R-46s
(6208-58 even) were culled from the fleet and placed in
storage pending their later transfer elsewhere. With the
exception of 5794-7, which were returned to Jamaica,
all remaining R-46s at 207th Street were moved to Pitkin
as of March 8, 2010, broken down as follows: 5810-3,
5842-5, 5850-3, 5894-7, and 5942-9 continued in service on A; 5910-3 and 6118-21 were activated on A;
and 5802-5 remained inactive. Also on or about March
8, 5902-9 became the first 8 R-46s to be transferred
directly from Jamaica to Pitkin (and going straight into
service on A). On March 12 these were followed by R46s 5826-9 and 5866-9, and as additional R-160s are
accepted at Jamaica this pattern will likely be repeated
often in the weeks to come. Ultimately it is anticipated
that there will be about 380 R-46s assigned to Pitkin for
exclusive use on A, while roughly 308 will be retained
at Jamaica for G and R, with some still used on F
during peak periods.
R-44 Retirements
There were no additional R-44 withdrawals between
February 22 and March 15, 2010.
The R-44s of MTA Staten Island Railway
Arriving at Coney Island Overhaul Shop between February 23 and March 15, 2010 was SIR “A” car 432,
along with “B” car 423. “A” cars 442, 448, and 462 remained in process at Coney Island, while returning to
the Staten Island Railway upon completion was “A” car
408 along with “B” cars 403 and 409. This raised the
overall number of completed cars to 54.
Miscellaneous Notes and Reefing
R-44 “link” (unitized 4-car set) 5342-5, which had
been retired for the evaluation study in December,

CAR ASSIGNMENTS AND DEVIATIONS THEREFROM
by Bill Zucker
DATE

ROUTE

TYPE OF CARS

D

R-68A

April 11, 2010
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mated 650,000 commuters and tourists viewed this
popular attraction every business day, and many of the
dramatic photographs displayed over the years were
the subject of widespread newspaper and magazine
coverage. The exhibit was permanently dismantled in
early 1989 as part of Grand Central's restoration.”
30 Years ago: On May 15, 1980, the John F. Hoban
15

Operations Control Center at the Journal Square PATH
station in Jersey City was dedicated. Headlights
(January-March, 1981) reported that Mr. Hoban had
served as PATH Vice President and General Manager
until his death in May, 1979. The Hoban Center still
serves as the control center for PATH’s rail operations,
including power supply, communications, and station
monitoring.
News items and comments concerning this column may be
emailed to NYDnewseditor@aol.com.
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Around New York’s Transit System
Prototype Wheelchair-Accessible R-62A Cars
R-62A cars 2451-2-3-4-5, assigned to 240th Street
Shop (1), have been modified to provide for ADA access. Crew switch operation has been changed so that
two door panels will open instead of one on each of the
end cars of this unit (2451 and 2455), providing an
opening wide enough for a wheelchair to pass through.
On the other cars in the unit, one door panel will open.
Subway Construction Damages Buildings
Tenants in 28 apartment buildings on Second Avenue
in the East 90s received letters from MTA informing
them that they must vacate their apartments for one or
two months, because cracks have appeared on the
walls. Unfortunately, the construction of the launch box
for the Tunnel Boring Machine is shaking the centuryold buildings.
MTA expects to spend $8 million to place the tenants
in furnished hotel rooms, pay their rent, and shore up
the buildings. As the work continues south, more tenants may have to move from 111 buildings that must be
inspected.
Meanwhile, member Glenn Smith reports that pieces
of the Tunnel Boring Machine started arriving at the
worksite on the night of April 19.
Passenger Traffic Statistics
NYC Transit’s Weekly News employee newsletter
reveals that 1.623 billion passengers rode in the subway in 2008, averaging over 5 million on weekdays, 2.9
million on Saturdays, and 2.3 million on Sundays.
Parkchester Station Rehabilitation Causes Changes
to 6 Service in the Bronx
On April 8, MTA reported that because of station rehabilitation at the E. 177th Street-Parkchester station, there
will be changes to 6 service in the Bronx through early
July. Weekdays, no northbound 6 local trains will stop
at Parkchester, while northbound 6 express trains will
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only stop there from 3-9 PM, using the southbound platform. From 6:30-10:30 AM, some northbound 6 trains
will terminate at St. Lawrence Avenue, and all 6 local
trains will terminate there from 3-9 PM. From 10:30 AM3 PM, some northbound 6 trains will terminate at Third
Avenue-E. 138th Street. There will also be service
changes on weekends, and passengers are being advised to pay attention to announcements and notices to
find out what they are on any given weekend.
Additional Stations Have Countdown Clocks
On April 12, MTA announced that countdown clocks
have been activated at the Bergen Street, Eastern Parkway-Brooklyn Museum, Nostrand Avenue, and Kingston
Avenue stations on the Eastern Parkway Line. These
are the first stations in Brooklyn to have their countdown
clocks activated. The clocks are part of the PA/CIS
(Public Address/Customer Information Screens) system,
which is connected to ATS (Automatic Train Supervision) to provide real-time information. As mentioned last
month, a pilot program is underway to provide a more
limited amount of information to screens at stations on
lines that are not yet part of ATS.
Abandoned LIRR Station
An abandoned Long Island Rail Road station is adjacent to the Neck Road Brighton (Q) station, which is
being rebuilt. The Long Island’s passenger service
ceased on May 14, 1924, most of the Manhattan Beach
Branch was abandoned in 1932, and the tracks were
removed in 1937. Most of the concrete abutments are
still in place. During the Brighton Line station rehabilitation, a portion of the abutment was removed. These
April 17, 2010 Larry Linder photos show the remaining
abutment and a concrete stairway with a concrete barrier. The railings on the upper level stairways leading to
the abandoned platforms are also visible.
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UNIFICATION ACCOMPLISHED 70 YEARS AGO
In June, 1940, the control of city-owned
transit facilities exercised by the Interborough
Rapid Transit Company for forty years
through Lease Contracts #1 2, and 3, and
exercised by the Brooklyn-Manhattan Transit
Company for 27 years through Lease Contract #4 was terminated. The city acquired
ownership of all company-owned elevated
railroads, the BMT power plant and power
distribution system, and the Brooklyn and
Queens trolley car and bus system. The
Board of Transportation of the City of New
York was the agency of the city for the management, operation, and maintenance of the
New York City Transit System, and for all
construction of the publicly owned transit facilities within the city.
Unification was planned in the early 1920s.
The state Transit Commission was trying to
develop a plan of unification of all rapid transit facilities in the city, which would be acceptable to the city government and the lessees, IRT and BMT. A valuation of the properties and of the leasehold rights and interests
of the city and the lessee companies was
completed in 1923 and was kept up to date.
A tentative outline of a unification plan was
submitted to the city government, IRT, and
BMT. A new non-profit corporation, authorized by an act of the Legislature, would be
managed by a Board of Directors composed
of representatives of the city government, the
lessee companies, and the public. This corporation would have the power to acquire all
the interest of the lessees and to issue its
own bonds or assume outstanding company
bonds.
This tentative plan was discussed and revised without reaching any agreement. Late
in 1933, the Transit Commission submitted

another incomplete draft, which was rejected
by the lessees.
When Fiorello H. LaGuardia became Mayor
on January 1, 1934, he appointed Judge
Samuel Seabury and City Chamberlain Adolf
Berle, Jr., who investigated the unification
plan. They reported that the lessees rejected
the plan because the fare was fixed at five
cents. The city could not buy IRT and BMT or
recapture portions because its borrowing or
bond issuing capacity within the constitutional debt limit was insufficient.
The Transit Commission and the city government obtained permission to authorize a
referendum on a constitutional amendment
increasing the city’s borrowing capacity and
allowing the city to issue bonds worth $315
million for unification. This amendment was
adopted on November 8, 1938. With adequate funds available, the city government
and the Transit Commission prepared a new
plan based on complete city control canceling the long-term operating leases held by
the Interborough Rapid Transit Company and
the Brooklyn-Manhattan Transit Corporation.
After conducting protracted negotiations with
committees of stockholders and bondholders
of both corporations, two coordinated plans
were adopted by the city Board of Estimate
and the state Transit Commission in the summer of 1939. These plans became effective
in June, 1940.
There was a ceremony at the City Hall
Council Chambers at noon June 1, 1940.
Security holders were paid $147 million in
city bonds in the presence of the Mayor, city
officials, members of the Transit Commission, and security holders. Directors of the
Williamsburg Power Plant Company, South
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(Continued on page 4)
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F HEADWAY TABLES
by Bernard Linder
WEEKDAYS
DATE

MIDNIGHT

AM RUSH
Northbound

MIDDAY

Southbound

PM RUSH

EVENING

Northbound

Southbound

4

4, 5

8

This is an incomplete record.
January 10, 1944

15

4, 5

4

6

This is a complete record.
December 11, 1950

15

4, 5

3½, 4

6

3½, 4

4, 5

8

June 30, 1952

20

4, 5

3½, 4

8

3½, 4

4, 5

10

November 1, 1954

20

4

4

8

4

4

10

December 21, 1964

20

3½

3½

8

4

4

10

July 11, 1966

20

3½, 4

3½, 4

10

4

4

12

November 27, 1967

20

4

3½

10

4

4

12

November 1, 1971

20

4, 5

4

10

4, 5

4, 6

12

August 30, 1976

20

5

4

10

4, 5

5

12

May 5, 1980

20

4, 5

4

10

4

4, 6

12

November 26, 1984

20

5

4

10

4

4, 6

12

October 26, 1992

20

5

3⅓

10

3⅓

5, 6

12

SATURDAY
DATE

AM
RUSH

MORNING

SUNDAY
AFTERNOON

EVENING

DATE

This is an incomplete record.
January 15, 1944

4

6

6

8

May 17, 1947

5

6

6

8

January 9, 1944

EVENING

10, 8

6

8

This is a complete record.
October 22, 1950

10, 8, 7

7

8

10, 8

8

8, 10

October 31, 1954

12

10

10

October 31, 1971

12

12

12

November 11, 1973

15

12

12

May 15, 1988

15

10

12

December 11, 1988

15

12

12

October 29, 1989

15

10

12

6

6

8

6, 7

7

8

December 30, 1951

July 5, 1952

8

8

8

December 2, 1967

8

8

8, 10

November 6, 1971

10

10

12

May 21, 1973

10

8

12

December 1, 1984

10

10

12

December 17,
1988

10

8

12

January 5, 1952

AFTERNOON

This is an incomplete record.

This is a complete record.
December 16,
1950

MORNING

2
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A HISTORY OF THE R TRAIN
By George Chiasson
(A Special Word of Thanks to ERA Member Michael
Miller).
In a manner somewhat similar to A, the current R
rrain of MTA New York City Transit represents the inheritor in a long line of rapid transit development serving the waterfront, Sunset Park, Park Slope, and Bay
Ridge sections of Brooklyn, (more recently) Fort Hamilton, and even to some extent, areas of Staten Island.
Route of the R Train
R is one of the longest single routes on the New York
subway system at 21.60 miles. It begins at the 71stContinental Avenues-Forest Hills terminal on the
Queens Boulevard Line and travels entirely underground beneath the East River to Manhattan via the exBMT 60th Street Tunnel, down the length of the Broadway Line, and through the Montague Street Tunnel back
to Brooklyn. It then completes its journey in marquee
fashion as the “Fourth Avenue Local” to 95th Street in
Fort Hamilton.

SECTION 2: LEXINGTON AVENUE TO FIFTH
AVENUE (N, R, W UNTIL THE END OF JUNE)
From Queens Plaza, R trains diverge into the twotrack “11th Street Cut” which in turn brings them into the
two-track 60th Street Tunnel. After crossing beneath the
East River they pass through the Lexington Avenue and
Fifth Avenue stations before joining the outer (local)
tracks of the four-track ex-BMT Broadway Subway north
of the 57th Street station.

SECTION 3: 57TH STREET TO WHITEHALL
STREET (N, Q, R, W UNTIL THE END OF
JUNE)

R trains follow the outer (local) tracks of the four-track
Broadway Subway, with stations located at 57th Street
(express), 49th Street (local), 42nd Street-Times Square
(express), 34th Street (express), 28th Street (local), 23rd
Street (local), 14th St.-Union Square (express), 8th Street
(local), and Prince Street (local). Immediately south of
Prince Street the two express tracks diverge beneath
Canal Street to the south tracks of the Manhattan
Bridge, while the two local tracks continue into Lower
Manhattan with stations at Canal Street, City Hall, Cortlandt Street, Rector Street, and Whitehall Street. A twotrack lead south of the Manhattan Bridge turnout serves
the never-opened lower level station at City Hall, which
is used as a small layover yard. This gives the false
appearance of a four-track subway at the Canal Street
station, while a double-ended middle relay track exists
at the Whitehall Street station.

SECTION 1: 71ST-CONTINENTAL AVENUESFOREST HILLS TO QUEENS PLAZA
(E, F, R, V UNTIL THE END OF JUNE)

R originates at the underground terminal at 71stContinental Avenues-Forest Hills on the Queens Boulevard Subway. This station is set up as an express stop,
with two island platforms straddled by four tracks, plus
relay trackage beyond that ducks beneath the four main
tracks. All four tracks then proceed west beneath
Queens Boulevard with stations at 67th Avenue (local),
63rd Drive-Rego Park (local), and Woodhaven Boulevard (Slattery Plaza) (local); then under Broadway with
stations at Grand Avenue-Newtown (local), Elmhurst
Avenue (local), Roosevelt Avenue-Jackson Heights
(express), 65th Street (local), Northern Boulevard (local),
and 46th Street (local); then beneath Steinway Street
with a local station so named; and finally under Northern Boulevard with stations at 36th Street (local) and
Queens Plaza (express). Starting at 71st-Continental
Avenues-Forest Hills, E and F share the middle express tracks, while R and V locals use the outer
tracks. In this manner, E, F, R, and V (and occasionally G until recently; service is cut back to Court Square
as of June 27, but the cutback has already started because of General Orders in the area) continue through
the four-track subway and the express station at Roosevelt Avenue-Jackson Heights. F trains diverge to the
63rd Street Tunnel immediately west of the local station
at 36th Street, while E trains continue to Queens Plaza
via the express tracks, which run beneath Northern
Boulevard from the 65th Street to 36th Street stations.

SECTION 4: COURT STREET TO DEKALB
AVENUE (B, Q, M, R)
Beyond Whitehall Street R enters the two-track Montague Street Tunnel, which proceeds beneath the inner
bay to Downtown Brooklyn. The two tracks initially proceed on separate levels as they are joined by the twotrack Nassau Street (M until the end of June) Line, then
level out for their passage under New York Harbor and
the mouth of the East River to Downtown Brooklyn. The
Montague Street Tunnel proceeds through stations at
Court Street and Lawrence Street before merging into
the DeKalb Avenue complex, using the intermediate
tracks of the six-track alignment through the DeKalb
Avenue station in company with M (until the end of
June) trains. Nominally at DeKalb Avenue, B and Q
(Brighton) trains utilize the outer tracks, M (West End
Local) and R (Fourth Avenue) trains use the intermediate tracks, and D (West End Express) and N (Sea
Beach) trains bypass the platforms on the inner tracks.
(Continued on page 16)
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Unification Accomplished 70 Years Ago

panies.
On June 12, 1940, there was another ceremony at
City Hall at which the city acquired ownership of IRT.
This transit system was the largest in this country.
Five years later, the system consisted of 5,620 rapid
transit cars, 1,141 trolley cars, and 546 buses.

(Continued from page 1)

Brooklyn Railway Company, and New York Rapid Transit Corporation resigned and four city officials were
named Directors for the purpose of dissolving the com-

Second Avenue El at E. 127th Street, looking north.
Bernard Linder collection

Second Avenue El at E. 117th Street, looking north.
Bernard Linder collection

Ninth Avenue El south of Battery Place.
Bernard Linder collection

Ninth Avenue El at Rector Street, looking south.
Bernard Linder collection

Ninth Avenue El at W. 110th Street and Eighth Avenue, looking
west.
Bernard Linder collection

Ninth Avenue El at W. 110th Street, looking west.
Bernard Linder collection
(Continued on page 5)
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(Continued from page 4)

Fifth Avenue El terminal at Third Avenue and 65th Street, May, 1940.
Bernard Linder collection

Fulton Street El at Borough Hall in 1902.
Bernard Linder collection

Fifth Avenue El crossing under Fulton Street El east of Flatbush
Avenue, 1927.
Bernard Linder collection

Fulton Street El at Flatbush Avenue looking east.
Bernard Linder collection

A Fifth Avenue El train of 1000-series cars on the structure over
Flatbush Avenue between Fulton Street and Fifth Avenue.
Bernard Linder collection

Kings County station, Fulton Street El, looking north, June 9, 1941.
Bernard Linder collection
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STATEN ISLAND — FINALLY!
by Marc Glucksman
(Photographs by the author)
April 17 was the day that NYDERA was able to take its
long-awaited trip in Staten Island behind Staten Island
Railway’s (SIR) newest motive power. BL-20G 776 was
selected from the new group of four engines from
Brookville for the fantrip assignment and met us at St.
George. The engines weigh 230,000 pounds and produce 2,250 horsepower. Similar engines were delivered
to Metro North and Connecticut DOT. There had been a
delay from the original planned date of the trip, owing to
engine acceptance problems. Amongst other issues,
our hosts later informed us, the AAR FRA Class Icompliant coupler on the engine was mounted in such a
fashion that it was not able to properly meet the R-44S/
MUE-2 coupler. They also noted that the engines have
been extremely successful since their local modification. Their acceptance has allowed SIR to sell its two
Alcos and return engines 57 and 58 to MTA New York
City Subway. In October, 2008, NYDERA went on a
similar excursion with these Alcos (see December, 2008
Bulletin).
As we left St. George, our crew wyed the train and
backed into the Ball Park station. The station, which
opened in 2001, is the only active portion of the former
Baltimore & Ohio North Shore Line. It serves the New
York Yankees’ Staten Island New York Penn League
Minor League Affiliate team, or did until MTA’s 2010 service reductions included cutting the two inbound and
one outbound trips that had run only on game days.
There is no projected return of service, and so our train

may well be the last to stop at this station for quite some
time.
Our trip then proceeded southbound to Tottenville,
making photograph stops including Dongan Hills, New
Dorp, Great Kills, and the smallest SIR station, Atlantic.
In revenue service, only the last car of revenue trains
opens for passengers. Within the next year, Atlantic is
projected to close and combine with Nassau into a single station. At Tottenville we had an opportunity to photograph the engine in the yard, as it was separated from
the train and moved to the north end for the return trip.
The next stop was Clifton, where our guides took us
into SIR’s maintenance facility. They told us about the
overhaul that the R-44S fleet had received at MTA New
York City Subway’s Coney Island facility. For many of
the cars it was only their second trip off of the island
since delivery from St. Louis, Missouri. The repairs
mainly included new seats and changing mechanical
components. Although many of the cars have extremely
low mileage relative to their city cousins (the Subdivision “B” R-44), rust has developed in unexpected
places, which could potentially lead to structural problems. This opens the door to replacing the current fleet
with R-46s retrofitted to appropriate standards to temporarily forestall ordering a new fleet.
Thanks go to Sid Keyles, our erstwhile trip coordinator, and the staff of SIR for making the trip an enjoyable
experience for all.

Ball Park.

Combination shot at Annadale.

(Continued on page 16)
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NEW YORK CITY SUBWAY CAR UPDATE
by George Chiasson
were delivered as of April 14), all will be stationed at
East New York for the burn-in process and eventually
enter revenue service on J/Z and M. These cars are
not equipped with the CBTC now necessary to operate
on L, and were originally intended to replace the 50
Morrison-Knudsen-overhauled R-42s that have remained at East New York since mid-2008. With the anticipated merger of M and V this summer, that plan
appears to now have been put on hold and the 32 new
cars will be used to expand the existing fleet of 276 R160A-1s that are now used on J/Z and M (83778652), and will still be supplemented by the MorrisonKnudsen-overhauled R-42s.
As of April 17, deliveries totaled 348 R-160A-1s, 630
R-160A-2s, and 650 R-160Bs for a combined quantity
of 1,628. Of the overall total as of April 17, 340 R-160A–
1s were in service at East New York on J/Z, L, and
M; 60 R-160A-2s plus 420 R-160Bs at Coney Island on
N, Q, and W (for 480 total); and 560 R-160A-2s plus
210 R-160Bs at Jamaica on E and F for a combined
total of 770.
60-Foot SMEE Fleet
There have been no changes in the status of NYCT’s
60-foot Subdivision “B” SMEE fleet between March 15
and April 17. 204 Phase I R-32s remain at 207th Street
assigned to C; 26 Phase I R-32s are at Jamaica and
used on V; and 10 Phase I R-32s are at Coney Island
and used on B for a combined total of 240. There are
also six retired (ex-Jamaica) Phase I R-32s that remain
at 207th Street after departure of the final disposition
barge. At East New York there are still 50 MorrisonKnudsen-overhauled R-42s assigned to J/Z, and not
necessarily just on weekdays. 14 more ex-Jamaica
Morrison-Knudsen-overhauled R-42s are in storage at
207th Street, potentially awaiting a recall to duty as well
for a total of 64 overall. A handful of other cars from retired classes (6 R-40s, 1 R-40M, and 1 MorrisonKnudsen-overhauled R-42) were by-passed in the reefing program and also remain on NYCT property, but are
unlikely to be reactivated. On April 6, there was one
train of Phase I R-32s running on R, the first such occurrence since last December 15.
The 75-Footers of MTA New York City Transit (R-44,
R-46, R-68, R-68A)
Withdrawal of the R-44s began in earnest on March
16 with the removal of no less than 16 cars (that is four
4-car sets) from the active fleet in one single day. At the
same time open-enders 6206/7 and the 26 6200-series
“A-A” (or “JFK”) R-46s that had been idle since March 1
were reactivated on A. In the month since that time
(through April 17) a pattern has become well-

Hello, Everybody!
Subdivision “A” Happenings
9339 became the first of the 38 former World’s Fair R33 single units, all now converted to work motors, to be
retired from its second career during February, when it
reportedly suffered a serious grid fire. The car was last
observed being a Signal Dolly based at 207th Street,
and it was included with the 25 bodies that departed on
the final barge of April 15, 2010. Also on board the
same barge was former R-22 revenue car 0R722 (ex7490), which had been rehabilitated by Coney Island
Shops as a transition car back in 2006 but was seeing
little to no use. In March and April, R-142s from 2 and
5 line were making fairly regular appearances at the
new South Ferry Terminal as part of a General Order.
During the overnight hours and sometimes on weekends, 2 trains from 241st St.-Wakefield were diverted to
South Ferry, where passengers were either given block
tickets for transfer to 4 trains at Bowling Green, or
could change for N trains to Pacific Street, where they
could re-connect to Subdivision “A” via Atlantic Avenue.
The construction side of this G.O. involved a major track
replacement project through the station at Borough Hall.
R-160 Progress (Jamaica’s Deliveries Almost Final;
The First Option II R-160A-1s Arrive)
In the second half of March, Option II R-160A-2s
9793-7 were delivered, while Option II R-160A-2s 975362 and 9773-77 entered service on E and F. Additional Option II R-160A-2s placed in service through
April 17 on the Jamaica routes included 9763-72 and
9778-92. By March 31, Option II R-160Bs 9913-22 had
been delivered, with cars 9903-12 entering E and F
service as of March 23. Through April 17, Option II R160Bs 9923-32 had also arrived, which left just ten
more cars to come in before Kawasaki’s portion of the
R-160 contract would be complete. In fact, 9933-42
were sighted at the Yonkers assembly plant all but
ready for delivery on April 8. Starting on April 3, at least
three trains of Jamaica R-160s were assigned at all
times to R, and often one or two more than that. As a
direct result the use of R-160s on F was reduced
slightly (though still in a big majority) and they no longer
cover complete schedules at night and on weekends.
As of April 6, the final five-car set of Option II R-160A2s, numbered 9798-9802, had arrived on NYCT property. Two days later these were followed by the first
four-car set of the 32 R-160A-1s to be delivered under
Option II, made up of cars 9943-46 in consecutive order. These were marshaled at 207th Street and forwarded by diesel to Pitkin Shop where set-up commenced. Once joined by the second such unit to form a
functional, initial test train of eight cars (and 9947-50

(Continued on page 19)
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Commuter and Transit Notes

No. 259
by Randy Glucksman

branch line service ($13 million)
Continue priority infrastructure work in the Park
Ave. Tunnel and trainshed leading to Grand Central Terminal ($38 million)
● Upgrade Fordham Road Station with wider platforms, new canopies, passenger information system ($13 million)
● Replace Harlem River Lift Bridge motor control
components ($14 million)
● Port Jervis Line signal improvements ($68 million)
● Power improvements and component replacement
– Hudson/Harlem Lines ($44 million)
● Smart Card pilot ($9 million)
● Create new strategic intermodal facilities ($45 million)
● Positive Train control ($187 million)
MTA METRO-NORTH RAILROAD (EAST)
April 29 was a day that every Metro-North train, east
and west of Hudson, was on-time! This information was
posted on the message board at Grand Central Terminal the following day, along with a “thank you” to both
passengers and employees.
According to the latest information from Metro-North,
NYCT Diesel 064 is no longer on its locomotive roster.
Also gone are GP-8 543, GP-9 750, and all FL-9s. New
to the MU roster are the M-8s. Although the order is for
300 cars, so far numbers have been assigned for the
first 200 – 9100-9299. There is also an as-yetunexercised option for 80 cars.
On May 5, retired FL-9 2008 and FP-10s 410 and 411
were hauled away to Selkirk, New York and then on to a
scrapper. However, still on the property are FL-9 2012
(in New York Central colors) and FP-10 413, built in December, 1946.
For the first six games of the 2010 baseball season,
about 19,000 passengers were carried on “Train to the
Game” trains.
Metro-North suspended its usual rules for bicycles, a
permit and limits on the number of bicycles per train, for
the TD Bank Five Boro Bike Tour, which took place on
Sunday, May 2. The usual special brochure was issued.
In last month’s Bulletin, I wrote that 245 Park Avenue
was located between Park and Madison Avenues,
rather than Park and Lexington Avenues. Member and
now Hawaii resident Charlie Treuhold, who informed me
of this, also wrote, “before there was a GC North, there
were ‘emergency’ stairways by which commuters exited
from near the north end of two (?) low-numbered upperand lower-level platforms (higher numbers than 11 & 13)
to reach exits in buildings on the east side of Park Avenue at 47th and 48th Streets.”

METROPOLITAN TRANSPORTATION AUTHORITY
Having had the original 2010-4 Capital Program rejected by the Capital Program Review Board (CPRB), a
revised plan, with $1.8 billion less spending, was released on April 23. This can be viewed on MTA’s website. There is some bad news – there is only funding for
the first two years, but under the law, a five-year plan
must be submitted. This plan was approved by the MTA
Board at its April 28 meeting and then sent to CPRB for
its stamp of approval.
The so-called “mega projects,” East Side Access and
the Second Avenue Subway, will continue to be funded.
Under the category of Shops, Yards, and Depots, there
is an emphasis on investing in facilities that can serve
the needs of more than one agency. As an example, at
Croton-Harmon, $123 million will be saved by eliminating a function that can be provided by LIRR at its Hillside facility. It is envisioned that Croton-Harmon will be
able to service both MNR and LIRR electric equipment.
$76 million was saved for the Hillside facility as this
work can be performed at Croton-Harmon. This will
make for some interesting photo opportunities when
LIRR equipment is moved on MNR trackage and vice
versa. There are also new strategies with regard to repairing subway stations and in purchasing new rolling
stock by removing “age” as the determining factor for
when equipment should be replaced, saving $800 million. There are comparable savings for NYCT (subways
and buses) and Bridges and Tunnels. Below are just ten
of the projects from each railroad.
LONG ISLAND RAIL ROAD:
● Purchase 84 MUs ($356 million)
● Evaluate and purchase DMUs to support “Scoot”
service on diesel (Greenport, Montauk, Oyster
Bay) branches ($81 million)
● New mid-Suffolk yard for electric train storage
($79 million)
● Reconfigure Port Washington Yard to expand capacity ($12 million)
● Construct “pocket tracks” at Great Neck and Massapequa ($46 million)
● Montauk Yard facility improvements ($8 million)
● Design a second track between Farmingdale and
Ronkonkoma ($30 million)
● Atlantic Ave. Viaduct repairs ($40 million)
● Babylon Branch track replacement ($37 million)
● Positive Train Control ($314 million)
METRO-NORTH:
● Purchase of up to 380 M-8s and modernization of
New Haven Line fleet ($246 million)
● Replace five locomotives used for non-revenue
yard operations, recovery of disabled trains and

●

(Continued on page 9)
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New London. Eastbound, Trains #1641, 1687, and 1697
depart New London at 6:55 AM, 6 PM, and 8:35 PM.
Westbound, there are Trains #1600, 1636, and 1674,
which depart from New Haven at 5:30 AM, 4:27 PM,
and 8:50 PM. There are now five Shore Line East and
three Amtrak trains in each direction between New London and New Haven, the highest level of Shore Line
East service ever. Weekend service remains unchanged. Thanks to member David A. Cohen for sending copies.
MTA LONG ISLAND RAIL ROAD
New timetables were issued for all branches and
Mets-Willets Point effective May 17 through September
12, which include many of the service reductions that
were approved by the MTA Board on March 24. Details
were provided in the May Bulletin. There were also the
following construction-related activities, which have
some train departure time changes:
PORT W ASHINGTON: Tie replacement — one of the two
tracks is out of service between Bayside and Great
Neck requiring single-tracking, mid-days
PORT JEFFERSON: Tie replacement — single-tracking
between Hicksville and Cold Spring Harbor, midday
BABYLON: Tie replacement — one of the two tracks
between Valley Stream and Wantagh is out of service.
One Babylon local train operates in each direction each
hour. The second local train originates and terminates in
Freeport every other hour. Express service to and from
Babylon has been increased to hourly with added stops
at Merrick, Bellmore, Wantagh, and Massapequa. Train
departure times were adjusted between 2 and 22 minutes. The work on this stretch of track will continue until
September 10. Additional work, and its associated affect
on midday service, will be performed on another stretch
of track on the Babylon Branch beginning with schedules that take effect September 13
ATLANTIC BRANCH: Half-tie replacement on weekday
overnights requiring single-tracking between East New
York and Jamaica
Due to rail testing and track work between Medford
and Greenport, a special timetable was issued for May
10-14 and 17-21.
At the end of 2009, in addition to 45 diesels and dualmode engines, the LIRR fleet consisted of:

Commuter and Transit Notes
(Continued from page 8)

MTA METRO-NORTH RAILROAD (W EST)
In connection with NJ Transit’s May 23 timetable
change, a combined Pascack Valley/Port Jervis timetable was issued, which will remain in effect though June
19. There was one significant change – Train #56 (7:42
AM Port Jervis/Hoboken) departs four minutes later at
7:46 AM, arriving at Hoboken four minutes later. Fare
information was also updated. Details of the next timetable change will be published next month.
A notice was issued by NJ Transit that although discounted tickets were eliminated an arrangement was
made with Metro-North in that the off-peak round trip
tickets remain available for travel between Metro-North
stations and Secaucus Junction, New York Penn, and
Hoboken. They are not sold on-board trains, and must
be purchased at ticket windows and/or TVMs.
The usual Getaway service will operate on May 28,
July 2 and September 3.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
Effective April 19, Shore Line East began offering a
reduced fare for senior (65 and older) and disabled
commuters on all but weekday morning peak trains,
which mirrors Metro-North’s policy. The reduced fare is
50% off one-way fares and is available on-board SLE
trains.
The New York Times (April 21) reported that CDOT is
rethinking the idea of bar cars due to the recession and
the higher costs for the custom design. New Haven Line
rider and train designer Cesar Vergara prepared concept drawings for the interiors of the M-8s with and without a bar car. A CDOT spokesman said “A decision was
made early on that more seats on the trains was our top
priority and that bar cars – as popular as ever – could
wait. It was that simple.” Then on Sunday evening, April
25, Channel 4 aired a report from Jim Cameron, Chair
of the Connecticut Commuter Rail Council, who assured riders that there were no plans to eliminate bar
cars. The eight current cars are expected to remain in
service along with a select group of refurbished M-2s
until further notice.
The State of Connecticut earned high marks from
Transportation Secretary Ray LaHood during his April
26 visit concerning its plans to introduce high-speed
commuter rail service on the 64-mile line between
Springfield, Hartford, and New Haven. So far, the state
has received $40 million from the federal government to
construct a second track and will apply for additional
funding. Eight to eleven stops are under consideration.
Service could begin between 2014 and 2016.
9100-1, the final two pilot M-8s that are required for
road testing, arrived on May 5. They join the already
delivered 9102-7.
Shore Line East issued a new timetable effective May
10, which has increased weekday service to and from

CLASS

TYPE

NUMBER

M-3
M-7

EMU
EMU

160
826

ORIGINAL
FLEET
174
836

C-3

Bi-level

134

134

Rail service will operate for the Belmont Stakes on
June 4 and June 5 – the day of the race.
NJ TRANSIT
As was reported in the May Bulletin, at its April 14
meeting, NJ Transit’s Board voted to raise rail and interstate bus fares by 25% and bus and light rail fares by
(Continued on page 10)
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10% on May 1. New timetables went into effect effective
May 23 on all lines, with the exception of the Pascack
Valley, which will change on June 20. Gone from the
timetables (except for the Main/Bergen) are the shaded
areas that formerly denoted peak hour trains. This no
longer matters since off-peak fares no longer exist except for the MTA-controlled stations on the Port Jervis
and Pascack Valley Lines. There were some time adjustments to trains on all lines. Below are changes that
were made in response to rider’s feedback and modify
what appeared in the April Bulletin.
MAIN/BERGEN COUNTY LINE:
● Train #1122 (5:46 PM Suffern/Hoboken) now
makes all Main Line stops
● Train #1277 (8:15 PM Hoboken/Waldwick) departs
25 minutes later at 8:40 PM to reduce the waiting
time for Train #1279 (9:15 PM Hoboken/Waldwick)
● Train #1280 (9:29 PM Waldwick/Hoboken) departs
29 minutes later at 9:58 PM
● Train #1281 (10:26 PM Waldwick/Hoboken) is
eliminated
MORRIS & ESSEX LINES:
● Train #429 (5:03 PM Hoboken/Gladstone) has
added East Orange and Brick Church; and Train
#807 (5:12 PM Hoboken/Lake Hopatcong) has
added Orange, Highland Avenue, and Mountain
stations for discontinued Train #465 (5:06 PM Hoboken/Murray Hill)
● Stops at Maplewood, Millburn, and Short Hills for
discontinued Train # 813 (6:40 PM Hoboken/Lake
Hopatcong) are being made by Train #439 (6:30
PM Hoboken/Gladstone).
● Train #1070, which replaced Train #1000 and
Train #870, departs from Hackettstown at 5:15 AM
NORTHEAST CORRIDOR LINE:
● Train #3868 riders are being accommodated on
either Train #3866 departing Trenton at 5:03 PM
or Train #3970 departing Trenton at 5:49 PM,
making all stops of Train #3868
● Train #3881 (previously the 7:42 PM NY/Penn/
Trenton, now departing at 7:42 PM) has added
stops to accommodate Train #3517's riders
● Train #3918 departs Trenton 19 minutes earlier at
6:13 AM to reduce waiting time for Train #3916
riders
● Late-night service was adjusted to reduce gap
created by the elimination of Train #3801 (12:43
AM New York Penn/Trenton)
NORTH JERSEY COAST LINE:
● Train #3224 (7:10 AM Long Branch/New York
Penn) is making the Woodbridge stop for discontinued Train #2306 (6:41 AM Bay Head/Hoboken)
● Train #3283 (8:04 PM New York Penn/Long
Branch) has added Rahway to accommodate rid10

ers from discontinued Train #3517 (7:42 PM New
York Penn/South Amboy)
● Train #2307 (4:46 PM Hoboken/Bay Head) departs 9 minutes later at 4:55 PM to reduce the
waiting time for discontinued Train # 2309 (5:10
PM Hoboken/Bay Head). The following train,
#2311, departs Hoboken at 5:46 PM
RARITAN VALLEY LINE:
● Trains #5718 (6:44 AM High Bridge/Newark),
#5420 (7:39 AM Raritan/Newark), and #5422
(7:32 AM Raritan/Newark) added stops to accommodate riders from discontinued Train #5724
(7:19 AM High Bridge/Newark)
● Train #5733 (4:45 PM Newark/High Bridge) now
makes all stops to accommodate riders from discontinued Train #5903 (4:55 PM Newark/
Plainfield)
Getaway service is scheduled for May 28, July 2, and
September 3 on the Morris & Essex, Northeast Corridor,
North Jersey Coast, and Raritan Valley Lines. Extra service is also scheduled on July 5 when weekend/major
holiday schedules are in effect, for the MontclairBoonton, Morris & Essex, Northeast Corridor, North Jersey Coast and Raritan Valley Lines.
In the week preceding the timetable change with its
midday service reductions, member Larry Kiss took a
ride on the Montclair-Boonton Line to see what the ridership was on Train #1028 (1:44 PM Mt. Olive/Montclair
State University). This was done by riding Train #851,
the 10:06 AM from Hoboken (which operates via the
Morris & Essex) to Netcong, where he waited for Train
#1028. His observations were that eight passengers
boarded: one got off at Boonton, two got on at Mountain
View, and three boarded at the new Wayne/Route 23
station. The remaining two, including Larry, were on
prior to Denville. At MSU he changed to Train #6242 for
the ride into New York Penn, where he transferred to
the LIRR for his trip home.
NJ Transit Executive Director Jim Weinstein believes
that the new fare increases will cause a temporary 5%
drop in ridership. NJ.com reported that New Jersey Sierra Club director Jeff Tittel said, “the ridership decrease will put more cars on the road and, consequently, more pollution.” He also predicted New Jersey
would lose federal transportation dollars for being out of
compliance with the Clean Air Act: “The more you cut
services and raise fares, the less people take transit –
so the more you have cut, creating a downward spiral.
Each train takes about 500 cars off the roads. These
cuts will lead to traffic sprawl and pollution.”
At the April meeting, the Board also awarded a $2.5
million contract for renovations at the Lindenwold station (Atlantic City Line). A new 1,000-square-foot heated
and air-conditioned waiting room will be built to connect
with the PATCO station. The existing shelter will be replaced. New lighting will be installed in the passage(Continued on page 11)
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ways between the two stations and on the ACL platform.
In February, 2009, ground was broken on a $24 million renovation of the Ridgewood station on the Main
Line. The three low-level platforms are being replaced
by a 640-foot side platform serving Track 2 (towards
Hoboken), and a 710-foot island platform serving Tracks
4 and 1. When my son Marc and I visited during the
fourth week of April, we found the side platform in service for eastbound trains with footings installed for the
island platform and tracks and concrete ties laid in
place, but not installed, for the to-be-relocated Track 1.
Westbound trains were using the original low-level platform. As of early 2009, an average of 1,573 passengers
used the station each weekday. When completed next
spring, the station will be ADA accessible with canopies
350 feet long over each of the platforms. One of the
supervisors I spoke with on site told me that the work
was on schedule.
The first day of Meadowlands service for 2010 took
place on Friday, May 7. Because more than 70,000
were expected to attend the soccer match between
Mexico and Ecuador, train service began at 5:50 PM.
This year Meadowlands rail service will operate on the
following dates.
DATE
Wednesday, May 26, 2010
Thursday, May 27, 2010
Saturday, May 29, 2010
Sunday, June 6, 2010
Thursday, June 10, 2010
Friday, July 9, 2010
Monday, July 19, 2010
Monday, August 16, 2010
Saturday, August 21, 2010
Friday, August 27, 2010
Thursday, September 2,
2010
Sunday, September 12, 2010
Monday, September 13,
2010
Sunday, September 19, 2010
Sunday, September 26, 2010
Sunday, October 3, 2010
Monday, October 11, 2010
Saturday, October 16, 2010
Sunday, October 17, 2010
Saturday, October 23, 2010
Sunday, October 31, 2010
Sunday, November 14, 2010
Sunday, November 21, 2010
Thursday, November 25,
2010
Sunday, November 28, 2010

TIME
7:00 PM
7:00 PM
7:00 PM
7:00PM
4:30PM*
7:00 PM
7:00 PM
8:00 PM
7:00 PM
7:00 PM
7:00 PM
1:00 PM
7:00 PM

EVENT
Bon Jovi
Bon Jovi
Bon Jovi
Hot 97
Eagles
Bon Jovi
U2
Jets vs. Giants
Giants vs. Pittsburgh
Jets vs. Washington
Giants vs. New England
Giants vs. Carolina
Jets vs. Baltimore

4:15 PM
1:00 PM
8:20 PM
8:20 PM
1:00 PM
1:00 PM
1:00 PM
1:00 PM
4:15 PM
8:20 PM
8:20 PM

Jets vs. New England
Giants vs. Tennessee
Giants vs. Chicago
Jets vs. Minnesota
Rutgers vs. Army
Giants vs. Lions
Navy vs. Notre Dame
Jets vs. Green Bay
Giants vs. Cowboys
Jets vs. Houston
Jets vs. Cincinnati

1:00 PM

Giants vs. Jacksonville
Giants vs. Washington
Jets vs. Miami
Giants vs. Eagles
Jets vs. Buffalo

Sunday, December 5, 2010

1:00 PM

Sunday, December 12, 2010
Sunday, December 19, 2010
Sunday, January 2, 2011

1:00 PM
1:00 PM
1:00 PM

NJ Transit announced an expansion of its DepartureVision™ on May 12 to all 165 of its stations. This system, which was launched on August 12, 2009
(September 2009 Bulletin), enables riders to view train
departure screens including departure time, train status,
and track assignment, on a desktop computer or webenabled device. Following the public beta test, all stations except for New York Penn and Hoboken were
added. To view train status, click on the DepartureVision
link on any station information page. I checked this out
and found that the Metro-North stations on the Port
Jervis and Pascack Valley Lines were also included.
Rail service to Monmouth Park began on May 22 and
continues on Fridays to Sundays plus Monday holidays
for fifty days through Labor Day. Then the Monmouth
Fall Meet continues on weekends through November
21.
West of the Secaucus Junction station, a new housing
complex has been under construction. During a recent
ride on the Northeast Corridor Line, I found a seat drop
from this project, which is called “XCHANGE at Secaucus
Junction.” The promoters have included a coupon that
gives anyone who signs a one-year lease a free onemonth NJ Transit pass from Secaucus Junction to New
York Penn Station. Under the new fare structure, this
pass costs $116.
A flyer was produced in English and Spanish, which is
entitled “DON’T MISS YOUR LAST TRAIN” for Secaucus Junction. The times are shown for the last departure to all western terminals and New York Penn Station.
New Jersey’s two United States Senators, Robert Menendez and Frank Lautenberg, announced in April that
the Federal Transit Administration had approved $200
million in funding for the ARC Tunnel project. These
funds will be used for work on the west side of the Hudson.
Member Barry Zuckerman works near the Great Notch
station, which was closed in January, and sent this report. “Almost nothing has changed since the day it
closed. A chain link fence was installed blocking the
walkway to the platform and all the signs were removed.”
My last report on Comet IIIs appeared in the February
Bulletin, where I found some operating on the Bay
Head Shuttle while others were stored in Bay Head
Yard. It turns out that they were retired officially on February 17. According to Railpace, the last train, which
consisted of four Comet IIIs and a Comet V cab, operated on the Main/Bergen Lines until early February.
The history of the Comet IIIs is as follows. The original
contract specified that 75 would be ordered; however, in
July, 1990, the order was reduced to 50 due to decreasing ridership and financial difficulties. The first cars arrived in October, 1990 and entered service the following
month. They were the first Comets to have a center
(Continued on page 12)
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door and an enclosed Engineer’s cab, meaning no end
door for that end of the cab car. Metro-North then ordered a pair (originally 5179-80) for West-of-Hudson
service to replace the RDCs on the Port Jervis Line;
however, those cars were instead used in the Newark
Division because their center doors would have been of
limited use in the Hoboken Division. NJ Transit had assigned other cars to replace them. They were subsequently renumbered 5009-10 (II) and in March, 2009,
were transferred to Croton-Harmon, where they are
awaiting conversion to Metro-North inspection cars.
Metro-North East-of-Hudson’s Contract 38 cars (6300s
and 6400s) follow this design. On June 13, 2007, NJ
Transit’s Board voted to exercise an option to purchase
45 multi-level cars (at approximately $1.5 million per
car) to replace the Arrow IIIs, rather than overhaul them
at a cost of $1 million per car (July, 2007 Bulletin).
The New Jersey Association of Railroad Passengers
reported being informed by NJ Transit that the one-mile
HBLR extension from 22nd Street to 8th Street would take
place early next year or possibly this December. The
contract was awarded on April 17, 2008, and the
groundbreaking took place on October 15, 2008.
At its May 12 meeting, the Directors amended a previously awarded consultant contract to study a ¼-mile
extension to a new station to the west of the HudsonBergen West Side Avenue station. The reason for this
project is that there are plans for a new residential,
commercial, and retail development. Up to 8,000 housing units could be built, and New Jersey City University
plans to expand its facilities. Completion of this Phase II
will meet the requirements of the Federal Transit Administration’s Alternatives Analysis. Below are three
light rail alignments with alternatives under consideration, as is a BRT alternative.
1 – HBLR – Bayfront
2 – HBLR – Society Hill
3 – HBLR – Lincoln Park
The RiverLine got a new timetable effective May 22,
with reduced service. Below are the changes:
● The 6:14 PM from the Waterfront Entertainment
Center (WEC) and the 7:28 PM from Trenton,
both previously two-car trains, are now single-car
trains
● The 7:13 PM and 7:43 PM departures from Trenton have been eliminated
● Regular late-night service between the WES Center and Pennsauken/Route 73 station has been
discontinued except during concert events along
the Waterfront
● Northbound and southbound service departures
are a minute earlier
The title of the email read “DON'T THROW OUT
THOSE OFF-PEAK TICKETS”, and when I began to
12

read it, I learned that an NJ-ARP member, who had purchased what was described as a “fair amount” of ORT
tickets before the May 1 fare increase, contacted NJT.
He threatened to take them to small claims court because all ORT tickets purchased prior to May 1, 2010
were sold under the same policy as regular one-way
tickets. That policy was "Non-Refundable" and "GOOD
UNTIL USED".
NJ Transit responded to his email that although the
ORT is no longer being sold, in the interest of good customer relations, NJ TRANSIT will continue to honor all
ORTs in circulation after the May 23 cutoff. “These tickets will be good for travel between the station pairing
listed on the ticket at no extra charge. However, if you
wish to travel further than the origin/destination on the
ticket allows, the appropriate Extension of Journey or
Change in Terminal fee will be applied. We apologize
for the confusion and appreciate your patience.”
PORT AUTHORITY TRANS-HUDSON CORPORATION
One of our members, who saw a train of PA-5s, asked
me what the flashing blue lights signify. Not having the
answer, I emailed another member, who responded that
it means that the ATO is cut out.
At the end of April, the Port Authority reported that
more than one-third of its PATH service was being operated PA-5s. Kawasaki Rail Car has delivered 119, of
which 102 are in service, with 17 others in the acceptance test phase. Another 91 cars are anticipated for
delivery by year's end, with the remainder of the 340
scheduled to arrive next year.
PA also reported that more than half of its riders use
SmartLink for fare payment. MetroCards make up about
40% of payment methods while PATH QuickCards
make up most of the remainder of fare options.
One of my co-workers who was on a road trip through
Ohio this past April spotted about 20 PA-1/PA-3 cars in
a yard in Ashtabula, Ohio.
AMTRAK
On April 20, member Todd Glickman, aboard Acela
#2190, emailed: “Just passed the new T.F. Green Airport station — the high-level platform has been built.
One of the canopies is in the process of being erected.
Good progress!”
On April 29, Amtrak operated a train between Miami
and Jacksonville via the Henry Flagler-built Florida East
Coast Railway trackage. Aboard the train were a host of
state and local officials who advocate a return of passenger service to the FEC tracks between West Palm
Beach and Jacksonville, which have been without service since July 31, 1968. The return trip took place two
days later. Thanks to member Joe Gagne for this report
from The South Florida Sun-Sentinel.
Whenever I pass by the Amtrak information booth in
New York Penn, I peruse the timetable rack to see if
anything new has been issued. During the third week of
May, I saw for the first time, a Downeaster timetable
(Continued on page 13)
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dated April 19. The four panel (green) timetable in addition to the train schedules contains information about
how to buy tickets, connections with other transportation
providers and station information.
The Spring/Summer edition of the System Timetable
(Form T-1) has been issued for the period May 10Ocotber, 2010. The press release reported that schedules have been improved, and there are more trains,
although not in the metropolitan area. With the end of
major tie replacement work, all Northeast Corridor trains
have returned to the timetable.
MISCELLANEOUS
The centerfold of the April edition of the AARP Bulletin featured an article entitled “Streetcar Revival,” which
touted the benefits of the (Portland City) streetcar to
one particular couple and how it has had a positive affect on their lives. Also mentioned are other similar operations and the year each opened: Tampa (2002), Tacoma (2003), Little Rock (2004), and Seattle (2007).
According to the article, at least 40 cities have plans in
the works. Being optimistic, the article cites Washington, D.C. as the next city to open such a line, in 2012.
That could come to pass once the electric wire obstacles are overcome as was reported in the May Bulletin.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
Some months ago I asked Todd Glickman if he could
find out when the last run of the #4 Blue Line cars happened. At that time he was unable to get an answer.
Now, courtesy of Jonathan Belcher's "2009 MBTA Vehicle Inventory," which was published in the JanuaryFebruary issue of the Boston Street Railway Association’s Rollsign, we have the answer: "By September,
2009, the use of the 20 remaining active #4 cars had
declined to a semi-official stand-by status, with only occasional rush-hour appearances taking place through
the first week of October, 2009. There were no #4 cars
operated in revenue service through most of October,
but one set consisting of 0606/7-0612/3, was pressed
into service on November 2, 2009 after two trains of #5
cars had become disabled during the morning rushhour. Unfortunately, this #4 car train also became disabled at Wonderland, further compounding the delays
on the line that morning. After this incident, it became
policy that #4 cars could only be used in service with
permission from upper management, and could no
longer be routinely used at the discretion of operating
staff. It seems very unlikely that the cars will operate in
revenue service again, however it is not yet final that
November 2, 2009 will stand as the last day of revenue
service, as the remaining cars are being held in operating condition."
On April 19, for the Boston Marathon, the following
service adjustments were made: Commuter, Blue, Or13

ange, Red, and Green Lines, and commuter boat and
Inner Harbor Ferry services operated on a regular
weekday schedule with extra service before and after
the marathon, while buses and trackless trolleys operated on a Saturday schedule. The Copley station was
closed all day.
Starting in August, the $91.5 million project to replace
147,000 defective concrete ties on the Old Colony Lines
will begin (February Bulletin). They were installed
along 57 miles of track. The “T” was in negotiations with
the manufacturer, Rocla Concrete Tie Incorporated, in
an effort to get the company to cover the cost of the
replacements and labor. Apparently the answer was no,
because on May 4, a lawsuit was filed in Suffolk Superior Court against Rocla, seeking the entire cost of the
project plus damages because the firm marketed those
ties with a 50-year life span and a 15-year warranty.
Several thousand of the ties began failing just a decade
after the Old Colony lines resumed service in 1997. The
“T” is suing the company for negligent misrepresentation, unfair or deceptive trade practices, and breach of
warranty. In its defense, Rocla admitted that that its
concrete ties should never have been marketed as having a 50-year life span.
The Boston Globe reported that recent history suggests that will not be easy. Amtrak and New York’s MTA
(in 2006), also sued Rocla over faulty ties manufactured in the mid-1990s and eventually settled,
with Rocla agreeing to provide improved replacements
for 260,000 ties and pay $1 million a year for 10 years
to defray labor costs. The Mayor of Braintree, one of the
communities that will be affected by reductions of service and anticipated delays to service, has asked the
“T” to reduce fares. Buses will replace trains during middays and on weekends. MBTA’s answer was “no.”
A ground-breaking ceremony was held on May 5, for
the $17.4 million Haverhill Commuter Rail Project
funded by the American Reinvestment and Recovery
Act (ARRA). The second track will be laid between the
Ballardvale and Lawrence stations and finished by 2011
and riders should see fewer delayed trains. The stretch
from Ballardvale to Wilmington will remain single-track,
although plans are in the works to double-track that
section as well. In addition to the MBTA trains, the
tracks are also used by Amtrak’s Downeaster as well as
freight trains. According to The Lawrence Eagle Tribune, the line was double-tracked into the 1970s but the
second track was removed because there was less demand for train service. The project complements a $50
million ARRA-funded double-tracking and rail improvement project on the Fitchburg commuter rail line.
Thanks to Todd Glickman for these reports.
LINDENWOLD, NEW JERSEY
At about 8:45 AM on April 30, commuters were delayed by a power outage that resulted in an hour-and-ahalf suspension of train service. One train was stuck on
(Continued on page 14)
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the Ben Franklin Bridge. An investigation determined
that the source of the outage was a series of electrical
problems. Arrangements were made with NJ Transit to
provide transportation to displaced PATCO riders. There
is an ongoing two-year power cable and pole line replacement project that replaces the existing wood poles
with new fiberglass poles. Power was restored at 9:45
AM, and all trains were moving at 10:07 AM. Thanks to
members Lee Winson and Dave Safford for this report.
DRPA and PATCO have created a new name for their
proposed rail extension. The 18-mile line will be known
as the Glassboro-Camden Line (GCL) and will connect
those two cities. Three “Scoping” meetings were held in
early May, the first step in the process to develop an
Environmental Impact Statement (EIS). Fourteen stations have been proposed, with service provided by
DMUs, similar to those operating on the nearby RiverLine. Trains would operate on 7½-minute headways
during peak hours, and every 15 minutes at other times.
Travel times from Glassboro to Center City would range
from 45-55 minutes, including a transfer to PATCO. The
following timeline is proposed.
Spring, 2010
Fall, 2011
Spring, 2012
2012-2015
2014-2017
2016

Public Scoping Period
Publication of Draft EIS
Final EIS/FTA Approval
Design and Permitting
Construction
Start of Operations

Dave Safford found this somewhat contradictory story
in The Philadelphia Inquirer (May 12). The New Jersey Transportation Commissioner announced on May
11 that Governor Christie supports the proposed Camden-Glassboro light rail line, but will not provide any
funding for it. A promise of $500 million in state funding
made by the previous governor will not be honored,
that's clear. Dave wrote, “the support part is a bit fuzzy.”
PHILADELPHIA, PENNSYLVANIA
Here is an update to the Silverliner roster which appeared in the May Bulletin, courtesy of Cinders. Retired, but unaccounted for, are Silverliner IIs 214, 257,
264, and 9017 and Silverliner III 224. Cinders staff is
also seeking the disposition of Silverliner I 244, which
was originally delivered as Pennsylvania Railroad 155,
then renumbered in 1968 by Penn Central to 299, and
which PC retired on October 21, 1969. If any reader has
information about any of the aforementioned six cars,
please email me and I will see that it reaches the appropriate person.
Member Bob Wright had these comments: “To add to
your summary on the Silverliner IIs and IIIs, I've been
told that 206 is 'snake bit' to some extent, with a history
of incidents. One includes the rear-end accident almost
3 years ago to date, when 206 was the last car on an
R6 Norristown train that was struck by an R5 train just
14

north of Market East. I was on that car that day. 206 did
not receive any damage as a result of that crash, but a
rider did get hit in the head by the pry bar that is stored
in a box on the baggage racks on these cars. After that
incident, plastic ties were added to keep the boxes
closed and the bars from inadvertently falling out of the
boxes.”
Bob attended National Train Day at 30th Street Station
and reported that the Silverliner Vs were on display. “801-2 were parked on Track 4 with regular service
moved to Track 3 for the most part. To correct Mr. Safford's report, there are swinging doors between the
married pair similar to the doors on the M-4 MarketFrankford El cars. The traps will be interesting as they
will need to be closed between stations and manually
raised for low-platform stops. Standees will no doubt
tend to congregate around the doors, so this will make
things tough for the Conductors to get to the doors.”
The Federal Highway Administration's rejection of the
I-80 toll proposal (for the third time) will hit SEPTA fairly
hard, and a number of capital projects will be deferred. It isn't definite yet but among the projects are the
R3 extension from Elwyn to Wawa, the reconstruction of
the City Hall station on the Broad Street line, and a
handful of station upgrades on Regional Rail.
Finally, Bob corrected my statement in last month’s
Bulletin regarding PCC 2785. This car was not part of
the last delivery received by PTC, but it was part of the
last two-man group (2701-2800) to be purchased, with
provisions to operate as one-man or with Conductor.
PTC’s final order was for 110 one-man cars (20912200) that arrived in 1948.
The Pro Cycling’s annual Triple Crown of Racing took
place in Manyunk on June 6. A special race day schedule was in effect on the R6/Norristown Line for June 6,
where service was increased to provide half-hourly service from 7:30 AM to 8:30 PM. Thanks to Lee Winson
for this news.
WASHINGTON, D.C. AREA
In the March and April Bulletins we reported that Virginia Railway Express was seeking comments on a proposal to expand service. On April 27, VRE reported the
following: “Nearly 45% of the official comments received, expressed concern regarding the origin and termination of trains at L’Enfant. The consensus from
these passengers was that reducing the amount of service available to them in order to provide seats to other
passengers was unjust. The majority of passengers attending the hearings stated that they would prefer overcrowding to terminating or originating any trains from
the L’Enfant station. They felt that the delay in their
schedules and inconvenience would far outweigh the
benefits received. It is estimated that at least 400 to 600
of the current VRE riders would be disadvantaged or
inconvenienced by terminating and originating VRE at
L’Enfant. While we found that the majority of all riders
(Continued on page 15)
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completing (the) online survey supported the concept of
adding railcars, it was not surprising that the support
was predominantly passengers not traveling to Union
Station.
“After presenting riders with several options and
evaluating the collective comments made, we recommended to our Operations Board to only add a morning
express train on the Fredericksburg line beginning July
19, 2010 (there will not be an afternoon or evening express train) and to not store any trainsets at the L’Enfant
station. The Operations Board approved this recommendation. The express train will depart Fredericksburg
at 5:05 AM and make stops at Fredericksburg, Leeland
Road, Brooke, Woodbridge, Alexandria, Crystal City,
L’Enfant, and Union Station. The final schedule with
departure times at other stations is being evaluated.
Once we have that schedule, we will be sure to share
it.”
Richard A. Sarles, the immediate past Executive Director of NJ Transit, was appointed as the interim General Manager of WMATA. His one-year appointment
began on March 29.
Washingtonians got their first close-up look at the
streetcars that hopefully will be running in the District.
From Wednesday, May 5 through Saturday, May 8 (also
National Train Day), one car was displayed at City Center D.C., the site of the old Convention Center. The District owns three streetcars, which are currently stored at
Metro’s rail yard in Greenbelt, Maryland. For the event,
DDOT transported one of the vehicles downtown, where
it was placed on temporary tracks in Lot B of City Center D.C. The lot was accessible from the intersection of
9th and H Streets, N.W., which is just north of the Gallery
Place Metro station on the Green and Yellow Lines.
Thanks to Todd Glickman for sending this news.
NASHVILLE, TENNESSEE
The Cumberland River overflowed its banks during the
first week of May, causing numerous deaths due to
flooding. Property damage was unknown but expected
to be in the millions. And while limited bus (fare-free)
service resumed on May 7, Nashville’s commuter train –
the Music City Star – was suspended until May 10 when
the floodwaters receded and track inspections were
completed.
CHICAGO, ILLINOIS
The Chicago Transit Authority announced that after
four weeks of testing, which began on the Red Line on
April 19, the first train of 5000-series cars would begin
operating on the Green Line starting May 17. In May,
2006, Bombardier was awarded a contract to build 406
cars, which will are similar to the Morrison-Knudsen
3200-series from 1991-4. The 5000s will replace CTA’s
oldest rail cars, such as the 2200-series Budd cars
(1969-70), as well as the 2400-series Boeing-Vertol
15

cars (1976-8). Thanks to Bob Hansen for this report.
MILWAUKEE, WISCONSIN
The Milwaukee Sentinel reported that the Milwaukee
Connector study committee voted on May 6 to begin
preliminary engineering (PE) for a streetcar system that
would initially be 2 miles but later extended to 3.6 miles.
Although all of the funding for the $96 million project
has not been identified, the article indicated that vehicles similar to those already operating on the Portland
City Streetcar and Seattle’s South Lake Union Line
would be used. Once the PE phase has been completed, the City Council will have its say and if it approves (expected 2011), work will begin with an opening
date in 2013. At one time, Milwaukee had an extensive
trolley and interurban system. Speedrail electric car service to Waukesha ended on June 30, 1951 and the last
trolley operated on the 10/Wells Line on March 2, 1958.
DALLAS, TEXAS
DART announced on April 29 that the final two sections of the Green Line would open on December 6.
The initial portion from Pearl to MLK Jr., along with daily
service to the Victory station, opened September 14,
2009. Service will be extended northwest from Victory
to North Carrollton/Frankford (12 stations, 17.6 miles)
and southeast from MLK Jr. to Buckner (4 stations, 7.4
miles). Also in December, Lake Highlands, a fill-in station situated between White Rock and LBJ/Skillman
(Blue Line), will open. Work continues on the following
expansion projects:
● Blue Line extension (nearly 5 miles) to Rowlett is
scheduled to open in December, 2012
● Orange Line (14 miles) will run parallel with the
Green Line through Downtown Dallas to the Bachman station in Northwest Dallas. From Bachman,
the Orange Line heads northwest to the Las Colinas Urban Center in 2011 and Dallas/Fort Worth
International Airport in 2013.
DENTON, TEXAS
I just learned of a new rail line that is under construction in Denton. Legislation creating the Denton County
Transportation Authority (DCTA) became law in 2002
and funding was appropriated the following year. DCTA
operates fixed-route bus services in Denton and Lewisville, a demand-response system, and an express commuter bus line to Dallas. However, starting in December
it will also operate what it is calling the “A-Train,” a 21mile line with five stations that will connect to DART’s
Green Line station in North Carrollton, which is also
opening in December (please see above). Initially “Atrain” service will utilize Trinity Railway Express RDCs.
However, this is an interim solution because last May,
DCTA finalized an agreement with Stadler Bussnang AG
for the purchase of eleven GTW 2-6 DMUs. Similar
equipment is presently running on the recently opened
Capital MetroRail in Austin. The first car is scheduled to
arrive in August, 2011, with final delivery in April, 2012.
(Continued on page 16)
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Staten Island — Finally!
(Continued from page 6)

Southbound at Great Kills.

A History of the R Train
(Continued from page 3)

SECTION 5: PACIFIC STREET TO 95TH
STREET (D, M, N, R)
Beyond DeKalb Avenue, R (and M) trains diverge to
the Fourth Avenue Subway, where they take the outer
(local) tracks for the balance of their journey. The Fourth
Avenue Subway is a four-track line from Pacific Street
to 59th Street with stations at Pacific Street (express),
Union Street (local), 9th Street (local), Prospect Avenue
Commuter and Transit Notes
(Continued from page 15)

Testing will continue through August, 2012 with “fleet
transition” scheduled for September of 2012.
AUSTIN, TEXAS
On May 10, my wife learned that Jet Blue had put on
sale all remaining seats for May 11 and May 12, for just
$10. With a clearable calendar for those two days, we
searched for places to visit using the four local airports,
and decided on Austin so that I could ride Capital MetroRail, which opened on March 22 (April and May Bulletins). These flights had a relatively early departure and
the return was during the evening. Besides Capital MetroRail, this was also an opportunity to visit friends who
had recently relocated to the Austin area.
Capital MetroRail trains run inbound in the morning
and outbound during afternoons. In addition, there are
several reverse peak trips, of which only one returns to
the Downtown station, and it was the afternoon run that
worked for me. During my ride, I observed five of the six
DMUs (101-106), and cars are stored in a yard between
the Crestview and Kramer stations. The Train Operator,
who is employed by Herzog Transit Services, told me
16

Engine 777 at Clifton Shop.

(local), 25th Street (local), 36th Street (express), 45th
Street (local), 53rd Street (local), and 59th Street
(express). Beyond 59th Street the express tracks diverge onto the Sea Beach Line, while the two local
tracks continue south toward Fort Hamilton with stations
at Bay Ridge Avenue, 77th Street, 86th Street, and 95th
Street. D and M trains diverge to the West End Line
south of 36th Street (and in earlier times BMT trains
once branched off to the Culver Line), while N trains
diverge to the Sea Beach Line south of 59th Street.
(Continued next issue)

that Union Pacific operates freight service on the tracks,
which extend beyond Leander, although during my ride,
I did see several diesel locomotives that had Austin
Western Railroad markings. On the Internet, I found that
Austin Western is part of the WATCO Companies,
which operate approximately 20 railroads. Since the
opening of Capital MetroRail, freight service operates
only at night. Capital MetroRail owns the line, which is
single-tracked and has several passing sidings. Most
stations have one side platform, although at the Kramer
station, there are two side platforms. MLK Jr. is the exception with a center island platform. The line is divided
into two zones, the boundary between which is located
between Kramer and Howard, and if your trip crosses
this zone boundary, you pay for both zones. Two-hour
tickets to ride the 32 miles cost $3. Tickets are sold at
TVMs at each station. During my ride, the service ran
on time. On its website, Capital Metro reports that it is
developing plans to increase frequency and expand the
days and hours of service. Any expansion will require
additional resources for purchasing more vehicles,
building more railroad track and other infrastructure.
(Continued on page 17)
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DMU 104 at Leander

DMU 103 entering MLK Jr. station

DMU 104 at Leander.

DMU 104 at the Downtown station.

Interior of DMU 104 showing Capital Metro logo embossed on the
seats.

Downtown Station sign and map.
(Continued on page 18)
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PACIFIC NORTHWEST AND
BIA, CANADA

VANCOUVER, BRITISH COLUM-

In early May, member Pete Donner wrote that he had
just returned from a 12-day trip through the Pacific
Northwest and Vancouver, B.C. “I rode all the local rail
services (except for West Coast Express) and made the
following observations.
“The Canada Line of the SkyTrain system is nearly
65% underground. The cars are 41 meters (approx 135
feet) in length divided in half by an articulated section. One half of the car is numbered, for example, 101,
and the other half is 201, and the numbering scheme
continues as 102 with 202, 103 with 203 etc. The cars
are not ‘closed’ on the ‘B’ end; rather, they are connected by an articulation section resulting in a very long
car.
“The ride quality of the Skoda Streetcars used in Portland, Seattle, and Tacoma is similar to old style trolley
cars and they make all the right sounds!!
“Series 4 LRVs operated by Tri-Met lack operating
controls on the ‘B’ end; that area is used for additional
seating, therefore a two-car train has to be operated at
all times
“DMUs operating on the WES commuter service have
rounded ‘A’ ends and flat ‘B’ ends with operating cabs at
both ends. They can be operated individually or in 2-car
trains (currently two 1-car and one 2-car trains with no
spares). Ex-Alaska Railroad RDCs 702 and 711 (both
combines) are in the WES Wilsonville yard being prepared for service.
“The ORCA (One Regional Card for All) fare card has
been introduced to Seattle area transit users. This ‘tap
card’ enables users of 7 Seattle area transit systems
(including Sounder commuter trains and Washington
State Ferries) to carry one card accepted by all systems. After the initial tap, the card becomes a 2-hour
pass including transfers between systems (passes and
transfers sold by the individual systems are not accepted by other providers) with the exception that when
a transfer from one system to a second system having
a higher fare occurs, the difference is deducted.”
SEATTLE, WASHINGTON
Seattle’s City Council approved building the First
Street Streetcar route at its May 3 meeting. Projected to
cost $130 million, the line is to open in 2013, connecting
the International District/Chinatown light rail station to
the train station on Capitol Hill, which is scheduled to
open in 2016. A short loop will pass King Street Station
and Pioneer Square. Voters approved the line as part of
a regional $18 billion Sound Transit expansion measure
in 2008. The Seattle Council will seek funding to study a
north extension, beyond the light-rail station at Denny
Way. The Seattle Times provided this link to an unofficial route map, by a transit fan: http://oran.hoshiru.net/
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files/transit/1sthill_streetcar_map.pdf. While searching
for any news about the restoration of the Waterfront
Line, which was suspended on November 18, 2005,
that creation of the aforementioned line would eliminate
restoration of the prior service, which operated on Alaskan Way. The possibility exists that the ex-Melbourne
cars could see service on special occasions.
SAN FRANCISCO, CALIFORNIA
A new Transbay Terminal will be coming to San Francisco, and the existing 1939-built building of the same
name will be demolished, possibly as soon as this August or September. The $1.189 billion project will include a 5.4-acre park that will stand atop three levels of
shops and bus platforms, which would be in service by
2017. Another $400 million will spent to construct the
underground shell that will house a train platform and
concourse. Thanks to Lee Winson for this news.
LOS ANGELES, CALIFORNIA
On May 3, Metrolink put on display the two Rotem
commuter cars, one of which it received on March 2
(April Bulletin). These cars have a crash management
system and are part of a 117-car, $230 million order.
Thanks to member Phil Hom for this report.
TORONTO, ONTARIO, CANADA
With the first pilot train of the 39-trainset order undergoing testing at Bombardier’s Kingston plant and due to
be delivered this fall, the Toronto Transit Commission
exercised the option to purchase 31 additional trainsets.
The rest of the fleet will arrive between September,
2012 and November, 2013. The National Post reported
that this was announced on May 13. The trains, dubbed
the "Rocket," are slated to replace older cars on the
Yonge-University-Spadina Line. The T-1 trains now running on that line will move to the Bloor-Danforth Line.
Just to give you an idea how long these things take,
Bombardier was awarded the base contract on December 21, 2006.
EDMONTON, ALBERTA, CANADA
April 25 marked the date that Phase III of the South
LRT was extended by two stations: Southgate and Century Park. Ceremonies were held on April 24.
FROM THE HISTORY FILES
80 Years ago: On June 28, 1930, New York Central
Railroad trains headed for Cleveland operated via 17
miles of track that had been electrified with a 3,000
v.d.c. catenary system from Collinwood to Cleveland
Union Terminal. Twenty-two Alco-GE electric (Class “P”)
motors were purchased for this purpose and after electrification ended in 1953, all but one of these engines
were used between Grand Central Terminal and CrotonHarmon after being re-wired for 600 v.d.c.
30 Years ago: On June 15, 1980, SEPTA unveiled the
first overhauled PCC, 2100. Ultimately, 148 cars would
go through the GOH program from the 2091-2200 and
2701-2800 groups.
News items and comments concerning this column may be
emailed to NYDnewseditor@aol.com.
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established where at least one train of R-46s is forwarded from Jamaica to Pitkin for every new train of R160s accepted for E, F, and now R. This in turn has
led to a rather brisk pace to the retirement of R-44s thus
far, though they still carry at least half the service on A
and oftentimes much more. To detail recent changes in
assignments, the following R-46s were transferred from
Jamaica to Pitkin: 6030-3 and 6102-5 on March 190;
6014-7 and 6038-41 on March 22; 5798-5801 on March
25; 5974-7 and 6046-9 on April 1; 6054-7 on April 9;
5962-5 with 5998-6001 on April 13; and 5966-9 with
6034-7 on April 15. In addition the remaining R-46s that
had been held at 207th Street since as early as January
28 were all shifted to Pitkin and finally placed in service
on A — cars 5862-5 along with 5870-3 on March 20;
and the remainder (5802-5, 5826-9, and 5866-9 on April
2. All told Pitkin has some 240 R-46s to choose from as
of April 17, which is enough for just under half of its
peak scheduled service. On the Jamaica side, 512 R46s continue to provide all G service, and are in the
majority on R and V. Since the April 3 assignment of
R-160s to R they have returned to full-time duty on F
as well, though most times in very limited quantity.
R-44 Retirements and Restorations
The following were restored to service through April
17, 2010:
March, 2010: R-44 5354/5/7/6 restored to service at
Pitkin (A).
The following were taken out of service through April
17, 2010:
March, 2010: R-44 5202/3/5/4, 5238/39/41/40,
5256/7/9/8, 5324/5/7/6, 5332/3/5/4, 5418/19/21/20,
5438/39/41/40, 5450/1/3/2 withdrawn from Pitkin (A)
April, 2010: R-44 5214/5/7/6, 5246/7/5337/6,
5250/51/49/5270,
5264/5/7/6,
5304/5/7/6,
5308/09/11/10 withdrawn from Pitkin (A).
The R-44s of MTA Staten Island Railway
As overhaul of the Staten Island R-44 fleet winds
down, the last four unrehabilitated cars were transferred
to Coney Island. 444 was moved by March 17 and was
followed by 430, which became the final “A” (cabequipped) car to arrive as of March 25. “B” car 411 then
went to Brooklyn on March 30, with 419 being the 63rd
and very last R-44 to cross the Verrazano-Narrows
Bridge bound for Coney Island Shops on April 6. In return, completed “A” cars 442, 448, and 462 went back
to Staten Island in trade, along with “B” car 423. “A” cars
430, 432, and 444 remain in process at Coney Island
on April 15, as are “B” cars 411 and 419. The overall
number of completed cars as of April 15, 2010 was 58.
Miscellaneous Notes and The End of Reefing
Work to prepare R-44s 5342-5 for reefing took an unexpected turn in mid-March, when it was discovered
19

that 5344 presented a serious contamination hazard
that would be costly to mitigate were all 272 such cars
to be so completed. As a result, only this car was
stripped to a bare shell (albeit slowly and carefully),
then all four were re-connected and placed in storage.
This effectively spelled doom for any plan to reef the R44s as they are retired, and as this is written NYCT is
considering other disposition options. One possibility is
to ship the R-44s off the property intact to a salvage
contractor, similar to the practice followed by MetroNorth in the disposition of its M-1 multiple unit cars.
As previously indicated, the reefing program itself
spent most of early 2010 in a state of suspended animation (for lack of a better term), pending its applicability to the pending R-44 retirement. Following the various
(and costly) challenges these cars presented as based
on the experience with 5344, NYCT had all but determined that it should go in another direction even before
the contamination problems cropped up, but this eventuality made the decision definite. Beginning the week
of March 22, a concerted effort was made to gather the
surplus equipment that had been left over following the
departure of Barge Number 29, plus a handful of other
work cars, and for the final time after almost a full decade of such activity (dating back to dispositions in advance of R-142/R-142A deliveries in 2000), this retired
equipment was prepared for a watery grave off the Atlantic coast. By April 9 this work was complete and the
so-called “Chop Shop” inside 207th Street dismantled for
the last time, its personnel reassigned, and even its offices removed. Weeks Barge 297, with its companion
scow for the trucks, made its farewell appearance at the
215th Street Pier on April 11, and by the end of the day
on April 14, “Barge 29A” had been loaded with the 25
final car bodies to be reefed. It departed on Saturday,
April 17, in a rare weeknight move, making its way
around to Spuyten Duyvil, then down the Hudson and
slipping out of town through New York Harbor. Just as
had the very first barge in 2001, the last shipment was
sent to the Delaware Department of Natural Resources,
which deployed it at the Del-Jersey-Land Reef. Included
on Barge 29A were the following: Former revenue car
0R722 (originally R-22 7490); R-33S 9339 (retired from
work service in February, 2010); R-30 8337 (formerly of
Transit Tech High School); Phase I R-32s 3742 and
3743; slant R-40 4272; R-40Ms 4474 and 4475; Morrison-Knudsen-overhauled R-42s 4568, 4569, 4574,
4575, 4610, 4611, 4614, 4615, 4622, 4623, 4676, 4677,
4694, 4695, 4750, and 4751; and (finally) ex-Staten Island R-44 402.
For the record, the quantities of each 60-foot Subdivision “B” SMEE type that was actually reefed were: 42
Phase I R-32s; 290 Phase II R-32s; 194 R-38s; 284 R40s; 97 R-40Ms; 215 Morrison-Knudsen-overhauled R42s; and 110 Coney Island-overhauled R-42s for a
grand total of 1,232.
(Continued on page 20)
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Around New York’s Transit System
Second Avenue Subway Progress Report
As we reported last month, the main components of
the Second Avenue Subway TBM (Tunnel Boring Machine), including the 200-ton cutter head, were lowered
recently into the Launch Box at E. 96th Street. The TBM
began mining the western tunnel on May 14.
This TBM, which was manufactured by the Robbins
Company about 30 years ago, was first used to dig the
63rd Street Tunnel and four other tunnels. It was reconditioned and rebuilt at contractor Schiavone’s yard in
Newark, New Jersey.
The TBM is 450 feet long. This includes the trailing
gear, which contains mechanical and electrical equipment that powers the cutter head with 44 rotating discs.
The TBM will drill and excavate the 7,700-foot-long tunnels.
Construction began in April, 2007 and may be completed in 2018. The line will serve 213,000 daily riders
and it should decrease crowding on the Lexington Avenue Subway by 13 percent or 23,500 fewer riders on an
average weekday.
Staten Island News
An order for new SIR (Staten Island Railway) cars was
dropped from MTA’s five-year capital program. SIR’s 63
R-44 cars, which were recently returned from an $11
million overhaul at Coney Island Shops, will be in service for a few more years.
MTA may make modifications to the R-46s to make
them compatible with railway operations. These cars,
which hare nearly identical to the R-44s, have received
regular upgrades through New York City Transit’s
Scheduled Maintenance System. The R-46s are a few
years younger than the R-44s.
If MTA can find enough money, the new $23.3 million
Arthur Kill station could open in 2012.
MTA is beginning an Alternatives Analysis study to
determine whether transit service on the North Shore of
Staten Island could be improved. An open house was
held on April 22 to discuss resuming service on the for-

mer Staten Island Railway North Shore Branch. The
study will examine different modes such as SIR heavy
rail, Hudson-Bergen Light Rail, and Bus Rapid Transit.
North Shore passenger service was discontinued in
1953 and freight service ended in 1989. The right-ofway is still in place.
New Entrance to 96th Street-Broadway Station
This entrance was opened recently. Turnstiles and the
Agent’s booth are in a new building on the street level in
the center mall of Broadway near W. 96th Street. After
paying their fare, passengers descend stairways to the
northbound or southbound platform.
The new entrance is more convenient than the original
entrance opened in 1904. From the sidewalk, passengers descended stairways leading to unused platforms
adjacent to both local tracks where they paid their fares
in the turnstiles shown in the picture below. To reach the
island platform, they walked through a passageway under the tracks.

Bernard Linder collection.

CORRECTIONS
Member Benjamin Schaeffer reported two items in the
May issue that were incorrect:
In the New York City Subway Car Update, we reported
cars 3750/3767 as being on the last R train of R-32

cars. The correct car numbers are 3650/3767.
In Larry Kiss’ Greenport article, we stated that service
began in 1848. It was actually 1844.

New York City Subway Car Update

hope that the weather perks up and we soon swing into
summery conditions. Until next time, enjoy life and we’ll
see you soon!

(Continued from page 19)

This month I am left with little else to impart, but for a
20
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PUBLIC OWNERSHIP OF SUBWAY LINES
Building a subway was always very expensive. With the fare fixed at five cents, a private company could not make a profit.
During the 1880s, it was obvious that New
York’s elevated lines were overcrowded and
would not accommodate additional passengers. To relieve the overcrowding, New York
needed a four-track subway.
In 1891, New York City started participating
in the ownership of local transit facilities. The
State Legislature allowed the city government
to issue city bonds providing funds for development and expansion of rapid transit facilities within the city. At an 1894 referendum,
the voters approved the legislative grant of
power. They also approved a resolution declaring that all future rapid transit lines constructed in the city should be owned by the
city, instead of granting franchises to privately owned corporations.
Between 1891 and 1900, the Board of
Rapid Transit Railroad Commissioners studied routes and financing of additional transit
facilities in accordance with the referendum
vote without exceeding the city’s debt limit. A
plan was developed for a combination of city
funds and additional payments to be provided by a corporation as consideration for
the grant of a lease. The structures and
equipment would be owned by the city.
The first practical test of the public ownership plan occurred in 1899. The Board advertised Rapid Transit Contract No. 1 for twenty
miles of new rapid transit lines in Manhattan
and the Bronx which would be leased for 50
years with renewal for 25 years. The lessee
would be obligated to supply all funds, in excess of a specified amount to be supplied by
the city, necessary to defray the cost of construction and equipment. The city would own
1

all railroad structures. The successful bidder
was John B. McDonald, who signed the contract on February 21, 1900. New York City
provided $35 million for the cost of construction and agreed to provide an additional
$2.75 million for terminals and land for stations. The McDonald company constructed
the subway. In 1902, it assigned to the Interborough Rapid Transit Company all rights
and obligations relating to the equipment and
operation of the railroad.
In 1901, Rapid Transit Contract No. 2 was
advertised. This contract provided for construction, equipment, operation, and maintenance of the extension from Brooklyn Bridge
to Atlantic Avenue. Duration of the contract
was 35 years with the right of renewal for an
additional 25 years. The Rapid Transit Subway Construction Company, an IRT subsidiary, signed the contract on July 21, 1902.
New York City provided $2 million for the cost
of construction and $1 million for terminals.
On March 19, 1913, the city entered into
the Dual Subway Contracts, Contract No. 3
with the Interborough Rapid Transit Company
and Contract No. 4 with a subsidiary of the
Brooklyn Rapid Transit System. The city was
allowed to recapture the Contract Nos. 3 and
4 leased lines at any time after ten years.
Fare was fixed at five cents.
Financing of rapid transit construction for
the city and lessees, and financing of the
cost of the equipment by lessees allowed
rapid transit to expand throughout the city.
With the population increasing rapidly in the
1920s, the city needed additional rapid transit
lines. The Board of Transportation, created in
1924, planned, constructed, and equipped a
new rapid transit system without any financ(Continued on page 4)
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A HISTORY OF THE R TRAIN
by George Chiasson
(Continued from June, 2010 issue)
Street, Bridge Street, Fulton Street, Atlantic Avenue, St.
Marks Avenue, Union Street, 3rd Street, 9th Street, 16th
Street, 20th Street, 25th Street, and 36th Street.
Through a subsidiary called the Seaside & Brooklyn
Bridge Elevated Railroad, the Fifth Avenue El was extended even further, to 65th Street-Bay Ridge, on October 1, 1893. This extension varied from the original
route by turning west above 39th Street before heading
south over Third Avenue. Though originally franchised
to reach Fort Hamilton, this was as far as the Fifth Avenue El was ever to travel, but the contiguity of the Fifth
Avenue El to both the Brooklyn waterfront and the growing (and profitable) excursion lines serving Coney Island
made it a natural and convenient outlet for the further
expansion of such operations. On June 5, 1895 joint
through service was thus instituted by the Brooklyn Elevated and Long Island Rail Road from the Sands Street
Terminal in Downtown Brooklyn (with connection available to Brooklyn Bridge cable shuttles) to Manhattan
Beach via the Culver Line. This was done in time for the
summer season, using a new physical connection from
the Culver Line up to the elevated structure at 36th
Street and Fifth Avenue, approximately from 38th Street
& 10th Avenue to the existing 36th Street Yard. To get to
Manhattan Beach, trains left the Culver Line at Parkville
Junction and headed east onto the Bay Ridge Branch,
then turned south onto LIRR's Manhattan Beach
Branch, which directly paralleled the present Brighton
Line to the peninsular oceanfront, ending at the end
opposite of Coney Island just past Brighton Beach. It
also served the Sheepshead Bay Race Track.
Such an operation quickly gained a loyal following,
and the way was gradually cleared for more, albeit still
in the context of “special” summertime excursion service. Nominal operations on the Brooklyn els had grown
just as quickly, and their inward terminal facilities were
overburdened, particularly those crowding either side of
the Brooklyn Bridge. Accordingly, the Park Row terminal
was basically doubled in capacity during 1895, while a
greatly expanded terminal was opened at Sands Street
that September 29, located one block west of the original Myrtle Avenue Line station. It included a loop for
reversing trains on the upper level (put into use in May,
1896) and rearrangement of trackage on the lower level
serving the Brooklyn Bridge shuttles and the Fulton
Street Elevated. Starting in May of 1896, the Prospect
Park & Coney Island Railroad, jointly with the Brooklyn
Elevated, introduced special through service from the
Sands Street terminal to Culver Depot, following the

ORIGIN OF THE R TRAIN PART I: THE FIFTH
AVENUE ELEVATED (1888-1940)
It all began as the Brooklyn Elevated Railroad Company initially expanded into what were thought would
become the "outer" neighborhoods during the post-Civil
War era. As originally opened on November 5, 1888,
what would be the Fifth Avenue Elevated followed the
existing Lexington Avenue el along York Street from
Fulton Ferry to Hudson Avenue, then continued south
on Hudson, past Fulton Street, and via Flatbush Avenue
to the LIRR terminal at Atlantic Avenue. Aside from Fulton Ferry, steam-powered el trains stopped at Washington Street, Bridge Street, and Atlantic Avenue (LIRR),
and also intersected the Myrtle Avenue El at a 90degree grade crossing.
Without meaningful control signals the hazard of this
layout was quickly exposed one day later when a
"Hudson" (Fifth) Avenue train collided with a Myrtle Avenue train and both wound up in the street. Operation
of both lines was suspended forthwith and not restored
for many months, at that in stages and with the 90degree grade crossing removed. On June 21, 1889
(Fifth Avenue) trains started following the Myrtle Avenue
Line from the Sands Street station, at the base of the
Brooklyn Bridge, via Adams Street and Myrtle Avenue to
Hudson Avenue, where they took a new right-hand turn
and resumed their former course to the Atlantic Avenue
station. In addition the line was extended to 3rd Street
via Fifth Avenue, and finally, officially, garnered its bestremembered title. Initially there was no station where
the Fifth Avenue El crossed beneath Fulton Street and
the Kings County Elevated at a jog in its alignment, but
an island platform stop was added on July 27, 1889
about a ¼ block north on Hudson Avenue
From 3rd Street the Fifth Avenue El was extended to
the 9th Street station on July 22, 1889 and the 25th Street
station on August 15, 1889. That location was next to
the terminal of the Brooklyn, Bath & West End excursion railroad, creating a true, if temporary, interchange
between these two very different operations for the first
time. Further interface between the two modes was already in the offing, however, as the Fifth Avenue El was
extended to a full terminal at 36th Street, including two
platforms and an engine and coach yard, on May 30,
1890. One week later, on June 7, both the
"Culver" (Prospect Park & Coney Island RR) and "West
End" (Brooklyn, Bath & West End RR) lines began terminating trains at the new Union Depot, located at 39th
Street & Second Avenue, and thus fed much of their
connecting patronage directly onto the Fifth Avenue El.
Station stops by this time included Sands Street, Adams

(Continued on page 3)
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Ridge) as of August 17, 1899, but the first Culver Line
electric trains did not use third rail for power on the Fifth
Avenue El until July 3, 1900. Electric elevated trains
serving the West End and Sea Beach Lines (former
Brooklyn, Bath & West End and New York & Sea Beach
Railways) began operation on December 19, 1900.
These followed the Fifth Avenue El from Sands Street to
36th Street, used the Culver Line ramp beyond as far as
9th Avenue, and diverged onto the West End Line at
New Utrecht Avenue. At Bath Junction (63rd Street) the
trains turned onto the Sea Beach Line, which they followed the rest of the way to Coney Island. As on the
Culver Line, electrically-equipped trains used third rail
from the Sands Street terminal to the 36th Street ramp,
then trolley poles to Coney Island, but some trains were
still steam-powered at first. All West End trains were
electrified by the middle of 1903.
On January 21, 1901, Fifth Avenue El Trains were reextended over the Brooklyn Bridge to Park Row in middays, by this time using third rail on their own to cross
the East River. Otherwise, remaining steam-drawn consists from the Culver and West End Lines had a motive
power change performed at Sands Street and were
pulled over the East River and back by a cable-powered
bridge motor. This did not last very long, however, as a
powerhouse fire that July forced all service to again be
temporarily truncated at Sands Street for about three
months.
Summer specials between Park Row and Manhattan
Beach via the Fifth Avenue and Culver Lines were discontinued in September, 1902. The next season
(starting in May, 1903) BRT began summer weekend
“express” train operations from Park Row, Manhattan to
Coney Island via the Fifth Avenue El and West End and
Sea Beach Lines to the Sea Beach Palace, with no
stops made from 36th Street to Coney Island. Full-time
elevated train operations on the Sea Beach Line were
finally started in March, 1907, with individual cars coupled to and uncoupled from West End trains at Bath
Junction in the daytime, Culver trains at the 36th Street
ramp (8th Avenue) in the evening, and Fifth Avenue
trains at 36th Street station overnight.
On January 26, 1908, separate shuttles across the
Brooklyn Bridge were discontinued, and just about all
remaining Fifth Avenue, Culver, and West End/Sea
Beach service was extended from Sands Street to Park
Row. In rush hours, West End express trains (with Sea
Beach cars attached as far as Bath Junction) operated
non-stop via the Fifth Avenue El (AM to Manhattan, 39th
Street to Atlantic Avenue; PM from Manhattan, Atlantic
Avenue to 36th Street), then local to the West End Terminal. West End local trains also operated between
Sands Street and Ulmer Park (25th Avenue). Culver
trains ran local between Park Row and Culver Depot,
while Fifth Avenue trains operated from Park Row to
65th Street-Bay Ridge all times, with some trips to or

A History of the R Train
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Fifth Avenue El to 36th Street, then the Culver Line all
the way to Coney Island. This was the first instance of
the through one-seat transportation that would become
so familiar in the near future. In 1897, these specials
were powered across the Brooklyn Bridge by cablepowered “bridge motors,” which drew electric power for
starting and as backup, and then used steam for the
rest of the trip to Coney Island.
On June 18, 1898 all Fifth Avenue trains were extended across the Brooklyn Bridge to Park Row for the
first time, using a new piece of connecting structure between the existing station at Adams Street and the
lower level of Sands Street, and pulled by bridge motors
west of Tillary Street (which were usually powered by
cable across the Brooklyn Bridge). As can be imagined,
this was a rather unorthodox and time-consuming process and therefore resulted in delays. As a result, rush
hour Fifth Avenue trains were cut back from Park Row
to Sands Street in September, 1898. Culver service was
suspended in April, 1899 upon its acquisition by BRT,
and disappeared from the Fifth Avenue Line for two
months. In this interim, another joint summer-only service began on May 24, 1899 from the Sands Street terminal to the Rockaways by way of the Fifth Avenue El to
Atlantic Avenue, then down a new ramp to the LIRR
Atlantic Branch, which was then located at-grade. This
lasted on an annual summertime basis until September,
1904, by which time LIRR was working on its first electrification and putting the inner portion of the Atlantic
Branch into a tunnel.
When the Culver Line reopened as a joint el-streetcar
operation on June 17, 1899, base rapid transit service
was established from Park Row all the way to Norton's
Point. Trains were pulled by cable/electric motors
across the Brooklyn Bridge, then a steam engine from
Sands Street to 36th Street via the Fifth Avenue El, and
finally onto the surface to Culver Depot and Norton's
Point. In rush hours BRT's Culver trains were not operated across the Brooklyn Bridge, but were instead turned at Sands Street. Electrically-equipped rolling stock (if available) was able to complete the last part
of that trip under overhead trolley wire south of the 36th
Street ramp starting on July 3, 1899, but there was a
mix of steam and electric for some time to come. Joint
BRT/LIRR "special" summertime service also continued
to run from Park Row to Manhattan Beach via the Fifth
Avenue El.
Given the continued delays experienced with motive
power swaps and a general lack of maneuverable track
space, all through service across the Brooklyn Bridge
was discontinued, and trains terminated at Sands Street
with the sole exception of BRT/LIRR specials to Manhattan Beach, on July 16, 1899. All Fifth Avenue El operations were electrified (Sands Street to 65th Street-Bay

(Continued on page 4)
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Manhattan, the fortunes of the Fifth Avenue El suffered
a gradual deterioration across the 1920s. We do not
have a complete record of the service changes. The
backs of BMT maps reveal the following: 1924-39—
Culver express 36th Street-9th Street-Atlantic Avenue in
the direction of heavy rush hour traffic; 1924-6—Fifth
Avenue, 65th Street-Sands Street; 1937-9—Fifth Avenue, 65th Street-Sands Street rush hour and 65th Street36th Street non-rush hour. In its final form, beginning on
October 1, 1934, non-rush hour Fifth Avenue El service
consisted of one car from 65th Street-Bay Ridge that
was added to the Culver train at 36th Street and continued in joint fashion to Sands Street (September-May) or
Park Row (May-September), reversing the process in
the southbound direction. As the city's Board of Transportation assumed control of the BMT lines on June 1,
1940, the Fifth Avenue El was closed completely, along
with the line on Fulton Street Culver Line service was
thus heavily modified, with rush hour shuttles from 9th
Avenue to Coney Island continuing as a last “ghost” of
the Fifth Avenue El until it was finally shortened in June,
1952.

A History of the R Train
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from Sands Street in rush hours. In the PM rush hour,
Fifth Avenue trains from Park Row skipped the Sands
Street, City Hall, Bridge Street, and Fulton Street stations, which were covered by the Culver Line and West
End locals.
Brief as it was, this was the high point in the life of the
Fifth Avenue Elevated, as the Dual Contracts agreement of March, 1913 held many ramifications for both
BRT’s els and its surface lines to Coney Island. Sea
Beach el cars were the first to depart the scene, as operations on that route were assumed by streetcars beginning on October 28, 1913 when serious reconstruction of the Sea Beach right-of-way commenced. West
End service followed on June 23, 1916 when it was rerouted into the Fourth Avenue Subway, with rush hour
Culver trains then skipping the local stops on the Fifth
Avenue El (to Manhattan AM, from Manhattan PM). In
this state, and especially after the expansion of BRT
subway service via Fourth Avenue and on Broadway in

(Continued on page 5)

excess of the debt limit. Because private companies
could not make a profit on a five-cent fare, the city decided to operate the new Independent System. In 1940,
the city acquired ownership of all IRT and BMT lines, as
described in the previous issue.

Public Ownership of Subway Lines
(Continued from page 1)

ing by private corporations. To finance this project, the
city was allowed to issue $300 million transit bonds in
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Brooklyn Elevated Railroad locomotive.
Bernard Linder collection

Brooklyn, Bath & West End Railroad car 34, built by Brill in 1886.
Bernard Linder collection

A Prospect Park & Coney Island Railroad (Culver) train in 1893.
Bernard Linder collection

Culver train at the rear of Union Depot (now the site of Jackie Gleason
Bus Depot), November 15, 1899.
Bernard Linder collection

West End train operating on the surface at New Utrecht and
Bath Avenues.
Bernard Linder collection

Last locomotive to pull a Fifth Avenue El train from Sands Street to
36th Street.
Bernard Linder collection
(Continued on page 6)
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Fifth Avenue El, Fulton Street and Flatbush Avenue looking north,
May 30, 1940.
Bernard Linder collection

Fifth Avenue El at Fulton Street looking south.
Bernard Linder collection

Fifth Avenue El at 36th Street looking south.
Bernard Linder collection

Fifth Avenue El at 38th Street and Third Avenue looking east.
Bernard Linder collection

Fifth Avenue El, 40th Street station looking south.
Bernard Linder collection

Fifth Avenue El, 36th Street Yard before electrification.
Bernard Linder collection

(Continued next issue)
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NEW YORK CITY SUBWAY CAR UPDATE
by George Chiasson
tion II R-160Bs from Kawasaki, cars 9923-32, went into
passenger service at Jamaica (E, F, R, V) on May 7,
2010. The R-160s have maintained a strong presence
on R since being placed in service there on April 3,
with as many as eight such trains operating on one day
recently, though a more typical quantity is in the area of
5 or 6. At least one R-160 train (and on one day three)
was also running on V since April 28, generally in the
rush hours, which will be a short-lived phenomenon
given the line’s projected extinction on June 25. Continued recent monitoring of F has witnessed a very small
reduction in the use of R-160s even as their use grows
elsewhere, but about a half-dozen R-46s remain there
on weekdays, fewer on weekends.
One reader provided the following interior description
of the seatless “B” cars of R-160B train 8713-22, which
continues to operate weekdays on E. Its content was
edited very slightly:
● All 8 car-end seats are removed
● The stanchions between doors are bifurcated to
provide more handholds at 3' to 6' above the floor
● The high metal barriers at bench end seats are
removed (with the effect that the door opening is
no longer such a great place to stand)
● The only handholds at the doors are adjacent to
the jambs rather than adjacent to the front edge of
the bench
● Longitudinal stanchions are moved slightly up and
to the outside, with small spring-loaded handles
provided (similar to those once seen on R12/14/15 series Subdivision “A” cars)
● Backrest height is reduced and seat height is increased
● All seats are foldable, and can be locked in the
upright position, to provide standing-room-only
space for rush hours.
Additionally, car 8713 has been outfitted with a prototype ergonomic master controller. Train Operators operating this car have been asked to complete and return a
survey giving their opinion.
The final set of Option II R-160A/Dash 1s, numbered
9971-4, was also delivered to 207th Street on May 4,
2010, though these four (and formerly the five-car sets)
travelled together on flatbed trucks all the way from the
Alstom facility at Hornell, New York to enter the city via
the George Washington Bridge. At 207th Street the unit
was marshaled as one and forwarded to Pitkin for its
pre-testing set-up, then the first several days of operational shakedown. This step found the new cars making
“wind sprints” on the test track in the Rockaway “Flats”
between Howard Beach-JFK and Howard Beach, after

Here we are in late springtime/early summertime as
change on New York City’s subways continues and we
hurtle through the advent of the big service adjustments
expected with the coming new schedules of June 27.
Not all of those plans have been finalized as this is written, but the basic “outline” of the new route alterations
has definitely emerged and helps to clarify some of the
events ongoing at present. For example, while just riding J these days, it is clear that big-time track and signal work is now proceeding in the so-called “Essex Cut”
portion of the Chrystie Street Tie, which will be a critical
component of the rerouted M expected to debut this
coming summer. Meanwhile, all of the R-160s have at
last been delivered and are almost all in service already,
with the corresponding demise of the R-44s now promising to be even faster than earlier expected. With that,
let us get caught up.
Subdivision “A” Happenings
R-142A set 7631-5, which had been out of service
with serious electrical problems for an extended period
(probably as far back as the fall of 2007, but at least
since mid-2008) was again observed in passenger service on 6, heading an express train out of Pelham Bay
Park on April 19, 2010. That restored 6’s allocation to
its full complement of 460 R-142As and again puts all
R-142s and R-142As (and R-142S’) into the active category as they approach their 10th anniversary of passenger service (which will be on July 10). Elsewhere, Corona-based single unit 2153 is the only car noted as
having a complete set of “periwinkle” (blue) fiberglass
seats as opposed to the growing mix of blue with original orange/white or yellow/white. It has evidently been
this way for a while now and is not currently being
looked at as the start of a universal application, but still
provides an acute contrast among the overall fleet.
R-160 Progress (All Deliveries Completed; The First
Option II R-160A/Dash 1’s Enter Service)
The final train of R-160A-2s, consisting of cars 97939802, entered service out of Jamaica (on E) on April
23, 2010. The next “last” to occur was the delivery of
Option II R-160Bs 9933-42, Kawasaki’s final R-160
train, which was on NYCT property as of May 4, 2010.
As had been the case since delivery of the earliest pilot
cars in July of 2005, the R-160Bs were transferred by
truck from the Yonkers assembly plant to 207th Street
Shop in the form of one car per night until the given 5car set was on hand, at which time the delivery date
was finalized. It was then transferred to Coney Island
for setup (the R-160A-2 sets had gone to Pitkin for this
purpose) and as of May 15, 2010 was at Jamaica for
“burn-in,” which is the final stage of testing prior to entering revenue service. The second-to-last train of Op-

(Continued on page 16)
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No. 260
by Randy Glucksman

train does not stop at Scarsdale or Hartsdale.
Passengers may ride Train #585 (8 PM to North
White Plains). This moves the connection time for
Train #681 later.
The weekend rail/bus service from Wassaic to the
Berkshires is not being offered this year due to budgetary constraints. My records show this service operating
since at least 1999.
You may have seen some areas of flooring that were
closed off for repairs in Grand Central Terminal. The
May, 2010 edition of Mileposts reported that MetroNorth is in the midst of a five-year program to repair
broken and cracked marble tiles and terrazzo sections
that are made of Tennessee marble. About 25% of the
floor needed repairs, and each year, 5% of the floor is
being attended to, amounting to between 45,000 and
67,000 square feet. In order to obtain an exact match,
Metro-North went to the quarry from which the original
marble was obtained. Unfortunately, it closed in the
1980s, but the owners agreed to reopen it. The original
slabs of marble were placed just 1/16 inch apart, which
made a tight fit, allowing little room for “give” when the
building vibrates due to train movement. Now, there will
be a ⅛ inch separation, which will prevent cracking.
Replicating the exact color was a bit more difficult, but
finally a perfect color match was made. An almost imperceptible brass border has been added on all sides to
stop any cracks that may develop in one slab from
transferring to an adjacent slab.
In the April Bulletin, there was a report from member
Larry Kiss about the Fairfield Metro Center station,
which is under construction between Fairfield and
Bridgeport on the New Haven Line, its opening date
unknown. In the Real Estate section of the New York
Times (May 23), an article entitled “Living in/St.
Mary’s-by-the-Sea, Conn.” contained this statement:
“St. Mary’s isn’t on a train line, but a new Metro-North
station is scheduled to open next summer off Black
Rock Turnpike. It could ease congestion at Fairfield’s
main station, where the waiting list for permit spaces is
six years long.”
MTA METRO-NORTH RAILROAD (EAST)
Metro-North issued a Port Jervis/Pascack Valley Line
timetable effective June 20.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
The (Stamford) Advocate reported that the first M-8
test run took place on May 17, between New Haven and
Milford. The initial tests, where the trains traveled at 2040 mph to test acceleration and braking, were declared
a success by spokeswoman Marge Anders. Each pilot
car must pass a 4,000-mile test without defects. It is

METROPOLITAN TRANSPORTATION AUTHORITY
After years of talk, on May 26, MTA signed a contract
with Related Companies and Oxford Properties Group
to develop the Hudson Yards into a mixed-use community that will include 12 million square feet of commercial and residential development on 26 acres. MTA will
lease the site to the joint venture for 99 years, with purchase options, which will provide $1 billion for MTA
capital projects. The developer will construct a deck
over the portion of the (Caemmerer or West Side) yards
currently used for LIRR train storage.
Last month’s Bulletin reported that a revised and
scaled down 2010-2014 Capital Program had been submitted to the Capital Program Review Board. On June
3, MTA Chairman Jay Walder issued a letter that the
Capital Program was “deemed approved.” This came
about because sufficient time had elapsed since it was
sent to CPRB and as it was not rejected, it is considered to have been approved. A public hearing was
scheduled for June 22 at MTA Headquarters for the
public to comment on federal funding that would be
used for the MTA agencies for the balance of 2010 and
for 2011.
MTA METRO-NORTH RAILROAD (EAST)
There are a few more details about the service reductions that took place with the June 20 (Harlem Line) and
June 21 (Hudson Line) timetables and were reported in
the May Bulletin. There were no changes on the New
Haven Line. Other trains have had some minor
changes. In addition, there are to be train consist reductions to meet the new 95% loading guidelines, which
encourage riders who wish to sit to use the “dreaded”
middle seat.
HUDSON LINE: The tie replacement project on the Upper Hudson has been completed. The changes below
reverse the service enhancements introduced with the
April 6, 2008 timetables:
● Trains #487 (9:04 PM to Croton-Harmon) and
#887 (9:16 PM to Poughkeepsie) are combined,
now departing at 9:05 PM
● Trains # 491 (9:55 PM to Croton-Harmon) and
Trains #891 (10:12 PM to Poughkeepsie) are
combined, now departing at 10:05 PM
● Trains #793 (10:55 to Croton-Harmon) and #893
(11:12 PM to Poughkeepsie) are combined, now
departing at 11:05 PM
HARLEM LINE:
● Train #381 (7:28 PM to Crestwood) is discontinued; passengers can use Train #583 (7:30 to
North White Plains)
● Train #681 (7:52 PM to Southeast) and Train #683
(7:57 PM to Mt. Kisco) are combined. The new

(Continued on page 9)
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maica departed between 9:59 AM and 3:28 PM. Two
departures from New York Penn at 3:45 and 4:25 PM
required a change of trains at Jamaica. For the return
trip, trains departed Belmont at 4:16, 4:54, 5:16, and
5:53 PM and then approximately every 15 minutes between 6:30 and 9 PM to Jamaica, Atlantic Terminal, and
New York Penn.
Belmont package one-way tickets were sold at a cost
of $7 from Penn Station and Woodside and $6 from Jamaica. Tickets from Brooklyn and Woodside were also
available with connections in Jamaica. On Belmont
Stakes Day, Belmont package tickets were not sold onboard trains and were the only tickets accepted on Belmont Park trains. CityTicket, Monthly, Weekly, and TenTrip Tickets could be used only for travel to and from
Jamaica, but must holders of such tickets had to purchase a Belmont Park ticket. The usual special brochure was issued.
A special timetable card was issued for the Babylon
Branch for the following Sunday mornings: June 13, 20,
and 27 and July 11. This involved only one train, #6001
(12:50 AM Babylon/New York Penn) which was held for
10 minutes at Merrick, affecting all times west of that
station.
When the demolition of New York Penn Station began
on October 28, 1963, there were 22 eagle statues
mounted atop the building. Eighteen were preserved at
various locations, some in the metropolitan area, and on
June 7, an announcement was made that the one at the
Hicksville station, which had fallen into disrepair, would
be restored. The $5,000 cost is being made from contributions from: Nassau County, the Long Island Sunrise
Trail Chapter NRHS, the Hicksville Historical Society,
and the Northwest Civic Association. The eagle arrived
in Hicksville on May 15, 1965 due to the request of
Samuel A. Goldberg, a Latin teacher at Hicksville High
School, whose students wrote the inscription at its base:
“A Roman eagle once urban is now in Hicksville quite
suburban.” The work is expected to be completed later
this year.
NJ TRANSIT
On May 25, the National Football League announced
that the 2014 Super Bowl (XLVIII) would be held at the
new $1.6 billion Giants-Jets Stadium in the Meadowlands. This would be the first time that the Super Bowl
was held in a northern city whose stadium was not
equipped with a retractable roof. The New York Times
reported that the average temperature at that time of
the year ranges from 24o to 40o, with the lowest and
highest recorded temperatures being -2o to 69o.
Whether NJ Transit is already making preparations for
rail service is not known. However, one news report that
I heard told of hotel rooms going for astronomical rates
with a minimum number of days required for a reservation. Nearby restaurants and taverns are excited about
all the business that they may get. Some estimates are

Commuter and Transit Notes
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hoped that the first cars will be rolling in passenger service by the end of this year. Once that is accomplished,
riders could face a fare increase to pay for the cars,
which has been deferred until after the M-8s enter service.
I received a report that six of the M-8s (9100-6) were
transferred to Croton-Harmon over the weekend of
June 5-6. In the following weeks, these cars were due
to spend every night except Sunday, after 8 PM, being
tested either on the Hudson or New Haven Lines.
MTA LONG ISLAND RAIL ROAD
For the Bon Jovi (May 26, 27, 29 and July 9), Eagles
(June 10), and Hot 97 (June 6) concerts at the Meadowlands, LIRR offered a round-trip LIRR/NJT ticket for the
standard LIRR fare plus $10.50 for the NJT portion of
travel. The one-way fare was $5.25. Since NJT did not
sell the joint ticket, LIRR riders were advised to purchase them prior to boarding their LIRR train. Monthly/
weekly ticket holders only needed to purchase an NJT
ticket to Meadowlands at Penn Station prior to boarding.
“Hamptons Reserve” service – “The Cannonball” IS
running again this summer. This Friday-only afternoon
express train (#2798), which departs from Hunterspoint
Avenue at 4:06 PM and from Jamaica at 4:25 PM, has a
scheduled arrival in Montauk at 6:48 PM. For $34.75,
you get a reserved seat aboard a train that makes its
first stop at Westhampton (5:41 PM) and limited stops
thereafter. Reservations, which LIRR advises sell out
early in the week, are required, and attendants serve
beverages and snacks. This information was on a small
double-sided handout, and like last year, no Hamptons
and Montauk Summer Timetable (Form S2) was issued.
Robert K. Pattison, who served as the 30th President
of LIRR from July 6, 1976 to June 20, 1978, died May
12 at age 88. Mr. Pattison's railroad career covered four
decades with freight and passenger railroads. While
most of the LIRR Presidents either resigned or died, Mr.
Pattison held the distinction of being fired. The July,
1978 Bulletin reported that MTA Chairman Harold L.
Fisher and Governor Hugh Carey took the action because of LIRR’s poor operation during the previous winter’s snows. He was succeeded by Francis T. Gabreski,
who resigned under pressure, also due to poor performance by the railroad, although his problems occurred
during the previous summer when there was a lack of
air conditioning.
The usual Mets-Yankees Subway Series timetable
was issued for May 21-23.
LIRR timetables now refer to Flatbush Avenue as Atlantic Terminal.
As was reported in the June Bulletin, train service to
Belmont Park was operated on June 4 and 5. On June
5, direct service from New York Penn with a stop at Ja-

(Continued on page 10)
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that this event could bring in about $500 million in revenues to the metropolitan area.
A co-worker told me that since mid-April, all Raritan
Valley Line trains are composed of six multi-level cars
powered by a PL-42.
Member Bob Vogel (Chuchubob) sent digital images
of ALP-46A 4629 in revenue service on June 4. It was
paired with ALP-46 4601 as a protect motor on Montclair-Boonton Line Trains #261 and 254. The inaugural
revenue trips were made on June 2.
Returning from the city one late evening in early June,
as the train passed where my wife and I were standing
on the platform at Secaucus Junction, I saw that one of
the cars that was not being used was “wrapped” for a
Bon Jovi concert at the Meadowlands. When I got off
the train at my stop, I got the car number: Comet IV
5564.
A new timetable was issued for the Pascack Valley
Line effective June 20 to replace the January 17 edition.
A pair of trains that neither NJ Transit nor Metro-North
wanted to continue paying for have been eliminated:
#1600 (4:56 AM Spring Valley/Hoboken) and #1639
(6:55 PM Hoboken/Spring Valley). Adjacent trains were
adjusted so that #1602 departs 10 minutes earlier at
5:19 AM and #1637 departs at 6:43 PM rather than the
previous 6:32 PM in order to even the headways. In
addition, midday Trains #1651 and #1652, which only
operate between Hoboken and New Bridge Landing
(formerly North Hackensack), were retimed to depart
earlier.
At their June 16 meeting, the Directors approved a
contract for design work and preliminary engineering to
make the Perth Amboy station accessible. This station,
which is on the State and National Registers of Historic
Places, is used by an average of 2,280 passengers
each weekday. The work will add high-level platforms
with canopies, elevators, a new PA system, closedcircuit TV, and landscaping. Of the eight North Jersey
Coast Line stations between Red Bank and the Northeast Corridor, this is the only station with low-level platforms.
Looking to increase revenues from rental fees plus a
commission based on sales, the Directors also approved contracts with vendors that will add a Sbarro
restaurant at Secaucus Junction, three newsstands at
Hoboken Terminal, and a McDonalds at Trenton. NJ
Transit stands to realize a minimum of $502,000 annually plus commissions.
On April 15, HBLR celebrated its tenth anniversary,
and this fact was recognized in the May 2010 edition of
fyi, which is also available on NJ Transit’s website. With
ridership at 13 million per year and 23 stations extending from the Hudson River waterfront and from Bayonne
to North Bergen, the transit agency declared HBLR a
10

national model combining a modern transportation system with mixed-use development. Either in December
or early January, the 8th Street station in Bayonne will
open.
ACES issued a new timetable dated May 23, with a
couple of minor time changes.
AMTRAK
Some copies of the Spring/Summer 2010 National
Timetable (Form T-1) that were distributed at New York
Penn had duplicates of Pages 21-32 and 105-136,
while pages 33-44 and 93-104 were missing.
PORT AUTHORITY OF NEW YORK & NEW JERSEY
At the beginning of June, PA began sending out letters
to 3,000 residents and businesses located in 100 buildings that it planned to acquire so that they could be demolished for the $8.7 billion ARC Tunnel. A North Carolina company has been hired to assist with the relocations. The plans are to negotiate with those who will be
affected, but if agreements cannot be reached, a public
hearing would be held to explain the taking of property
by eminent domain.
METROPOLITAN AREA
Starting June 1 and continuing through November 30,
2010, there is a six-month pilot project in which MasterCard PayPass™ is being accepted for fare payments
on select train and bus routes throughout New York City
and New Jersey. This enables riders of MTA, PANYNJ,
and NJ Transit to purchase fares and transfer between
transit systems simply by tapping a single type of contactless MasterCard PayPass™ card or device – to
"Tap & Go™.” This system is available on the Lexington
Avenue Line (456) from 138th Street to Borough Hall,
eight bus routes (M14, M23, M79, M86, M101, M102,
M103, and BxM7), 11 PATH stations (excluding Christopher and 9th Streets), and three NJ Transit bus routes
(6, 80, and 87). Specially-equipped payment readers
featuring the MasterCard PayPass™ brand mark and
universal contactless symbol have been installed on
select turnstiles and fareboxes along these routes to
alert commuters that contactless payments are accepted. A trial program began in July, 2006 by MTA with
MasterCard and Citigroup when contactless readers
were placed in 80 turnstiles at 30 stations on the Lexington Avenue Line. During this new trial all MasterCard
PayPass cards and devices will be accepted from any
issuing financial institution.
INDUSTRY
The May edition of Metra’s On the Bi-level gave an
explanation of Positive Train Control (PTC), a program
that has been previously mentioned in this column. Following the tragic accident involving a Metrolink passenger train and a Union Pacific freight train in Chatsworth
on September 12, 2008 where 25 died and there were
135 injuries, Congress passed the Rail Safety Act of
2008. The key provision of this law, which was signed
by President Bush on October 16, 2008, is installation
(Continued on page 11)
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of a computerized system that can prevent train-to-train
collisions, avoid derailments or other accidents caused
by excessive speed, and increase safety for workers on
the railroad right-of-way. This must be done by December 31, 2015. PTC works with the aid of computers,
GPS devices, radios, and other communication equipment that sense when a train has missed a signal, is
traveling too fast, or is in danger of colliding with another train. It will then automatically override the train’s
Engineer to slow or stop the train. Metra estimates that
to implement PTC in the Chicago area will cost about
$300 million. For the 2010-4 Capital Program, MetroNorth has requested $187 million and LIRR, $314 million.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
On June 2, MBTA approved a deal with the Utah Transit Authority to purchase or lease up to nine 3,600-hp
diesel-electric locomotives at a cost of $3.5 million
each. Member Todd Glickman, who sent this report,
believes that they will be model MP-36-3C. MBTA had
an option on an original 2005 procurement in Utah, so
the locomotives are compliant with MBTA’s needs.
Upon arrival, these would be the first new locomotives
that have operated for the “T” in 17 years. In its press
release, the “T” reported that UTA has a surplus of new
locomotives, and negotiations have begun to determine
the exact number to be procured and through what
process (lease, purchase, or combination). The locomotives are “commuter rail-ready,” and will be in service by
this fall.
Todd also reports that agreements have been made
with officials in Somerville for the location of a new car
maintenance facility to support Green Line operations
when service is extended to Somerville and Medford,
currently planned for 2014.
PHILADELPHIA, PENNSYLVANIA
From member Dave Safford: “’Beware Greeks bearing
gifts,’ the classic says, or transit systems either, one
might add as an update. On May 20, SEPTA announced
a 1% reduction in proposed Regional Rail fare increases made possible by increased ridership (+5.5% in
April, 2010 over April, 2009) as the economy climbs out
of recession. Not mentioned were the elimination of offpeak midday fares, 33% increase in transfer cost, combining of fare zones (to the higher notch), etc., which
make the announced $2 reduction in a $157 rail pass
look pretty peaked. Well, take what you can get, my
sainted mother counseled.”
Member Lee Winson added that Regional Rail riders
would pay 8% more instead of 9%, transit riders will pay
6%. SEPTA’s Board formally approved the fare increases on May 27 to take effect on July 1. The base
transit fare remains at $2, a rate that has remained un11

changed since 2000, and is only used by 13% of transit
riders. Discounted tokens (available in 2, 5, and 10
packs only) will rise 10 cents to $1.55, a weekly transit
pass will go from $20.75 to $22, and a monthly Zone 3
commuter rail pass will cost $155 instead of $142.50.
Subway, bus, and trolley transfers will be $1 instead of
75 cents and off-peak fares on Regional Rail are eliminated for all rides before 7 PM weekdays.
Under the new rules, up to 2 children 4 years or under
riding with a fare paying adult are now free at all times;
additional children pay the base fare. Regional Rail
fares for tickets and cash are priced under two new
categories; “Weekday" and "Evening & Weekend."
Weekday fares are in effect Monday through Friday, 4
AM to 7 PM, on trains arriving or departing the Center
City Philadelphia stations (30th Street, Suburban, and
Market East). Evening & Weekend fares are valid Monday through Friday, between 7 PM and the last train,
and all day Saturday and Sunday on trains arriving or
departing Center City Philadelphia stations. Disabled
fares for Transit and Regional Rail will be valid at all
times. The Independence Pass, good for one day of
travel on all SEPTA services, will now cost: Individual,
$11* (*Add $5 per trip for Regional Rail travel to/from
New Jersey) and Family, $28* (Add $15, per trip for Regional Rail travel to/from New Jersey). For SEPTA purposes, a family may include up to five persons; however, only two may be over the age of 18. For further
details, please go to SEPTA’s website: www.septa.org.
A $300 million capital budget was approved but reflected a $110 million reduction because of cuts in state
funding brought on by the federal rejection of Pennsylvania's effort to convert I-80 to a toll road to raise transportation funds. This means that 22 projects, including
new "smart card" fare technology, rehabilitation of the
City Hall subway station, and extension of the MediaElwyn Line to Wawa have been deferred. Those cuts
may be restored if the state legislature comes up with
funding.
WASHINGTON, D.C. AREA
Member Steve Erlitz’s email said it all: “The End of An
Era.” This refers to the retirement on May 31 of the last
CSX Ticket Agent at MARC’s (1907) Brunswick station.
Barb Eichelberger began her career with the Western
Maryland Railway, which was later absorbed into the
Baltimore & Ohio, and eventually became CSX, 42
years ago, at the age of 18. Barb plans to spend more
time with her grandchildren and tending to her garden.
Her supervisor was quoted as saying “CSX is a freight
system, and that is where the money is.” Commuters
will now have to purchase their tickets from a vending
machine or at Washington Union Terminal. Steve
wanted you to know that technically there will still be
one staffed station other than the Amtrak stations.
Odenton has two shifts since MTA MD feels the machines are to slow for the volume of traffic. Both are
(Continued on page 12)
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MARC/MTA employees. Thanks also to The Baltimore
Sun for this report.
VRE riders were warned that they could experience
delays with their Tuesday, June 1 commute due to CSX
replacing an old bridge with a new one that can support
two tracks. Here are the details on this project. CSX has
been working to install a third mainline track between
Alexandria and Franconia/Springfield. Just south of Alexandria, the tracks go over the NS tracks using two
bridges. One bridge has one track, while the second
bridge has the space for two tracks, it can only support
one track. CSX cut out the old bridge and slid the new
bridge into place. Ultimately, the third track will help
ease capacity constraints on the Fredericksburg Line by
allowing passenger trains to pass slower freight trains in
the area.
As a result, the Fredericksburg Line only operated
three rush hour trains in each direction. AM Trains
#300, 304, and 308 had extra cars to help with crowded
conditions, and the same was true for PM Trains #303,
307, and 311. All terminated/originated their trips at
Franconia/Springfield. Free transfers to/from Metrorail
were provided by showing a VRE ticket to the Metro
attendant when entering and upon exiting.
All Manassas Line trains terminated/originated at a
temporary station area in the Norfolk Southern train
yard near the Van Dorn Street Metro station (just north
of the Backlick Road station). From there, passengers
had the option of walking or using DASH shuttle buses
to Van Dorn. The same free transfer arrangements were
available. Midday and reverse peak Manassas trains
were canceled.
According to several emails received in mid-May, Keolis Rail Services America, the U.S. subsidiary of a
French firm, had difficulties filling all of the positions that
it needs in order to take over operation of Virginia Railway Express on June 28. Although it had offered jobs to
all current T&E (train & engine) employees who presently work for Amtrak, Amtrak has also done so. On
May 20, VRE CEO Dale Zehner asked Amtrak to continue operating the trains for at least several weeks past
June 28. Amtrak CEO Joe Boardman said he wants to
ensure VRE passengers are not negatively impacted by
Keolis' inability to start operations. “However, if Keolis is
unable to meet its contractual obligations, then VRE
should re-bid the contract. Amtrak is doing its part to
facilitate a smooth transition, acting promptly and without delay to requests made by VRE and Keolis on a
variety of issues, including setting up locomotive Engineer and Conductor qualification training on dates of
their choosing.”
VRE sent out an email advisory on May 27 to bring
riders up to date. A history of the RFP process was provided and VRE reported that “at the request of their Op12

erations Board, Keolis made a concerted effort to hire
the current VRE T&E crews. All but one of them opted
to stay with Amtrak. New crews are being hired, and
they come from a variety of backgrounds, both passenger and freight. Many of them have experience on the
VRE territory, while others are coming from other commuter rail agencies that are decreasing their service
and furloughing employees. All of them are experienced
railroad personnel who are truly looking forward to serving VRE and its riders.”
An email sent out by CEO Zehner on June 10 informed riders that VRE has been meeting monthly with
the Federal Railroad Administration, Keolis, Amtrak,
CSX, and Norfolk Southern. As part of this process,
several contingency plans were developed in the event
that Keolis was not ready to assume full service on
June 28. VRE elected to implement one of those plans
and was finalizing arrangements. Under that plan, Amtrak remained VRE’s operator for an additional two
weeks until July 9. Mr. Zehner would have preferred to
delay making this decision so he could better assess
Keolis’ readiness, but Amtrak imposed a deadline of
June 9 for any contingency plan that involved Amtrak. In
the interest of riders, he opted to exercise the contingency plan by Amtrak’s deadline so that there would be
no question that VRE trains will operate full service on
June 28. Steve Erlitz reported that a co-worker told him
that as late as 8 PM June 13, VRE had been training/
qualifying the new Veolia crews on light trains all weekend.
Keolis was expected to be ready to operate much, if
not all, of the VRE service by June 28, and VRE preferred what is known as a “soft start” or “staggered
start” of service on that date, with the Fredericksburg
Line operated by Keolis and the Manassas Line operated by Amtrak. The Fredericksburg line was considered the better line for Keolis to begin operations because the firm has employed several Engineers and
Conductors who have operated trains over the line during their careers, both with Amtrak and CSX. When
VRE started operations in 1992, the Manassas Line
started in June and the Fredericksburg Line started in
July. Thanks to Bob Hansen for some of the details in
this report.
CHESTERTON, INDIANA
The Northern Indiana Commuter Transportation District announced on May 20 that it was temporarily reducing the standard length of its trains to undertake an
accelerated repair program to repair hairline cracks
found in some rail cars that involve a mechanical assembly that connects the car body to the truck. NICTD
reported: “there are four of these anchor rod assemblies
on each car (2 per truck). The cracks were found on the
1982 cars and are the result of normal fatigue stresses
associated with age. These assemblies were tested as
part of the mid-life rehabilitation program and found to
(Continued on page 13)
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be without defects. However, given the 28 years of service on the assembly some fatigue damage was showing up in recent detailed inspections. If left unchecked,
the cracks could propagate and present a derailment
hazard. NICTD finished the fleet inspection last night
and will begin making the repairs today. It may take several days to work through the 1982 fleet. In the meantime NICTD wants to assure our riders that their safety
is our highest priority and we will work as quickly as
possible to return the entire fleet to active service.”
CHICAGO, ILLINOIS
The 5000-series test train that entered service on the
Green Line on May 17 (June Bulletin), was withdrawn
from service on May 27 to install a modification to the
braking system. Bombardier, which is producing these
cars, has been working on a fix that will improve the
operation of the brakes. Although the test trains have
not experienced any failure, under certain conditions a
component was found to be affected by vibrations,
which over time could result in a temporary loss of friction brake. This issue was to be resolved within a few
weeks.
Security screening of passengers and carry-on bags
came to Chicago Union Station on May 27. Amtrak police have conducting random inspections along the
Northeast Corridor for a while. Thanks to Robert Hansen for these reports.
MINNEAPOLIS, MINNESOTA
On June 23, the Metropolitan Council was scheduled
to award the third of seven contracts valued at just over
$200 million for the Central Corridor Line, which will
connect the Twin Cities. This contract will build 6.9
miles of track from downtown St. Paul to Westgate, including 14 stations. Future contracts will complete the
remaining 7 miles to link up with the Hiawatha LRT at
Target Field and Northstar Commuter Rail.
DENVER, COLORADO
Here are two reports from member Pete Donner.
“Except for the track used by Amtrak's California
Zephyr, the remaining tracks at Denver Union Station
have been removed, although the platforms remain in
place. This is part of the RTD FasTracks plan to construct a multi-modal transportation facility at Union Station.”
Light Rail Route G, which operated between the Nine
Mile and Lincoln stations, was discontinued since Pete’s
last visit two years ago. (The actual date was May 9,
2009.) This route served as a shuttle between those two
suburban terminals on the Southeast line. Mainline
Routes E, F, and H continue to provide service to/from
Downtown Denver, although a transfer at the Southmoor station is now required for travel between stations
on the E and F line to/from stations on the H Line.
PORTLAND, OREGON
13

A groundbreaking ceremony was held on May 17 for a
new Blue Line MAX station at Civic Drive in Gresham.
When completed this Fall, it will be the 85th station in the
system.
Service cuts and fare increases were approved by the
TriMet Board on May 26 to take effect on September 1
for fares and September 5 for the service cuts, which
largely affect buses. The only changes for MAX light rail
service are that evening and weekend headways will
increase from 15 to 17 minutes and early morning and
late evening headways will be adjusted by about four
minutes. Westside Express Service will not change. The
following fares will change: 5-cent increase for Adult,
Honored Citizen, and LIFT tickets, $2 increase for the
Adult and LIFT 1-Month Pass, and $1 increase for Honored Citizen 1-Month Pass. The 1-Day Pass or Youth/
Student tickets and passes remain unchanged.
MONTREAL, QUEBEC, CANADA
The Montreal Gazette reported that Agence Metropolitaine Transport (AMT) will end service to the terminal of Rigaud on July 1. This came about as a result of
the town ending its financial support for the train, which
would have required an increase from C$160,000 to
C$300,000 annually. AMT asked for the additional funds
because Rigaud is not part of the Montreal Metropolitan
Community, which helps finance the agency via property and gas taxes. Because there is only one inbound
and one outbound train, few passengers ride from that
station, and Rigaud decided to let the service end.
Trains will now terminate one station closer at Hudson,
which is part of the community and has the same level
of service. Rigaud is negotiating with a bus operator to
transport commuters from Rigaud to AMTs Vaudreuil
station, which is two stops closer to Montreal and is
served by 13 trains in each direction.
BANGKOK, THAILAND
On May 31, and continuing through June 4, members
of the public were invited to ride test runs on the Airport
Link. The test ride ran from the Phaya Thai station to
Suvarnabhumi Airport without any intermediate stops on
20-minute headways, with trips taking about
25 minutes. Thanks to Todd Glickman for this news.
FROM THE HISTORY FILES
30 Years ago: On July 1, 1980, coordinated with a fare
increase, the Long Island Rail Road included New York
Penn Station, Flatbush Avenue, Hunterspoint Avenue,
and Long Island City in the same fare zone. This remains in effect today.
20 Years ago: In July, 1990, six PATH “K” cars were
reefed in the Atlantic Ocean. Their trucks had been
shipped to Philadelphia, where SEPTA installed them
beneath six Market-Frankford “Almond Joy” cars. They
were then assigned to the Norristown Line, supplementing ex-Chicago Transit Authority 6000s due to an equipment shortage that ended with acceptance of the N-5s.
News items and comments concerning this column may be
emailed to NYDnewseditor@aol.com.
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PEAK HOUR FARES
by Randy Glucksman
This article was originally written several months ago, but
due to space limitations, it was deferred. Since that time,
there have been several significant changes which are outlined below.
Transit agencies that operate “Peak” and “Off-Peak”
trains are few in number, so I thought this would be an
interesting subject, which I briefly touched on in the
May, 2008 Bulletin in an article entitled TICKET SURCHARGES. My research has found that charging more to
ride in the “Peak” hour, in the “Peak” traffic direction is a
phenomenon found only in Boston (MBTA) and New
York (LIRR and Metro-North). The hours when higher
fares are in effect are typically from 6 to 9 AM for trains
arriving at the city center and for departures between 4
and 7 PM on weekdays. Exceptions are made for federal and state holidays as well as certain holiday weekends, e.g. the days following Thanksgiving and Christmas when the Long Island Rail Road and Metro-North
charge off-peak fares.
Through the years there have been some changes
such as what took place on October 1, 1990, when the
Long Island Rail Road and Metro-North extended their
evening peak hour from 7 to 8 PM. This was done to
take advantage of ridership growth that had taken place
during that hour to increase revenue collection. Another
change occurred on March 1, 2005, when due to signifiOPERATOR
MBTA

LIRR

cant increases in reverse peak ridership, Metro-North
began charging peak fares on all departing trains from
Grand Central Terminal from the start-up of service
(5:35 AM) until just before 9 AM.
NJ Transit went the other way on June 1, 2007, when
it changed its AM peak hour starting time from 6:30 AM
to 7 AM. With the May 1, 2010 fare increase, off-peak
tickets were discontinued, although those in circulation
continue to be accepted. Since Metro-North still sells
off-peak tickets, they can be used from Metro-North
controlled stations to Secaucus Junction, Hoboken, and
New York Penn in both directions. The current Main/
Bergen Co. and Pascack Valley Line timetables still denote peak and off-peak trains.
Effective July 1, 2010, SEPTA revised its policy,
which, until that date, had followed the patterns of the
other transit agencies listed below. The change was
major, in that all trains that arrive or depart from the
three Center City Stations (30th Street, Suburban, and
Market East) between 4 AM and 7 PM on weekdays are
subject to what are called “Weekday” fares. The offpeak discounted fares that had formerly been accepted
during middays have been named “Evening & Weekend.” Please see the article on page 11 for details.
This data is based on timetables that were in effect as
of July, 2010.

HOURS

TERMINAL

HOURS

TERMINAL

6:10-9:49 AM

South Station

3:45-6:38 PM

South Station

6:14-9:32 AM

North Station

4:00-6:45 PM

North Station

6:08-9:56 AM

New York Penn Station

4:15-7:54 PM

New York Penn Station

6:17-9:56 AM

Atlantic Terminal

4:16-7:56 PM

Atlantic Terminal

5:40-9:59 AM

Grand Central Terminal
(Arriving)

4:02-8:00 PM

Grand Central Terminal (Departing)

5:35-8:55 AM

Grand Central Terminal
(Departing)

N/A

N/A

7:06-9:18 AM

Hoboken

4:15-7:02 PM

Hoboken

Metro-North

NJ Transit from
Metro-North Stations
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MONTHLY COMMUTER RAIL FARES
by Randy Glucksman
Albuquerque, July 14, 2006 (Rail Runner), Nashville,
September 18, 2006 (Music City Star), Oceanside,
March 9, 2008 (Sprinter), Salt Lake City, April 28, 2008
(Front Runner), and Minneapolis, November 16, 2009
(Northstar). The latter does not offer a discounted
monthly fare, so the amounts that appear are calculated
on purchasing one-way tickets for 22 workdays per
month (total = 44) at a fare of $7 per trip from Big Lake.
Since there are no 25-mile stations, I used Elk River (30
miles), $5.50 and Anoka (20 miles) $4.00. Therefore, it
is not a surprise that its fare structure earned a tie for
third place with CDOT. MTA MD, which has not raised
fares since July 1, 2003, is still looking to hold the line
on any increase for this year.

Last published in the August 2005 Bulletin, this table
has been updated to include recent fare increases
(shown in bold) and has been expanded. As you can
see, commuting in the New York metropolitan area is
the most expensive in the United States. Sample fares
were selected from stations approximately 25 and/or 50
miles if available, from the major city served.
The most recent increases are: NJ Transit – 25%
(May 1), NICTD – 2% (June 1), and SEPTA – 8% (July
1). For the moment, it appears that the information in
the table below will remain stable until possibly later this
year or early next year when CDOT raises fares after
the M-8s enter service.
Also added are the new operations which began in
Ranking

UNITED STATES MONTHLY COMMUTER FARES

2010

2005

TRANSIT AGENCY/
FAMILIAR NAME

1

2

NJ Transit

2

3

MTA-Metro-North (East)

MAJOR AREA(S)
SERVED
New Jersey

1

CDOT/Metro-North

n/a

Metro Transit

EFFECTIVE
DATE

Princeton Jct. (Zone
19)

$414.00

5/01/2010

Metuchen (Zone 11)

$308.00

Garrison (Zone 7)

$330.00

25

Tarrytown (Zone 5)
Fairfield (CDOT)

$243.00
$308.00

26

Port Chester (Zone 14)

$226.00

Big Lake

$308.00

30

Elk River

$242.00

27

New York

52

New York

51

Connecticut
4

MONTHLY

48

New York

3

STATION

MILES

Minneapolis

40

Northstar Commuter Rail

20
5

5

Metro-North (West)

New York

Port Jervis Line
6

4

MTA-Long Island RR

Anoka

$176.00

Salisbury Mills

$306.00

n/a

n/a

Smithtown (Zone 10)

$306.00

Hicksville (Zone 7)

$232.00

Mission Viejo

$294.50

Fullerton

$175.25

Fredericksburg

$285.50

Woodbridge

$148.30

n/a

n/a

28

Nanuet

$244.00

Fitchburg

$250.00

26

Lawrence

$223.00

Tracy

$233.00

22

Pleasanton

$179.50

23

Beverly Shores
East Chicago

$218.70
$144.95

50
n/a

New York

49
25

7

11

Southern California Regional Rail Authority

Los Angeles

50

Metrolink
8

10

Virginia Railway Express

26
Washington, D.C.

54
24

9

6

MTA-Metro-North (West)

New York

n/a

Pascack Valley Line
10

12

11

14

12

9

Massachusetts Bay Transportation Authority
San Joaquin Regional Transit Authority
Altamont Commuter Express
NICTD
South Shore Line

Boston

50

San Jose

49

Chicago

50

6/17/2009
1/01/2005
6/17/2009
11/16/2009

6/17/2009

6/17/2009

8/01/2009

6/29/2009

6/17/2009

1/01/2007

2/02/2009

6/01/2010

(Continued on page 16)
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Ranking
2010

2005

13

13

14
15

7
8

UNITED STATES MONTHLY COMMUTER FARES
TRANSIT AGENCY/
FAMILIAR NAME
Peninsula Corridor Joint
Powers Board
Caltrain
Maryland Transit Administration
MARC
SEPTA

MAJOR AREA(S)
SERVED

MILES

San Francisco

MONTHLY

San Jose
Redwood City

$205.50
$112.75

1/01/2009

Brunswick
Dorsey
n/a
Exton (Zone 5)
Oceanside
Solana Beach

$200.00
$150.00
n/a
$191
$182.00
$170.00

7/01/2003

$178.20
$116.10
$175.00
$121.00
n/a
$162.00

2/01/2008

$162.00

4/28/2008

28

Fox Lake
Wheaton
New London
Old Saybrook
n/a
Everett
Pleasant View
Clearfield
n/a
Martha

n/a
$160.00

9/18/2006

Delray Beach
Ft. Lauderdale

$100.00

6/01/2009

24

n/a
$105.00

9/14/2009

27

n/a
Richland Hills
Santa Fe Co.
Las Lunas

$100.00
$50.00

7/14/2006

29

48
25

Washington, D.C.

49
25

Philadelphia

n/a
26

16

17
18
19
20
21

22

23

24

16

North County Transit District
Coaster

San Diego

Seattle /Tacoma

South Florida Regional
Transportation Authority
Tri-Rail

Miami

18

Ft. Worth Transportation
Authority and Dallas Area
Rapid Transit
Trinity Railway Express

Ft. Worth - Dallas

n/a

Mid-Region Council of Governments
Rail Runner

Albuquerque

n/a
n/a
n/a
n/a

17

42
26

Northeast Illinois Regional
Commuter Railroad Corp.
Metra
Connecticut DOT
Shore Line East
Sound Transit
Sounder
Utah Transit Authority
Front Runner
Nashville RTA
Music City Star

15

Chicago

49
25

New Haven

51
33
n/a
34

Salt Lake City

44
26

Nashville

n/a

48

n/a

52

New York City Subway Car Update
(Continued from page 7)

which it was shifted to East New York for “burn-in,”
along with the rest of its sisters, by May 13. After a short
delay (due to personnel training) the first train of Option
II R-160A-1s, cars 9943-50, entered service on J on
May 3, 2010. The second train (9951-8) followed exactly a week later on May 10 and as of May 15 both
have remained almost exclusively on J (with one appearance noted on M on May 14), and have also been
kept separate from the rest of the R-160A-1s (83778652) so far. In addition to this, the CBTC-equipped R160A-1s intended as supplements for the R-143s on L
have again been making regular appearances on J/Z
and M since about April 19.
As of May 15, 2010 deliveries totaled 372 R-160A-1s,
630 R-160A-2s, and 660 R-160Bs for a complete, combined quantity of 1,662. Of the overall total as of April
17, 356 R-160A-1s were in service at East New York on
J/Z, L, and M; 60 R-160A-2s plus 420 R-160Bs at
16

EFFECTIVE
DATE

STATION

7/01/2010
7/01/2009

1/01/2005
6/01/2007

Coney Island on N, Q, and W (for 480 total); and 580
R-160A-2s plus 220 R-160Bs at Jamaica on E, F, R,
and V for a combined total of 800.
News of the 60-Foot SMEE Fleet (End of the R-32s
at Jamaica)
The first Phase I R-32 train since March 3 reappeared
on A on May 6, being a 10-car set of those nominally
assigned to C. On Friday, May 7 Jamaica’s Phase I R32s made their final appearance on V in two consists:
N-3428/9-3377/6-3606/7-3672/3-3933/2-S and N3371/0-3523/2-3510/1-3650/3767-3473/2-S. Over the
following weekend all 26 cars (3370/1, 3376/7, 3428/9,
3472/3, 3500/1, 3510/1, 3522/3, 3606/7, 3650/3767,
3672/3, 3804/5, 3928/9, and 3932/3) were transferred
to 207th Street, where they were set aside for inspection
before re-entering passenger service. Rearranged but
still together, the two Jamaica “alumni” trains then
started running on A on Friday, May 14 as follows: N3522/3-3429/8-3500/1-3805/4-3707/6-S and N-3370/13672/3-3933/2-3472/3-3767/3650-S. This also marked
(Continued on page 17)
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the overall renewal of Phase I R-32 use on A on weekdays, with the R-32 fleet now at 207th Street expected to
remain in place for several years to come. The ten
Phase I R-32s that have been assigned to Coney Island
since September, 2009 to support service during reconstruction of the Brighton Line (3445/3468, 3520/3891,
3610/1, 3726/7, and 3820/1) are expected to remain
there for the time being.
Ten of the 26 Phase I R-32s removed from Jamaica
on May 8, 2010 (3472/3, 3500/1, 3522/3, 3606/7, and
3672/3) had been running there since delivered from
GOH by Morrison-Knudsen, the pair of longest tenure
identified as 3500/1, which arrived on August 17, 1988.
Morrison-Knudsen-rebuilt R-32s of both the Phase I and
Phase II variety were a staple of the Queens Boulevard
Line for many years between 1988 and 2008, initially
being used on G and R before coming to dominate E
and divide F with R-46s starting in late 1990 (as well
as continuing to see spot duty on R). As the R-160s
were delivered from mid-2008 to mid-2009 the R-32s of
Jamaica were gradually replaced, first the Phase IIs as
replaced by Morrison-Knudsen-overhauled R-42s (and
later, in turn, by R-160s), then the remaining Phase Is,
most of which were displaced to A and C in January
2009, with some of the rest being attrited through September, 2009 and reefed. What remained of the Jamaica R-32s were shifted from E and F to V (and still
used on R) in July, 2009, with the final 26 Phase Is being used continuously on weekdays through May 7,
2010, but having departed R in December, 2009. GOH
version aside, the R-32s’ final reassignment from Jamaica to 207th Street marks an end to 33 continuous
years of service on the Queens Boulevard Line, reaching back to their initial transfer from Coney Island in
May of 1977 as delivery of the R-46s was ongoing.
The 75-Footers of MTA New York City Transit (R-44,
R-46, R-68, R-68A)
The transfer of R-46s to Pitkin has continued as the
last several trains of R-160s entered service at Jamaica, each of which in turn precipitated the retirement
of additional R-44s. On April 19, R-46s 5806-9 and
5886-9 went to A, followed by 5930-3 with 6082-5 by
May 3 and 5890-3 with 6110-3 on May 10. At the same
time, the final, overall assignment split for the R-46s
was deemed to be 340 at Jamaica (5482-5821) and
412 at Pitkin (5822-6207 and 6208-6258 even), so cars
5798-5813 were actually sent back from Pitkin to Jamaica and will remain there. As had been the case for
the R-38s in late 2008 and early 2009, the quantity of
remaining R-44s nose-dived quickly in the spring of
2010, from 264 on March 16 to 232 as of March 31, 192

17

on April 30, and now 164 as of May 15, 2010. There
was still no resolution on the question of their ultimate
disposition, however, so as they are withdrawn R-44s
continue to accumulate at various yards around the system (207th Street, Pitkin, Concourse, and Coney Island)
as the 60-footers did before them.
R-44 Retirements
The following were taken out of service through May
15, 2010:
April,
2010:
R-44
5226/5227/5229/5228,
5268/5269/5271/5284,
5272/5273/5275/5274,
5278/5279/5281/5280 withdrawn from Pitkin (A)
M a y,
2010:
R-44
5222/5223/5225/5224,
5328/5329/5331/5330, 5442/5443/5445/5444 withdrawn
from Pitkin (A).
The R-44s of MTA Staten Island Railway
“A” car 430 and “B” car 419 were the last two Staten
Island R-44s still undergoing overhaul at Coney Island
Shops as of May 15, 2010. Completed and returned to
Staten Island as of the same date were “A” cars 432
and 444 along with “B” car 411, which raised the overall
number of completed Staten Island R-44s to 61 cars.
Given the ongoing retirement of those assigned to A
this is most ironic, but sufficient work had been completed, and the structural integrity of the Staten Island
fleet sound enough, to persuade MTA management to
leave this fleet in service and intact for the next few
years, until such time as they can be replaced with new
equipment. Surprisingly, the shell of “A” car 402 remained at 207th Street after reportedly being turned
away from the final barge in April, and it will reportedly
now be folded into the same disposition “package” as
the NYCT R-44s.
The End of Reefing—Corrected!
In a marked difference between what was “supposed
to” happen with disposition of the final barge (Number
29A) and what actually took place, continued uncertainties about the content and fate of the R-44s led to the
last-minute exclusion of Staten Island shell 402 from the
final shipment of cars to the Del-Jersey-Land Reef in
Delaware. In turn the barge did not depart on Thursday,
April 15, but left 207th Street on Saturday, April 17 with
the other 24 cars indicated in last month’s listing, and
repeated thusly: Former revenue car 0R722 (originally
R-22 7490); World’s Fair R-33S 9339; R-30 8337;
Phase I R-32s 3742 and 3743; slant R-40 4272; R40Ms 4474 and 4475; and Morrison-Knudsenoverhauled R-42s 4568, 4569, 4574, 4575, 4610, 4611,
4614, 4615, 4622, 4623, 4676, 4677, 4694, 4695, 4750,
and 4751. Also contrary to the earlier report, the Weeks
Marine crane did not immediately follow the final barge
on April 17, but had in fact departed 207th Street by May
1, now leaving absolutely no hint of the barge-loading
activities of the past decade.
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Around New York’s Transit System
New Subway Maps
In June, New York City Transit distributed 1½ million
copies of a new simplified subway map, the first big
change in more than a decade. Because there are so
many subway lines, Manhattan is taller and more than
30 percent wider than the old subway map, while Staten
Island is shrunk in half. The service guide at the bottom
of the map is eliminated and the other three boroughs
are expanded to fill the space.
In the 1979 map, NYC Transit wanted geographical
accuracy and it showed most curves so that passengers
would not be confused when they ascended to the
street. In a few years, the map became overcrowded
with ferries and rectangles showing bus connections.
The new map is less cluttered. It should be easier to
read because the rectangles showing bus connections
are much smaller. The service guide was omitted because weekend schedules are changed frequently due
to construction.
The maps displayed in subway cars have less clutter.
Neighborhood names, parks, ferries, and bus connections are omitted.
Six million copies a year will be printed.
Old Staten Island Locomotive Sold to Catskill Railroad
Four new diesel locomotives were delivered recently
to Staten Island Railway. In the previous issue, Marc
Glucksman described a fantrip and showed pictures of
the new locomotives.
Two old locomotives were returned to NYC Transit
and the other two were sold for just over $2,000 to
American Railway Technologies, Incorporated, a preservationist group that sells old trains to other organizations. Locomotives 407 and 821 were built in 1946 and
1942 respectively by the American Locomotive Company. They are in good condition, but starting them is
very difficult.
Locomotive 407 was in service on the Long Island Rail
Road until it was transferred to Staten Island in the early
1970s. It was sold to the Catskill Mountain Railroad, a
scenic railroad that transports about 10,000 passengers
each season on a 14-mile round trip. Because this locomotive is larger than the locomotive it replaces, the railroad can couple a red caboose at the rear of the train.
The other locomotive, which probably left Clifton Shop
in June, was not bought by any other railroad.
Old Staten Island stations are also preserved. The old
New Dorp and Annadale stations are exhibited in Historic Richmond Town. The Director hopes that someone
will donate one of the original Staten Island electric
cars.
Why Do Subway Signals Differ from Traffic Lights?
A recent New York Times article answered the ques18

tion
of
why
subway
signals,
which
are
Green/Yellow/Red (from top to bottom) are the opposite
of traffic lights. The source for this reply was Antonio
Cabrera, assistant chief officer for track engineering at
MTA New York City Transit.
The history is that in the days before electricity, railroads used wooden semaphore arms attached to poles
which indicated whether the train could proceed or
should stop. If the arm was straight up, the track was
clear, if it was horizontal, it meant “stop.” Later on, railroads added colored disks which were illuminated by
kerosene lamps, and subsequently by electricity. Disks
were arranged so that when the semaphore arm was in
the vertical position the green disk was illuminated, and
when the arm was in the horizontal position, a red disk
was lighted. When the semaphore arms were removed,
the colored disks were kept.
Bronx Zoo Wrapped Train on 42nd Street Shuttle
On June 3, member Randy Glucksman observed a
train of R-62A cars, Grand Central-1935-1933-19521946-Times Square, wrapped for the Bronx Zoo. He
believes this is the first time a wrapped train has been
on Track 3; usually they are on Track 1. Here is one of
the cars:

First Flushing Line Extension TBM Reaches its Destination
The first of two Tunnel Boring Machines carving out
tunnels for the Flushing Line extension reached its destination under the Port Authority Bus Terminal in midJune. The second is expected to get there by the end of
July. The TBM traveled 4,661 feet from its launch point
at W. 26th Street and 11th Avenue. Both TBMs will be
partially disassembled at their destination, then backed
up to the launch point and removed.
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TWO RIVER TUNNELS OPENED 90 YEARS AGO
With the opening of the Montague Street
Tunnel and the 60th Street Tunnel on August
1, 1920, BRT service was increased. Under
the old schedule, Brighton riders were allowed a one-seat five-cent ride only as far as
Park Row. Starting 2 AM August 1, 1920
through service was operated on the Brighton Line from Coney Island through lower
and midtown Manhattan to Queensborough
Plaza.
The following service was operated before
and after August 1, 1920:
UNTIL AUGUST
1, 1920

STARTING AUGUST 1, 1920

Fourth Avenue
Local

86th Street to
Chambers Street

86th Street to
Queensborough
Plaza

Broadway
Local

Whitehall Street
to Lexington
Avenue

Production Manager:
David Ross

Brighton Local

Coney Island to
Queensborough
Plaza (non-rush) or
57th Street (rush)
via tunnel

©2010 New York
Division, Electric
Railro a d e rs’
Association,
Incorporated

Coney Island to
Park Row via
Franklin Avenue
Shuttle and Fulton Street; rush
hour short-turns
Fulton Ferry to
Kings Highway

Brighton Express

—

Kings Highway to
Times Square via
bridge (rush hours)

Franklin Avenue Shuttle

—
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LINE

Franklin Avenue to
Prospect Park
(cold weather);
Franklin Avenue to
Coney Island
(probably spring
and summer)

Wooden cars continued operating on the
Franklin Avenue Shuttle until they were replaced by steel cars on July 5, 1927. Steel
1

clearance trains operated on the Franklin
Avenue Shuttle on May 7 and 9, 1924. The
next day Franklin-Chambers expresses
started running from May to September on
warm, sunny Saturday afternoons and Sundays. Trains in this service made express
stops on the Brighton Line to Coney Island,
after which they operated on the Sea Beach
middle. Trains stopped at 59th Street, 36th
Street, and Pacific Street, bypassed DeKalb
Avenue and Myrtle Avenue, crossed the
Manhattan Bridge, and terminated at Chambers Street.

MANHATTAN BRIDGE SERVICE
The tracks are located on both sides of the
bridge, which tilts slightly with each passing
train. Eventually, the steel cracks and the
rivets become loose. For several years, there
was more service on the north side of the
bridge and it developed a permanent set.
The bridge was in good condition until a
cracked girder was discovered in 1953. Repairs were made frequently while trains were
rerouted via tunnel. Rehabilitation was completed in 2004 and the bridge is apparently in
good condition.
The following lines were operated on the
bridge:
DATE

LINES OPERATED
North Side

South Side

June 22,
1915

No service

Fourth Avenue
Local
Sea Beach Express

June 23,
1916

No service

Fourth Avenue
Local
Sea Beach Express
West End Express
(Continued on page 4)
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A HISTORY OF THE R TRAIN
by George Chiasson
(Continued from July, 2010 issue)
1902 1000-series “arch roof” convertible cars appeared
on the Fifth Avenue Line, followed by 1200-series enclosed “gate cars” in 1903 and 1400-series “gate cars”
in 1907. This was BRT’s final new rolling stock acquisition for its elevated lines, as the company then concentrated its resources on the development, introduction,
and expansion of steel subway cars in the advent and
later execution of the Dual Contracts.
Train consists on Fifth Avenue did not exhibit much
change in the immediate aftermath of the Fourth Avenue Subway’s opening in 1916, but by the time service
commenced up the Broadway Line in Manhattan in
1920, the Sea Beach and West End trains were gone
and Fifth Avenue El ridership was off measurably. Train
lengths were evidently reduced as a result, with many
of the 1000-series convertible cars being transferred to
the Eastern Division, where wooden cars remained a
staple of operations. In April of 1923, trailers 1-21 and
motors 1400-39 were transferred to the new Queens
shuttle service and all remaining 1200- and 1400-series
motor cars, and some of the 1-271-series trailers, were
taken away from the Fifth Avenue El and shifted to
Eastern Division routes. By 1927 a few of the 1200s
were back, having been released from the Eastern Division routes as all-steel replacements arrived. And so
things stayed until the June, 1940 discontinuance of the
Fifth Avenue El, with all but rush hour service after October, 1934 consisting of a lone shuttle car between 65th
Street-Bay Ridge and 36th Street, which, according to its
photos, was often a 1000-series convertible.

ORIGIN OF THE R TRAIN, PART I
(CONTINUED): FIFTH AVENUE EL ROLLING
STOCK (1888-1940)
As service started in November, 1888, the Brooklyn
Elevated Railroad assigned a portion of its steam-drawn
coach fleet (numbered 1-108) to the Hudson (later Fifth)
Avenue Line, drawn by diminutive 0-4-4T Forney type
locomotives. Judging by the photos of this era that survive, it appears that the steam engines ran boilerforward heading toward the Brooklyn Bridge and tender-forward on the outbound journey. Extensive switchback installations were also in place at Sands Street,
both before and after its 1895 rebuilding, to accommodate relay moves. In 1891 the Brooklyn Elevated added
cars 310-29 from the Pullman works, and then as service was extended to 65th Street-Bay Ridge in 1893,
Seaside & Brooklyn Bridge coaches 330-89 were added
to the fleet and together all remained into the initial BRT
era. By July 3, 1899 most of these cars had been electrically equipped (some as motors, the remainder as
trailers), and on August 17 all Fifth Avenue El operations were electrified.
Over the next decade, more electric cars were added
to BRT’s overall fleet and some naturally wound up in
service on the Fifth Avenue El. First to come were
Brooklyn Union Railroad cars 436-40 and 450-99 (as
motors) in 1891. In 1902, BRT consolidated the inherited fleet serving its Brooklyn El system, and renumbered the electric motors under a loose, common pattern between 412 and 449. The 271 surviving nonelectrified trailers continued to carry their original numbers at first, being joined by open cars 3200-32 every
summer between 1899 and 1905. These were originally
built for the Brooklyn, Bath & West End and the New
York & Sea Beach excursion lines and were never electrified. From 1901 to 1905 the balance of BRT’s initial
fleet was converted from steam-hauled coaches to electrified trailers numbered 1-271, while the motor cars
were renumbered from the 400– and 500-series to the
600-940 group. All were finally assigned on the basis of
Eastern Division (East New York) or Southern Division
(36th Street) by 1907, with Fifth Avenue and 6-55 (as
trailers) in 1900. In 1902, BRT consolidated the inherited fleet serving its Brooklyn El system, renumbered it
under a common pattern, and assigned it on the basis
of Eastern Division (East New York) or Southern Division (36th Street). Fifth Avenue, Culver, and West End
equipment was based out of the latter. “Standard” trailers (1-271 series) being allocated along with 633-682and 700-758-series motor cars. As service was expanded further BRT added more rolling stock, and in

ORIGIN OF THE R TRAIN, PART II: THE DUAL
CONTRACTS AND THE FOURTH AVENUE
SUBWAY (1906-1940)
Under the “Tri-Borough Plan” of 1906, the City of New
York’s Board of Rapid Transit Railroad Commissioners
embarked on the installation of a totally new subway
line down the length of Fourth Avenue in Brooklyn, almost entirely parallel to the Fifth Avenue El and capable
of much greater capacity and speed. As initially conceived, the Fourth Avenue Line was assumed to be part
of the budding Interborough subway system (IRT), as a
logical expansion of its Contract II route into Brooklyn
(the present “Eastern Parkway Line” from Bowling
Green to Atlantic Avenue). In fact, there remains to this
day some unused provision for this purpose in the area
of the Nevins Street station. As time went on and the
Rapid Transit Commissioners were succeeded by the
Public Service Commission in 1907, this “assumption”
was eradicated, with the centerline and vertical clearances modified to not only accommodate IRT’s existing
(Continued on page 3)
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complete Fourth Avenue Subway became a key element of its first Brooklyn subway route, along with the
Sea Beach alignment (the lightest-ridden of BRT’s four
surface lines to Coney Island), the Manhattan Bridge
(on which trolleys of the “Three Cent Line” were already
running between Flatbush Avenue and Fulton Street in
Brooklyn and Canal Street in Manhattan) and the newlyopened subway line beneath Centre Street in Lower
Manhattan. The Fourth Avenue Subway had by this
time already been more or less finished from the foot of
the Manhattan Bridge (on the Brooklyn side) to 43rd
Street, with provision included for access to the Culver
and West End Lines beyond its express station at 36th
Street. In 1912, as construction resumed, it proceeded
southward toward Fort Hamilton and included a gradeseparated physical connection to the Sea Beach Line
south of 59th Street (which also contained the aforementioned provision for a tunnel to Staten Island). Serious
modifications (resulting in tight curves and a stiff grade)
were also necessary to the join the ramps from the 36th
Street station to the existing South Brooklyn Railway
cut, so that the rock-lined tunnel between Fifth and
Sixth Avenues could be incorporated in the transition
section to the Culver and West End Lines.
By far most initial construction of the new BRT subway
involved transformation of the Sea Beach Line from its
excursion railroad and “country trolley” roots to a dedicated rapid transit right-of-way in the form of a massive
four-track open cut. Nevertheless it was accomplished
in fairly short order considering the scope of work and
on June 22, 1915 BRT’s new service was initiated from
Coney Island to Chambers Street in Manhattan via the
rebuilt Sea Beach route, the Fourth Avenue Subway
from 59th Street into the DeKalb Avenue station, and
then across the south tracks of the Manhattan Bridge
into the easterly tracks of the Centre Street Line. Short
trains of steel subway cars, also known as “Standards,”
were used and (initially) made all stops. The Three-Cent
trolleys, which had been using what would become the
southerly rapid transit tracks across the Manhattan
Bridge since 1912, were shifted to the upper level of the
structure and would remain in operation until 1929.
Apart from those initial subway trains from the Sea
Beach Line, the “Fourth Avenue Local” in familiar form
came into being on January 15, 1916 when the southerly extreme of the Fourth Avenue Subway was opened
from 59th Street to the 86th Street station. BRT’s second
subway route was thus established from 86th Street to
Chambers Street via the Manhattan Bridge, making all
stops en route. Concurrent with the implementation of
the Fourth Avenue Local, existing Sea Beach service
began using the middle express tracks in the Fourth
Avenue Subway from 59th Street to Pacific Street at all
times except overnights. Local subway trains from the
West End Line to Chambers Street joined the mix on
June 24, 1916, which also started running express

A History of the R Train
(Continued from page 2)

subway equipment but also the larger-scale suburban
rolling stock used by operators such as the Pennsylvania Railroad, whom the Commission was inviting to
compete with local companies for the operating rights to
its new routes. By the time the first construction contracts were actually let for the Fourth Avenue Subway in
1908 and work finally commenced in November, 1909,
the big railroads had not truly responded to the Commission’s competitive overtures, but the feign of such
had brought the local operators to the negotiating table.
First came IRT, which had some ideas of its own for
routes in Brooklyn that the Commission did not embrace, and, finally, the Brooklyn Rapid Transit Company,
with whom PSC ultimately brokered a deal under the
auspices of the New York Municipal Railway Corporation.
So evolved the “Contract Four” routes, better known in
collective fashion as (the BRT portion of) the Dual Contracts. This agreement between BRT and the City of
New York was to irretrievably change the face of rapid
transit in Brooklyn, and the Fourth Avenue Subway became one of its basic features. As originally devised
under the Tri-Borough Plan, the Fourth Avenue Subway
was to be linked to rapid transit trackage crossing the
Manhattan Bridge and continue west beneath Canal
Street to the West Side (this in addition to the existing
provision for its combination with the IRT subway in
Brooklyn). Ultimately these plans were superseded in
the Dual Contracts by connections not only with the new
Broadway Subway in Manhattan, but with a multiple of
routes on the Brooklyn side: the Montague Street Tunnel, the Brighton Line via Flatbush Avenue, and also the
West End, Culver, and Sea Beach Lines at various
points along Fourth Avenue. In the final plan, there was
even a built-in provision for connection to a tunnel under the harbor to reach Staten Island. Contracts for
completion of the Fourth Avenue Subway as far as 86th
Street were actually awarded in September, 1912, several months before the Dual Contracts became official,
and significant modifications were necessary to some of
the existing construction to make all of its new connections possible. Work was not completed until 1916, and
as it opened the Fourth Avenue Subway proved to be a
main transportation conduit linking the downtowns of
Manhattan and Brooklyn with developing outer
neighborhoods like Bay Ridge, Fort Hamilton, and Bensonhurst. Intended or not, the effect on ridership was
predictable, and in a fairly short time after its opening,
the Fourth Avenue Subway had overshadowed the existing Fifth Avenue Elevated in practicality and purpose.
It would only have been logical for BRT to start the
manifestation of its portion of the Dual Contracts by taking advantage of facilities already in the pipeline, if not
even under construction. And so it was that the partly-

(Continued on page 4)
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Island City, making every stop from DeKalb Avenue to
Queensboro Plaza en route for the length of the Broadway Subway and 60th Street Tunnel. At the same time,
the weekday Broadway Local from Whitehall Street
(which continued as a supplementary midday service to
the Fourth Avenue Local) was curtailed at 57th Street at
its north end. At Queensboro Plaza, Fourth Avenue Local trains originally used a crossover west of the station
to relay, and terminated at the lower level of the “north”
plaza, while Brighton Line service went upstairs. There
both connected with IRT’s subway and elevated lines to
Astoria and Corona, then also with BMT-operated versions of the same service that started in April, 1923. An
effort to improve connections between the various subway and elevated lines resulted in a brief track extension for BMT subway trains to a point several blocks
short of the Corona Line’s turn into the station at 33rd
Street-Rawson, which was placed in service on July 17,
1924. There they were able to relay, and always thereafter arrived on the upper level at Queensboro Plaza,
changed ends near Queens Boulevard, and departed
from the lower level. Off-peak train storage in the small
“yard” beneath City Hall was begun for the Fourth Avenue Local when it was relocated to the Montague Street
Tunnel in 1920, and as such a handful of Fourth Avenue
Locals from 86th Street originated or terminated at Canal Street before and after the rush hours. All Fourth
Avenue Locals were extended one additional stop to a
new terminal at 95th Street in Fort Hamilton on October
31, 1925, and that was as far as the line would ultimately reach. As the Nassau Street Loop was completed in May, 1931, the Broadway Subway was in its

A History of the R Train
(Continued from page 3)

along Fourth Avenue (except overnight) on September
5, 1917. At that time “West End Local” service was
started during the rush hours, making all stops from 14th
Street-Union Square station on the new Broadway Subway to the 9th Avenue, 62nd Street, or Bay Parkway stations via the north tracks of the Manhattan Bridge. This
lasted until January 5, 1918, at which time all West End
trains were made express on Fourth Avenue (except
overnights) as part of an overall extension of service at
both ends of the new Broadway Line. At the same time,
another long-familiar element of the current R line was
initiated through the base operation of “Broadway Local” trains from Rector Street to 42nd Street-Times
Square, actually in a manner quite similar to the recent
W local. In part this isolated line was offered in compensation for the delayed, incomplete nature the Broadway
Line assumed, as materials acquisition was complicated by World War I and there were labor and weather
difficulties throughout the project. As a consequence,
Broadway Local service was gradually extended as
each new segment of the Broadway Subway was
opened: Rector Street to Whitehall Street on September
20, 1918; 42nd Street-Times Square to 57th Street (7th
Avenue) on July 10, 1919; and 57th Street to Lexington
Avenue on September 1, 1919. Trains for this service
were laid up at City Hall and moved to and from Coney
Island via the Manhattan Bridge.
On August 1, 1920 the Fourth Avenue Local was rerouted from Chambers Street and the Manhattan Bridge
into the Montague Street Tunnel and all the way to Long

(Continued on page 18)

LAWRENCE STREET STATION

Two River Tunnels Opened 90 Years Ago

After the contract was approved for the construction of
the Montague Street Tunnel Line, it became apparent
that there should have been a station at Lawrence
Street. Therefore, the original contract was modified in
July, 1917 and provision for this station was added. Because of the wartime shortage of men and materials,
construction was stopped on May 28, 1918 after approximately one-half of the station had been constructed in the rough. A year later, it was possible to
resume construction. The plans were revised again to
allow construction to proceed while trains were running.
Construction began on May 18, 1922. Work included
excavation from the street surface of a trench between
the two cast iron-lined tunnels; the construction of an
island platform between the tunnels, covered by a steel
and concrete roof; and the construction of a passageway, mezzanine, and entrances.
The station was opened on June 11, 1924.

(Continued from page 1)
LINE

UNTIL AUGUST 1, 1920

STARTING AUGUST 1,
1920

September 4,
1917

Sea Beach Express
West End Express

Fourth Avenue Local

August 1, 1920

Sea Beach Express
West End Express
Brighton Express or
Local

Occasional work train or
cars transferred between East New York
and Coney Island

May 30, 1931

Sea Beach Express
West End Express
Brighton Express or
Local

Culver Express (rush
hours)
West End Local (rush
hours)

November 26,
1967

B West End Express
D Brighton Express or
Local

N Sea Beach Express
QB Brighton Local (rush
hours)

(Continued on page 5)
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Two River Tunnels Opened 90 Years Ago
(Continued from page 4)

Franklin Avenue station, Franklin Avenue Shuttle.
Bernard Linder collection

Lo-Vs on the Franklin Avenue Shuttle at Franklin Avenue.
Bernard Linder collection

A train of Budd cars at Dean Street on the Franklin Avenue Shuttle.
Bernard Linder collection

A train of Lo-Vs at Dean Street on the Franklin Avenue Shuttle.
Bernard Linder collection

Franklin Avenue Shuttle as seen from Eastern Parkway, January,
1965.
Bernard Linder collection

A train of ex-Staten Island cars at Botanic Gardens on the Franklin
Avenue Shuttle.
Bernard Linder collection

(Continued on page 6)
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Two River Tunnels Opened 90 Years Ago
(Continued from page 5)

Beverley Road station, Brighton Line, looking north, October 21,
1968.
Larry Linder photograph

Cortelyou Road station, Brighton Line, looking north, October 21,
1968.
Larry Linder photograph

Avenue U station, Brighton Line, looking north, October 21, 1968.
Larry Linder photograph

Avenue U station, Brighton Line, looking south, October 21, 1968.
Larry Linder photograph

Ocean Parkway station, Brighton Line, looking north, October 21,
1968.
Larry Linder photograph

W. 8th Street station, Brighton Line, looking north, October 14, 1968.
Larry Linder photograph
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NEW YORK CITY SUBWAY CAR UPDATE
by George Chiasson
York personnel as “Funkies”) have so far been running
in consists segregated from the other R-160A-1s, and
been seen mostly on J and Z. There was one train of
them running on M between June 10 and June 14, including a 4-car set on the weekend shuttle to Broadway-Myrtle.
As of June 18, 2010 deliveries totaled 372 R-160A-1s,
630 R-160A-2s, and 660 R-160Bs for a complete quantity of 1,662. The final tally of June 1, 2010 found 372 R160A-1s in service at East New York on the J/Z, L,
and M; 60 R-160A-2s plus 420 R-160Bs at Coney Island on N, Q, and W (for 480 total); and 580 R-160A2s plus 230 R-160Bs at Jamaica on E, F, R, and V
for a combined total of 810.
News of the 60-Foot SMEE Fleet (More Formal Retirements and Storage For Some MorrisonKnudsen-Overhauled R-42s)
As the weeks have passed, the use of R-32s on A
has proven to be hit and miss, mostly in the form of one
train per day. The “Brighton Beach Brightliner,” that lone
train of R-32s operating out of Coney Island on B, was
still in place as of June 18, 2010 but it appeared this
set, too, could be headed to 207th Street as part of the
coming schedule changes going into effect on June 27
(it did in fact happen). On May 22, stored Phase I R-32s
3720/1, which had been sitting in Jamaica Yard since
their withdrawal from service in February, 2009, were
transferred to 207th Street for storage and now sport red
stickers which say “Not OK for Service” in the Train Operators’ windows. These were the last pair of R-32s to
depart Jamaica Yard and their future is as equally uncertain as the other retired Phase Is.
As for the 50 Morrison-Knudsen-overhauled R-42s
that were at East New York, their daily presence on J
and Z was reduced even before the 9900s went into
service there, and as of May 21, the following 18 such
cars were no longer being used: 4790/1, 4798/9,
4806/7, 4810/1, 4814/5, 4816/7, 4824/5, 4834/5, and
4836/7. This may be a temporary retirement, however,
depending on how things break with the schedule
changes that recently took effect. The equipment requirement for East New York (including J/Z, L, and
[rerouted and extended] M) has risen measurably. Nevertheless, through June 18 there were still at least two
Morrison-Knudsen-overhauled R-42 trains being fielded
on J and Z daily—a third if the 9900s are laid up for
modifications or inspection. In a manner similar to
3720/1 above, red “Not OK For Service” stickers are
now posted on the 14 ex-Jamaica Morrison-Knudsenoverhauled R-42s that remain stored at 207th Street
(4550/1, 4616/7, 4620/1, 4674/5, 4704/5, 4738/9, and

After 3¼ years, we are at the end of the road insofar
as introduction of the R-160s is concerned, with all
1,662 cars having entered passenger service. We are
not, however, at the end of the entire process, as repositioning of the R-46s and retirement of the R-44s continue, blended transfers associated with the large-scale
service changes that took effect on June 27. The reoverhaul of 63 R-44s for MTA Staten Island Railway has
also successfully concluded after a three-year effort,
and the next vehicle acquisition under contract R-179 is
beginning to take shape. Finally, there are a few items
of interest on Subdivision “A” this month, which is where
we’ll start below…
Subdivision “A” Happenings
Since June 7, there has been a rare train of misplaced
equipment wandering Subdivision “A”, in the form of a
3-assigned R-62 (that’s right, R-62, not R-62A) on 1.
As observed on June 10, its consist was N1591/2/3/4/5-1356/7/8/9/60-S, but other 5-car units
were used as well. It is believed the presence of this
train, as yet on weekdays only, is related to some kind
of brake system testing. Also, with 2 often split between Chambers Street (actually South Ferry) and Atlantic Avenue on nights and weekends through the
spring, there was a lot of 5-assigned R-142 equipment
running on 2 (and some vice versa). The use of north
motors with modified WABCO brake valves remains
consistent on 7, the latest rare exception being the
appearance of 1977 in the first week of June. On June
17 a handful of Corona-based single-unit R-62As were
distributed among 239th and Westchester Yards for seasonal summer assignment to the refuse trains.
R-160 Progress (All 1,662 R-160s Have Entered Passenger Service—Our Final Totals)
The final train of Option II R-160Bs, consisting of cars
9833-42, entered E service on May 24, 2010. In the
weeks between our last report (as of mid-May) and midJune, there appeared to have been a balance of sorts
achieved with regard to the quantity of R-160s running
on R and V. Between the two routes about ten such
trains now appeared from day to day (weekends just on
R), and usually in about a 6-to-4 or 7-to-3 ratio in favor
of R. Meanwhile, several trains of R-46s (still approximately 4-6) continued to turn up on F on weekdays,
and less so on weekends.
All remaining Option II R-160A-1s have entered service, with 9959-62 being initiated on May 25; 9963-6 on
May 27; and 9967-74 (the very last of 1,662 R-160s) on
June 1, 2010. This concluded some 40 months of acceptance for the overall contract, with the very first
trains of R-160Bs having entered N service on February 19, 2007. The 9900s (referred to by some East New

(Continued on page 18)
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No. 261
by Randy Glucksman

CONNECTICUT DEPARTMENT OF TRANSPORTATION
Shore Line East issued a new timetable effective June
14, with a logo on the cover that recognizes 20 years of
operation. Service was launched on May 29, 1990.
There were minor re-timings, although some train times
were changed from 10 to 25 minutes. Between June 17
and August 6, the Friday-only trains, #1626 (2:10 PM
New Haven/Old Saybrook) and #1675 (3:05 PM Old
Saybrook/New Haven) are being operated by bus. No
explanation was provided. Thanks to member David
Cohen for sending copies.
WCBS-880 reported that the State of Connecticut will
pay Metro-North $200,000 to avoid service cuts that
would have eliminated three trains, including the last
express of the night. CDOT spokesman Judd Everhart
said that Gov. M. Jodi Rell insisted that Metro-North
preserve service to the state and the state agreed to
pay for the use of locomotives and other equipment that
Metro-North had not charged it for in the past.
Member Barry Zuckerman forwarded a report from
SubChat that the M-8 test train made its first appearance in Grand Central Terminal just after midnight on
June 30. It arrived on Track 107 (lower level) with 9101
leading the six-car train. Each car’s interior was loaded
with tons of sandbags and computers to monitor all of
the systems. The seats were covered with protective
blue plastic. A trip was made along the Hudson Line and
ended in Croton Yard.
MTA-LONG ISLAND RAIL ROAD
An afternoon storm that moved through the metropolitan area on June 24 caused fallen trees and power outages that also affected signals and forced the suspension of service on the Port Washington and Oyster Bay
Branches for several hours. Riders were advised to use
other branches and MTA-NYC Transit, which was crosshonoring LIRR tickets.
In an economy move, LIRR did not issue a special
timetable for the Dave Matthews Band concert at Citi
Field on July 16-17. Instead, concert-goers were told to
pick up Mets-Willets Point timetables (May 17September 12) as the train service was the same. As
recently as last year’s Paul McCartney concert at Citi
Field, special timetables were issued for events of this
type.
A timetable card for the Port Jefferson Branch was
issued due to midday track work at Mills Pond Road,
August 2-6. Train service terminated/originated at
Smithtown, with bus service provided to stations east.
NJ TRANSIT
A ceremony was held on June 18 to mark completion
of the reconstruction of the 1892-built Upper Montclair

METROPOLITAN TRANSPORTATION AUTHORITY
MTA announced on July 11 that the next fare increase,
of about 7.5%, would occur on January 1, followed by
sometime in 2013. The Board was set to propose other
changes at its July meeting.
MTA METRO-NORTH RAILROAD (EAST)
At 3:15 AM on June 24, two cars of a light train moving in Stamford Yard derailed, and they were not rerailed until 8:02 AM. This prevented nine New Haven
Line trains with 46 cars from being used for the AM
peak. 15-20-minute delays were reported. Cars were
added to an inbound express, which made all stops.
The derailment also forced bus replacement of the New
Canaan Branch.
For the first 35 games of the 2010 baseball season,
Metro-North carried over 118,000 riders to its Yankees–
E. 153rd Street station. In comparison to last year, the
numbers are up 17%.
Member Charlie Treuhold reported that while visiting
New York in early June, he walked the platform along
Track 17 at Grand Central Terminal. A few yards north
of the "new" stairs down to the 47th Street crosspassage he found the old emergency exit to the street
— gated and locked — as well as just past it a gated
and locked stairway rising from the lower level.
Due to an editing error in last month’s Bulletin, the
effective date of the Harlem Line timetable was reported
as June 20. In fact, all three east-of-Hudson timetables
were replaced on June 21.
As I passed through Grand Central Terminal on July 9,
I spotted a flat-screen TV to the east of the information
booth in the center of the terminal. It had been set up
for passersby to watch the World Cup soccer match,
which Spain ultimately won.
Shortly after 3 PM Saturday July 10, the catenary west
of Greenwich was pulled down by a train. Thirty minutes
later, another train pulled down more wires, forcing
Metro-North to suspend service between Grand Central
Terminal and Stamford. Buses were provided between
New Rochelle and Greenwich. Amtrak service between
New York and New Haven was also suspended. Ultimately, wires were down on three of the four tracks,
with some trains trapped between stations for several
hours without air conditioning. At 7:34 PM, both rail operators reported that they had restored limited service
using diesel engines, as crews worked to repair the
damaged catenary. Metro-North reported that service
was restored at 10:48 PM after two of the three tracks
that had been blocked began running electric-powered
trains again. The third track was in service on Sunday.
The June 21 timetables were replaced effective August 9. Details will be published next month.

(Continued on page 9)
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Conductors will inform passengers of Quiet Commute
expectations by using specially designed business
cards that explain the program in English and Spanish. The cards, first used by SEPTA in its own Quiet Car
program, are intended to gently remind passengers of
their location without disturbing others in the car. The
transit agency will collect feedback in order to gauge
the success of the program. Other transit agencies that
offer "Quiet Cars" include SEPTA, VRE, MARC, ACE,
and California’s Capital Corridor. The Quiet Car concept
began in late 1999 when a small group of regular Amtrak commuters asked their Conductor if one car of their
early morning Philadelphia-Washington train could be
designated as "cell phone-free." The Conductor agreed
and Amtrak quickly expanded the concept. Within
months, most weekday Amtrak trains on the Northeast
Corridor featured Quiet Cars.
For those who own radio scanners, this is important.
On December 23, 2004, FCC issued a Rule Making
concerning more efficient use of radio frequencies. To
that end, all 25khz radio frequencies are being reduced
or “narrow-banded” to 12.5khz. By doing this, the number of frequencies is increased and interference is reduced. The UHF and VHF frequencies used by NJ
Transit Rail and Police fall under this narrow-banding
requirement, and so contracts are being awarded to the
original vendors to purchase updated equipment (base,
hand-held, and vehicle-borne) at a cost of $2,757,150.
The rule goes into effect on January 1, 2013; however,
NJ Transit seeks implementation by July 1, 2012.
After Jack May received the new Newark Light Rail
timetable dated June 26, he found that the cover now
states, “featuring former Newark City Subway service
to . . .” The previous (April 3, 2010) timetable did not
contain the word “former.” He guessed the Newark City
Subway is officially no more. He further commented that
it was “funny, that in times of budget crises, where certain bureaucracies cannot creatively design solutions
other than cutting service and implementing huge fare
increases, they have time for such meaningless nonsense. More importantly, off-peak Broad Street branch
service now runs every 25 minutes instead 15. This
degradation of service allows some cost savings by reducing the number of cars needed during midday from
two to only one. Service is every 20 minutes on Saturdays and every 25 on Sundays.”
Jack also provided these additional details on the
River Line timetable, which is dated May 22. “The late
night trains that operated between the Camden terminal
and Route 73 Park/Ride have been eliminated, with a
note that ‘For Major Events Additional Late-Night Trains
will Operate between WEC and Route 73/Pennsauken
P/R.’ Northbound service from Camden now ends at
9:29 PM from Sunday to Friday and 11:59 PM on Saturday. This contrasts with 11:50 PM on Mondays to Fridays, 12:00 midnight on Sundays, and 1:15 AM on Sat-
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station (Montclair-Boonton Line), which sustained extensive damage from a February, 2006 fire. A new station building with a restaurant, restrooms, and customer
waiting area was built in its place, in keeping with the
historic architecture of the previous structure.
When I picked up a copy of the June 20 Pascack Valley Line timetable, I checked that the service cuts that
had been approved were in fact implemented, and also
that the trains that I regularly use had not changed.
What was overlooked, and brought to my attention via
an email, was that in the station listings for daily inbound trains, North Hackensack replaced New Bridge
Landing. In all other locations it was correct. NJ Transit’s response to the person who informed it was,
“Please be advised that this information has been reported to the Scheduling Department and has been corrected. However, due to the budget deficit we are unable to reprint schedules at this time. Rest assured any
future printings will contain the corrected information.”
At the July 14 Board meeting, the Directors approved
a $1.79 billion operating budget and a $1.35 billion capital program for FY 2011. The Board also exercised an
option ($78.489 million) for 10 dual-powered locomotives with Bombardier that would be identical to the
base order for 26, which was approved on July 9, 2008.
Currently, 37% of the rail system is non-electrified, and
these units would be used on trains that will operate via
the ARC Tunnel to Manhattan when it is completed.
Bombardier was also awarded a $293,539,995 contract
for 100 multi-level cars that will be compatible with the
present fleet of multi-level cars and to continue the replacement of the transit agency’s “aging” car fleet. But
which cars would these multi-levels replace? The answer follows in the next paragraph.
Member Jack May, who attended the Board meeting,
wrote, "I should add that in replying to comments during
the discussion of the motion, Executive Director Jim
Weinstein indicated that these cars will be replacing
Arrows. To me it is clear that NJT has decided to rid
itself of MU cars and this is step No. 1. I spoke with
NJT’s Assistant General Manager after the meeting and
he indicated that a new order for MUs, which has been
on NJT’s Capital Program wish list, was on the back
burner. I am not going to try to make a case for MUs
with NJT, as I think it is unlikely to be successful now
that minds are made up. I cannot imagine how we can
change that, although I think we have to keep trying to
compare NJT’s slow push-pull operations to those of
speedy MUs on Metro-North, LIRR, and SEPTA."
NJ Transit is taking the plunge beginning September
7, when it undertakes a 90-day pilot program with Quiet
Commute cars. The first and last cars of #3900-series,
outer zone trains that operate between Trenton and
New York Penn on weekdays have been so-designated.

(Continued on page 10)
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urday nights. I guess the River Line is no longer a
weekday alternative for those who formerly parked at
Route 73 to attend events in Philadelphia. On a more
minor note, one minute has been added to weekday
northbound schedules.”
In the March Bulletin, I wrote that New Jersey had
one of the lowest gasoline taxes in the nation. In the
June edition of the AARP Bulletin, I found a table listing the state gasoline tax per gallon as of April, 2010.
New Jersey ranks number three from the bottom at 14.5
cents, behind Alaska (8.0) and Wyoming (14.0). New
York (44.5) is exceeded by Hawaii (45.1) and California,
the highest (48.6). Filling out the metropolitan area are
Connecticut (42.6) and Pennsylvania (32.3).
PORT AUTHORITY TRANS-HUDSON CORPORATION
Here is an unscientific observation. I went to New York
during mid-June and since I was meeting friends in
lower Manhattan, continued to Hoboken instead of
changing trains at Secaucus Junction. Five of the six
trains that I saw en route to World Trade Center were
composed of PA-5s, and on the return trip, the three
trains that I saw were also PA-5s.
The Port Authority will spend $200 million over 10
years to upgrade all 13 PATH stations. $100 million
alone will be used for Harrison, which will have its platforms and waiting room replaced. The improvements at
Harrison are to coincide with the area's planned residential and commercial redevelopment as well as the
increased traffic generated by the Red Bull Arena soccer stadium. All platforms between Newark and World
Trade Center that as yet have not been lengthened to
accommodate longer trains will have that work done.
Other stations will receive new seating, lighting, flooring,
and PA systems. On September 30, 1995, PATH announced a $4 million program to spruce up its facilities
that included refurbishing all 13 PATH stations, the Holland and Lincoln Tunnels, and the airports (November,
1995 Bulletin).
METROPOLITAN AREA
Housatonic Railroad, a freight carrier, has hired a consultant to study the feasibility of restoring passenger
service on the 89-mile line between Danbury and Pittsfield. According to the Waterbury RepublicanAmerican, if service were to be restored, the line would
be upgraded for higher train speeds. The New Haven
Railroad operated passenger and freight service over
this route, which was continued into the Penn-Central
era. Passenger service ended on April 30, 1971, the
eve of Amtrak. A May 12, 1968 timetable in my collection shows an average running time of 2½ hours with 14
intermediate stops.
AMTRAK
Effective July 20, Amtrak and the state of Virginia expanded daily round-trip service between Richmond and
10

Washington, D.C. With Train #174, which departs from
Richmond's Staples Mills station at 7 AM, there are now
five morning departures and six return departures available in the afternoon and evening. Daily Train #174 and
Saturday Train #164 are the second state-supported
trains in Virginia, which became Amtrak's 15th state partner when service began between Lynchburg and the
Northeast Corridor on October 1, 2009. Weekday afternoon Train #125, which formerly terminated in Washington, D.C., has been extended to Richmond. Adjustments were made to weekend afternoon trains to provide the same level of service. All these trains fill a service gap. Stops are also made at Ashland, Fredericksburg, Quantico, Woodbridge, and Alexandria. Thanks to
Bob Hansen for this news.
EARLY JULY HEAT WAVE
For most of the week of July 5, the Northeast as far
south as Virginia was hit by a heat wave where temperatures exceeded 100 degrees in many cities and
new record high temperatures were set. Metro-North
spokesman Dan Brucker told WCBS-880 that speed
reductions were put into effect on the New Haven Line
to prevent the catenary wires from being pulled down.
During the evening peak of July 6, NJ Transit cancelled and combined several trains, also reporting that
rail service on all lines would be subject to 20-30-minute
delays due to weather-related issues. One of the combined trains, #3969/3869 (5:36 and 5:41 PM to Trenton)
lost power east of Elizabeth at 6:33 PM. NJ Transit explained that ALP-46 locomotives are equipped with temperature sensors that are designed to protect the equipment from damage caused by extreme heat. When the
internal temperature aboard the engine reaches 130135 degrees, the engine automatically shuts down. The
crew was able to restore power for one minute at 6:51
PM, which was just enough for the train to be moved
into the Elizabeth station. TV news reports showed passengers standing outside of the train along the fencing
of the elevated station. Because of the train cancellations, an empty rescue train arrived at 7:37 PM to pick
up the 1,500 stranded passengers and departed at 8:18
PM making all stops to Trenton, where it arrived at 9:36
PM. (Trains #3969 and #3869 are scheduled to arrive in
Trenton at 7:06 and 6:55 PM, respectively.)
Member David Erlitz wrote that on that evening, the
equipment for his train was taken for another train that
had mechanical problems. “Our train usually comes in
from Sunnyside, but yesterday we took a train that
came in off the road about 10 minutes after we were
supposed to have left. We departed about 15 minutes
late after unloading and loading and then we got stuck
east of Newark for about 7 or 8 minutes with signal or
switch problems. I was told by our Conductor after we
left Newark that our follower, which is Train #3405 the
4:17 PM local from New York Penn to Matawan, was
cancelled. I ride Train #3255, the 3:44 PM express from
(Continued on page 11)
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New York Penn to Long Branch, but we were never told
to make local stops.” The next morning, NJ Transit cancelled six AM trains (four North Jersey Coast Line and
two Morris & Essex).
The problems continued into July 8, when at 5:59 PM
an alert was sent that Midtown Direct trains were operating to Hoboken; however, that only lasted until 6:16
PM. At 6:06 PM, an alert advised of up to 60-minute
delays on trains in/out of New York Penn, but at 7:09
PM that was reduced to 30-60-minute delays. All services were reported as operating on time at 10:10 PM.
A colleague who lives in the suburbs of Philadelphia
wrote that his homeward-bound SEPTA train on July 6,
which was equipped with Silverliner-IVs, experienced a
complete air conditioning failure. That, coupled with a
signal failure at Wayne and a switch failure at Newtown
Junction, made him a very unhappy customer.
Bob Hansen sent this press release, which Amtrak
issued on behalf of MARC, outlining actions that Amtrak
has taken in order to minimize inconvenience to passengers in the event of a breakdown:
● In addition to the water regularly stored on MARC
trains, all Amtrak Police Department patrol vehicles are being stocked with water to assist with
heat-related service disruptions
● In the event a MARC locomotive becomes inoperable en route, mobilization of a rescue locomotive
begins immediately
● If a MARC train is disabled en route and has no
head-end power to operate the heating and cooling system in the passenger cars, Amtrak will cancel the next scheduled MARC train and use that
equipment as a rescue train
● Amtrak has positioned a “protect” diesel locomotive and trainset in Washington, D.C. to be available during the afternoon for use in case a MARC
electric locomotive or train is unable to operate
● No MARC or Amtrak train that is capable of accepting additional passengers is to pass a disabled MARC train in the event a transfer of passengers becomes necessary
● Announcements will be made by the train crew
frequently to keep passengers informed with accurate information even if the information does not
change from the previous announcement
● Additional training for onboard train crews on
proper communications procedures and incident
response will be conducted
● Amtrak management will be immediately dispatched to the disabled MARC train by any means
available, and in conjunction with the train Conductor, be responsible for determining the conditions on-board and identifying any special needs
passengers
11

Amtrak Station Action Team emergency response
coordinators in Washington, D.C. and Baltimore
have been registered to receive MARC Service
Alerts and are prepared to help as necessary
Virginia Railway Express reported that heat restrictions that were in effect on the Fredericksburg Line resulted in minor delays of approximately 8-10 minutes.
INDEPENDENCE DAY WEEKEND
METRO-NORTH: Friday July 2 - Fifteen extra trains departed from Grand Central Terminal during the early
afternoon hours. This resulted in six trains being combined into three during the PM peak with 11 trains being
cancelled during the late PM. The regular Saturday and
Sunday schedules were operated on July 3 and July 4.
However, on July 4, there were four extra, late-night
outbound trains, two each on the Harlem and New Haven Lines after the Macy's fireworks.
LONG ISLAND RAIL ROAD: July 2, extra trains were operated on the following branches: Port Washington (1),
Port Jefferson (2*), Far Rockaway (1), and Babylon (3).
Cars were added to some regularly scheduled eastbound trains as well as on some westbound trains on
July 5. (*Train #1250 was extended to Huntington as
Train #1710.)
NJ TRANSIT: “Getaway” service operated on the Morris
& Essex, Northeast Corridor, North Jersey Coast, and
Raritan Valley Lines on July 2. The Pascack Valley and
Port Jervis Lines each operated an early train, which
resulted in a later train being cancelled. In support of
the July 3 KaBoom! Fireworks on the Navesink in Red
Bank, nine additional trains were operated on the North
Jersey Coast Line. Beginning June 24, customers at
North Jersey Coast Line stations from Point Pleasant
Beach to Aberdeen-Matawan could purchase a special
$6 “Day Pass” that was valid for round-trip transportation between Red Bank and any other North Jersey
Coast Line station as far north as Aberdeen-Matawan
on July 3 only. Extra service was also scheduled on July
5 when weekend/major holiday schedules were in effect, for the Montclair-Boonton, Morris & Essex, Northeast Corridor, North Jersey Coast, and Raritan Valley
Lines. Newark Light Rail, Hudson-Bergen Light Rail,
and the RiverLine operated on a weekend schedule.
Barry Zuckerman and his wife attended the fireworks
in Hoboken, and sent this report. “We took the 2:20 PM
Pascack Valley Line train from Nanuet to Hoboken. That
train was busy, but not packed. There were four Comet
Vs in the consist and I am not sure how many were
open, as we sat in the control car up front. We had a
nice dinner in Hoboken, and than staged ourselves at a
good viewing location in the waterside park. We were a
bit concerned about when we could catch a train home
as the fireworks were scheduled to end at approximately 9:50 PM and the next Pascack Valley train on
the schedule did not depart Hoboken till 11:22
PM. There was nothing on the NJ Transit website about
(Continued on page 12)
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extra service at the end of the fireworks. Last year they
had advertised that trains scheduled to depart during
the fireworks would be held till they finished, and that
had worked well. After the fireworks we got to Hoboken
Terminal hoping there would be a departure before
11:22 PM, and were pleasantly surprised to see a 10:22
PM departure on the board listed for Track 12. The consist of six Comet Vs was all open. Since it was still 20
minutes from departure we walked up the platform and
boarded the third car behind the engine. Just before
departure there was a PA announcement that this was
the rescheduled 9:22 PM train held till 10:22 PM. When
the train departed there were no more then 20 passengers in our car. There were maybe half a dozen people
waiting to board at Secaucus. As soon as we left Secaucus I noticed the Conductor had closed the first car
(I suppose there were no passengers in that car). By
the time we got to Oradell the second car was closed off
and we were down to 5 passengers in our car (including
my wife and me). I half expected we would be asked to
move back, but this did not occur. The other 3 passengers left at Pearl River, leaving us as the only passengers in that car. When we got off at Nanuet we did notice about 20 passengers getting off from the rear cars. I
think ridership was so low because NJ Transit did not
advertise this service. A lot of people probably went for
a drink figuring they had a long wait till 11:22 PM and
Hoboken Terminal was not the place to wait. While I do
give NJ Transit credit for running the train at 10:22 PM, I
give them an ‘F’ on keeping the public informed.”
BOSTON: MBTA operated on a Saturday schedule on
Sunday, July 4 and a Sunday schedule on Monday, July
5 on its commuter rail lines. On July 4, the last trains
departed at 11:45 PM, approximately 45 minutes after
the end of the fireworks. There was one exception:
Train #1173 to Newburyport departed from North Station
at 11:15 PM.
The Blue, Green, Orange, and Red Lines operated on
a Sunday schedule on July 4 and 5, with an enhanced
schedule on July 4 to and from the Esplanade to view
the fireworks. Thanks to member Todd Glickman for this
report.
PHILADELPHIA: Regional Rail trains ran on a Saturday
schedule for July 3 and a Sunday schedule for July 4
and July 5. Local transit lines differed on July 5, when a
Saturday schedule was operated. All Regional Rail
Lines except for Cynwyd (formerly R6) scheduled trains
to depart after 11:30 PM for those attending the Ben
Franklin Parkway Fireworks.
W ASHINGTON, DC AREA: Metro operated all services
on a Sunday schedule on July 4 (opening at 7 AM) except it ramped up the headways between 6 PM and
midnight, when the system closes. Also, all trains were
6 cars with additional sets at 8 cars on most lines (many
12

Yellow line trains were 8 cars as were Blue, Green, Orange, and Red). One change: the Yellow Line turned at
Mt Vernon Square-Convention Center all day instead of
Fort Totten. In Baltimore, Light Rail and Metro ran Sunday schedules, except Light Rail, which normally closes
after 7 PM Sundays, ran until one hour after the fireworks ended before 10 PM (so figure 11 PM). Both
MARC and VRE, which discontinued their July 4th trains
several years ago, did not operate again. For July 5,,
Metro ran Sunday service from 7 AM-midnight and Baltimore Metro and Light Rail were also on a Sunday service. MARC and VRE were not operating. Thanks to
member Steve Erlitz for these reports.
CHICAGO, ILLINOIS: Metra reported that on July 2, it
operated an “early quit” schedule that included a few
extra trains and some trains being moved from the rush
hour to earlier in the afternoon. July 3, a Saturday
schedule was in effect without the numerous extra
trains that followed the end of the fireworks, because
the city of Chicago cancelled its fireworks show. There
was some extra service to support the Taste of Chicago,
which closed at 7 PM. On the 4th of July, there were
three separate fireworks shows plus the Taste of Chicago, which closed at 6 PM. Metra operated outbound
extras at 6:30 PM and then after the fireworks. For July
5, the Sunday/Holiday schedule was in effect. Thanks to
member Jim Beeler for sending this news.
OTHER TRANSIT SYSTEMS
PORTLAND, MAINE
According to Theforecaster.com, with $35 million in
federal funding, Downeaster Service will be extended
from Portland to Freeport and Brunswick. Thirty miles of
trackage will be upgraded, which will enable the extension to take place as early as the end of 2012. The formal announcement was made at Brunswick’s Maine
Street station, where it was reported that there could
also be a stop at Freeport near the town's recently constructed Village Station mall. The present Downeaster is
considered a success, but still uncertain is the $8 million
operating subsidy, the majority of which is funded by the
federal government through an exception in the Congestion Mitigation and Air Quality Program (CMAQ).
Maine is one of just two states permitted to use CMAQ
money for operations, and some fear that the exception
will be harder to justify as other states face shortfalls in
their transportation budgets.
BOSTON, MASSACHUSETTS
On June 14, MBTA expanded system-wide a policy
that requires that all train doors be fully closed prior to
train movement. This concept has been in effect on the
Fairmount and Old Colony Lines since February 1. Further, passengers may only enter/leave cars where a
crew is stationed. When this was first announced I
asked Todd Glickman about the ramifications regarding
station dwells and on-time performance. A few weeks
into this process, he reported, “I was on Train #815, the
(Continued on page 13)
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5:00 PM to Providence, which has seven bi-levels. In
the past, passengers at Mansfield have used 13 doors
(the front door of the front coach overruns the mini-high,
so is unusable). With the new system, passengers were
directed to the four locations where crewmembers were
- so 8 doors total. Dwell time was about four minutes at
Mansfield; before this system, it was about 2:45. So
definitely, there is an increase in dwell time. However,
this is light riding season, so it will be interesting to
monitor again after Labor Day!”
Beginning July 23, commuters using MBTA-owned
parking lots had the option to pay for parking online or
via phone while in their cars or once they boarded a
train, bus, or commuter boat. As part of a new partnership with Parkmobile USA, they could visit
MBTA.parkmoble.com and enroll in the new program for
free and have access to their on-line accounts 24 hours
a day/7 days a week. “T” riders can also download a
mobile app. Todd added, “this won't help me, since the
three lots I use most often are owned by MassPort.”
Work on the South Coast Rail Project is to get underway this summer with an announcement by Governor
Deval Patrick that $20 million of stimulus funds will be
used to rebuild rail bridges on the line. The cost of the
project ranges from $1.4 billion to more than $2 billion,
and will connect Fall River and New Bedford, two of the
larger cities within a 50-mile radius of Boston without
rail service, with Boston. Eleven stations are planned.
One week earlier, the State of Massachusetts completed the purchase from CSX of 37 miles of trackage
from Cotley Junction in Taunton to Fall River and New
Bedford, which would serve as the basis for this new
commuter line. For now, a 2017 start-up date is anticipated.
Member George Chiasson added further details to the
South Coast Rail Project. “When service was abandoned in 1958, it used the present Northeast Corridor to
Mansfield and diverged along a line that no longer exists. The most obvious survivor is a completely trackless depot on Route 123 in Norton. The last I heard the
preferred alternative was to restore track south of
Stoughton to Easton and Raynham and down through
Cotley Junction (remnant is the Dean Street IT), using a
‘barely there’ alignment that was washed away in the
1938 hurricane. This right-of-way is crowded with recent
residential development. It joins the current line between Attleboro and Middleboro at Weir Junction, and
then goes to Myricks, where the two lines to New Bedford and Fall River divide. Other proposed alignments
were a new alignment on high-tension right-of-way from
the Northeast Corridor at East Foxboro and through
Norton to join the line to Middleboro and Myricks; or via
the existing Old Colony Commuter Rail line to Middleboro, the Middleboro Secondary to East Taunton, relay
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and back to Myricks ‘through the back door.’ In addition, there is a proposal to connect either the restored
line from Stoughton, or the East Foxboro connector, to
the remnant of the pre-1958 right-of-way in Taunton,
then onto the Middleboro line and down to Myricks from
there. If done this would create something like 16 active grade crossings through a residential area. In all
cases the main obstruction to restoring the original line
is Downtown Mansfield, which filled out the old railroad
alignment back in the early 1960s.
“Until there is definitive action on an access route from
Boston to Taunton, there won't be any definitive progress in actually building this project. In the ‘heyday’ of
protest over the Greenbush restoration (that is, before
construction started in 2002 — and at that rammed
down Hingham's, Cohasset's, and Scituate's throat by
the administration of then-Governor Jane Swift), virtually every town affected by the New Bedford/Fall River
proposals fought it at every turn — most upheld public
referenda against construction (the list included Norton,
Easton, Raynham, and even Stoughton, where the
Commuter Rail already exists!). Their local pols have
bought into this ever since at every election cycle, and
to my knowledge the project still does not enjoy local
support in these communities. On the other side you
have Taunton, Freetown, and the terminal cities of New
Bedford and Fall River, all of which completely support
the project. As with Greenbush, there was a heavy content of ‘us vs. them’ or ‘rich vs. poor-type politics,’ with
the wealthier towns generally not in support and the
‘poorer’ ones absolutely in support.”
Also included in the $100 million purchase from CSX
were about 8 miles of track in the Allston-Brighton area
of Boston (this portion cost $50 million). Under the deal
between the state and CSX, operations will move from
CSX’s rail yard in Allston to Central and Western Massachusetts and allow for the addition at least seven train
trips on the Worcester-Framingham Line in 2012. This
line is the least reliable of the “T”’s commuter lines due
to number of freight trains that use it. (Todd comments: “Lieutenant Governor Murray needs to learn
more about the ‘Grand Junction’ connection between
the south and north sides. Even though it is slated to
change hands from CSX to the State, it is very unlikely
that passenger trains could traverse it. To go from
the Worcester line to North Station would take it on a
10-mph ride over the single slow-speed track that has a
number of non-gated grade crossings in Cambridge. A
major upgrade, not on any planning document
I've seen, would be required.”)
State transportation officials announced on July 9 that
the long-awaited Green Line extension to Somerville
and Medford is being delayed again, until at least October, 2015. The state is legally bound to finishing the
Green Line by the end of 2014, because it is part of a
list of non-automobile improvements it pledged to offset
(Continued on page 14)
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environmental impacts of the “Big Dig”, to comply with
the federal Clean Air Act, and to avoid a lawsuit from
the Conservation Law Foundation. MBTA attributed part
of the blame over the time spent (more than one year)
to find a satisfactory location to locate a storage yard.
That decision was reached in May – it will be located
the east edge of the Inner Belt, next to an existing 30acre MBTA commuter rail maintenance yard.
From NETransit: MBTA has requested bids for the
midlife overhaul of 74 Kawasaki cars (700-49, 1700-9,
and 1711-24). (Editor’s note: These cars were delivered
between 1990-1.) Bids are due September 23. The contract will also include an option, if exercised, to repair
wreck-damaged car 1710.
On July 15, the MBTA Board of Directors approved a
contract with MPI (Motive Power Industries) for 20 new
diesel-electric locomotives for $114.63 million. The first
units are expected to arrive within 29 months of notice
to proceed, with delivery of the production fleet to begin
at month 32 with 3 locomotives to be delivered per
month through month 38. This order is in addition to the
purchase/lease deal with the Utah Transit Authority
which was reported in last month’s Bulletin. Thanks
again to Todd for these reports.
WARWICK, RHODE ISLAND
The Rhode Island Airport Corporation (RIAC) announced that the name of the new Intermodal facility at
T.F. Green Airport that is scheduled to open this September, will be INTERLINK. The name was submitted
by seniors at nearby Bryant College, whose marketing
department received a $1,000 prize. Thanks to Todd
Glickman for this news.
PHILADELPHIA, PENNSYLVANIA
Member Lee Winson reported that there had been an
electrical fire aboard an outbound four-car R5/Lansdale/
Doylestown train at North Wales. According to Thereporteronline, the incident occurred at 6:20 PM. SEPTA’s
timetable shows this to be Train #578, which departed
from Market East at 5:26 PM and involved car 222, a
1967 St. Louis-built Silverliner III. Local fire companies
responded, and there were no reported injuries. Train
service was routed around the disabled train until it was
able to move under its own power to Lansdale, then to a
SEPTA yard for further investigation.
SEPTA will reroute a portion of the Route 15 trolley
line in Fishtown and North Philadelphia to accommodate extensive highway reconstruction starting next
Spring. Route 15, which runs along Girard Avenue and
Richmond Street, will use buses instead of trolleys for
the three miles from Girard and Front Street to Richmond and Westmoreland Street. Trolley service will be
rerouted from Girard along Frankford Avenue to Delaware Avenue (about ⅓-mile), where a turnaround will be
built across the street from the new Sugar House Ca14

sino. New tracks will be installed in several months to
accommodate the rerouting, which will be in place for
about two years during a massive reconstruction by
PennDOT of the nearby I-95 ramps and adjacent roads.
The change will affect about one-fourth of the length of
Route 15 and about 12% of its ridership, said Steve
D'Antonio, manager of city service planning for SEPTA.
The AT&T National Golf Tournament was held at
Aronimink Golf Club near the Villanova station (R5/
Paoli/Thorndale Line) on July 3 and 4. SEPTA operated
one additional train (#9597) which departed from Temple University at 5:32 AM (making all stops to Thorndale) and arriving at Villanova at 6:11 AM. AT&T shuttle
buses brought attendees to the venue. Two extra evening trains, #9598 and 9568, departed from Malvern at
7:00 and 7:20 PM, and made all stops to Center City.
Cars were added to regularly scheduled trains on the
Paoli/Thorndale Line. Shuttle buses also served the
Norristown High Speed Line (P&W) at the Stadium station. Thanks to Lee for the two previous reports.
Member Bob Wright commented: “On the Silverliner
'watch', 224 and 9017 are in the yard west of Overbrook
Shop, along with 237 and 2-3 other old Silverliners (I
believe 257, the victim of the November fire, and 265
are also there). This is the 'dead storage' area apparently, and can be seen from R5 Paoli/Thorndale trains
as well as Amtrak's Harrisburg service.”
New timetables went into effect on June 13 for trolley
routes 10, 11, 13, 15, 34, and 36 and the MarketFrankford and Broad Street Subways; and on June 14,
for the Norristown High-Speed Line and Routes 101
and 102 which are bus-operated through August 29.
Sunday headways on the Norristown Line have been
increased from 20 to 30 minutes. Another change is the
covers, which no longer have people or vehicle photos,
a format which has been used since 1995. All covers
now resemble the Norristown Line’s, which has been in
use since June 15, 2009.
Member Dave Safford wrote the following based on
an article in The Philadelphia Inquirer (June 18).
“SEPTA years ago bought into the map as art theory in
which actual location and direction of transit lines is
secondary to style. Now they are on the verge of a
scheme to complete ‘the disconnect’ between map and
geography by selling naming rights to their stations. The
first is Pattison station, ground zero for the major
sport complexes in South Philadelphia, which will become the ‘AT&T’ Station. AT&T will pay $5.44 million
($3.4 million to SEPTA and $2 million to unspecified
‘(other) city agencies’) and be responsible
for reprinting and remounting all system maps and signage. This is billed as a five-year program, with no details (such as what happens if AT&T bails) attached. One of those testifying at the hearing speculated that the logical endpoint would have the straphanger ‘taking the Coca Cola line from Pizza Hut to
(Continued on page 15)
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AT&T’.
“The fact is that SEPTA desperately needs the money.
Their capital program is in serious jeopardy, $120 million in the hole. There are 51 stations in the subway
system, 50 discounting City Hall, which is, for the moment, untouchable. If they could average $2.4 million
and sell them all, voila: solvency, at least for this year.
Of course it is hard to imagine anyone conjuring up 50
bucks for (say) Millbourne, but all donations would be
gratefully accepted.”
The whereabouts of two more Silverliners has been
made known. The Delaware Valley Rail Passenger,
which is published by the Delaware Valley Association
of Rail Passengers, reported that on April 30, a hushhush exercise was held at the closed (since September
19, 1986) Lenni station, which is west of Elwyn (R3
Line). 264 and 9017 were ripped apart by blasts and
scrapped on the spot shortly after. This resolves the
disposition of two of the five cars that were listed as
unaccounted for in the June Bulletin. DVARP also reported that SEPTA is storing eight retired or likely-to-beretired Silverliner IIs and Silverliner IIIs at its Overbrook
Yard.
Regional Rail timetables without “R” prefixes went into
effect on July 25. This is the explanation from SEPTA’s
press release: “On the new Regional Rail timetables,
the Line name will be featured prominently at the top of
the schedule and station listing will now appear on the
front cover so you can see all of the stations served at a
glance. Inside, ‘zebra’ striping has been added for easier reading of train times and the station amenity information has been moved so you can see if a location is
accessible or has parking at the same time you're selecting which train to take. The new train numbers can
be found at the top of each column; connecting service
information will appear at the bottom of the column if a
train is continuing to another destination once it leaves
Center City. These destinations are identified with a 3
letter abbreviation, i.e., DOY for Doylestown and every
schedule has a quick reference box with this information.
"One last tip - we're changing the display signs on the
exterior of the Regional Rail cars to show Center City
as the final destination for service coming from outlying
locations i.e., Center City Suburban Station; the signs
on trains leaving Center City will show the final destination i.e., Glenside via Center City. We are also working
to program these messages for the electronic displays
and automated announcements for the new Silverliner
V cars." A description of the new route designation system was published in the May Bulletin.
PITTSBURGH, PENNSYLVANIA
PAT has renamed its LRT lines. Jim Beeler sent cop15

ies of PAT Blue and Brown LRT Lines timetables, which,
in smaller print, read:
● Blue Line/Library/Former route: 47L Library via
Overbrook
● Blue Line/South Hills/Former route: 47S South
Hills Village via Overbrook
● Brown Line/Allentown/Former route: 52 Allentown
Member Mel Rosenberg told me that the official date
that the changes took effect was April 4 and also told
me about these new route designations:
● Red Line / 42C Overbrook Jct. via Beechview
● Red Line / 42 S South Hills Village via Beechview
JOHNSTOWN, PENNSYLVANIA
A streetcar that plied the streets of Johnstown from
1926 to June 11, 1960 has come home. Car 362, which
was built by the St. Louis Car Company, has been purchased by Johnstown Area Heritage Association, which
at this writing had no plans for it. All agree that extensive renovations are required, but will it become an operating car, or a static exhibit? After leaving Johnstown,
its exact history is not clear, but according to The
Johnstown Tribune-Democrat, its previous owner was
the Fox River Trolley Museum, which acquired the car
in 1978. Other cars from this group have been preserved, such as the following, which can be found at the
Pennsylvania Trolley Museum (350), Rock Hill Trolley
Museum (355), Shore Line Trolley Museum (357), and
the Trolley Museum of New York (358). Thanks to member Frank Pfuhler for this report.
WASHINGTON, D.C. AREA
Virginia Railway Express notified riders that although
Amtrak will no longer be VRE’s contract operator, it will
still accept “Step-Up” coupons on Trains #83, 84, 85,
86, 93, 94, 95, 125, 171, 174, and 176, while these
trains no longer accepted them: 19, 20, 50, 51, 66, 67,
79, and 80. According to Amtrak, those trains were least
utilized by VRE riders.
Steve Erlitz reported that V50, the first MP36PH-3C,
arrived at VRE’s Broad Run Yard on the morning of
June 28. It was delivered to Norfolk Southern’s Manassas yard two days earlier. Also included in Steve’s email
were two digital images, including one of its builder’s
plate, which shows that it is part of Order No. 2141-01
with Serial No. 0708-01. Motive Power Industries was
awarded a contract for 15 units on August 18, 2009,
with an as yet unexercised option for 8. A colleague of
Steve’s told him that there would be no further deliveries
until December, when two units are expected and will
continue until June, 2011.
Because riders have requested Wi-Fi, VRE is investigating how it can be implemented.
On June 29, VRE reported that the first stage of the
Keolis transfer had taken place, encompassing these
activities: maintenance of all locomotives and railcars,
VRE yard facilities, and parts warehouse. Still to come
was the crewing all VRE trains on July 12, which did in
(Continued on page 16)
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fact occur.
Effective July 19, there was a new timetable that included start of the Fredericksburg Line express train.
There were some minor schedule changes to both
lines.
Railway Age reported that Washington, D.C.'s City
Council had unanimously passed legislation that would
remove overhead wire restrictions that had been place
for years. This paves the way for plans to proceed for a
streetcar line along Benning Road and H Street, in the
city's Northeast quadrant, and include overhead catenary.
NORFOLK, VIRGINIA
Hampton Roads Transit (HRT) held a public meeting
on June 30 to present its plans for the Virginia Beach
Transit Extension Study. For all practical purposes, this
is the starting line because before the project can move
forward, the very basic purposes must be determined.
This process will take the remainder of 2010. Early next
year, HRT expects to complete the Draft Alternative
Analysis Supplemental Draft Environmental Impact
Statement (AA/SDEIS). Construction would probably
not begin until sometime after the winter of 2014. The
7.4-mile starter line (The Tide) is now scheduled to
open in May 2011.
CHARLOTTE, NORTH CAROLINA
Member Joe Canfield sent an article from The Charlotte Observer via The Carolina Journal reporting that
there could be a delay in the expansion or a reduction in
scope of Charlotte’s light rail system. The problem is the
funding – the projected sales tax receipts are lower than
anticipated. CATS, operator of the 9.6-mile Blue Line,
which opened on November 26, 2007, had hoped to
open an 11-mile extension by 2013, but due this date
has slipped to 2019. There is an option to build it in 4-5mile segments.
ATLANTA, GEORGIA
Atlanta’s proposed 9.2-mile streetcar line has been
reduced in size to a 2.6-mile loop. In addition, the city
has committed local matching funds in order to secure a
federal match. The revised line would run from Centennial Olympic Park to the King Center, along Auburn Avenue, and would connect to MARTA. Thanks to Railway
Age for this news.
SOUTH FLORIDA
The extension to Miami International Airport is not
even open; however, on June 15, Miami-Dade Transit
announced that it was renaming the Miami Intermodal
Center-Earlington Heights Connector, as the AirportLink. Ground was broken for this 2.4-mile line on
May 1, 2009, not April, 2009 as was reported in the July,
2009 Bulletin. A Spring, 2012 opening is planned.
CHESTERTON, INDIANA
NICTD issued a new timetable effective June 1, which
16

reflects a 2% fare increase. Thanks to Jim Beeler for
sending copies.
CHICAGO, ILLINOIS
The letter dated June 24 was titled, “We apologize for
last evening’s delays,” and mentioned more than 100
train delays. Further details reported that most of Metra
was stopped due to tornado, high wind, and flash flood
warnings. These actions are only used during the most
severe weather conditions and require that there be no
train movements in or out of downtown stations and
those already in service are stopped on the tracks. The
Matteson station on the Metra Electric sustained significant damage and was closed for several days so that
repairs could be made.
In the June edition of On The Bi-Level, the cover
story reported various construction activities that were
underway. The new Lovana S. “Lou” Jones/Bronzeville
Metra station at 35th Street on the Rock Island Line,
which had previously been reported as opening this fall,
is expected to be completed by the end of the year.
There is grade crossing replacement work at Belmont
Road; station improvements and a train warning system
at 10 stations on the UP West Line; four bridges are
being replaced on Metra Electric; and station improvements are being made at Winnetka, 119th Street, LaGrange Stone Avenue, and Lockport. Later this year
renovation will begin on the 211th Street station (Metra
Electric) and a flyover bridge will be constructed on the
Rock Island Line in Englewood that will eliminate conflicts between Metra and freight trains. Thanks to Jim
Beeler for these reports.
MINNEAPOLIS, MINNESOTA
Northstar asked for feedback from the public over its
proposal about the future of the commuter rail service,
which began on November 16, 2009. Seventy-nine percent of respondents to a Northstar Corridor Development Authority survey support government funding to
continue rail service from Big Lake to St. Cloud. The
online survey was taken by more than 1,700 Northstar
customers and members of the general public and the
answer was that the entire 82-mile corridor to St. Cloud
should be built.
ST. LOUIS, MISSOURI
What a difference a year makes. Last June 28, Metro
cut service on many of its bus routes and reduced
MetroLink service due to financial problems. On June
28, 2010, Metro began restoring the first phase of those
services with added rush-hour frequency to MetroLink,
increased frequency on some MetroBus routes, and
redesigned routes on others in St. Louis County and St.
Louis City. On MetroLink this means 12-minute headways on the Red Line and Blue Line, which equates to
a train every 6 minutes between the Forest ParkDeBaliviere and Fairview Heights MetroLink stations.
This was made possible when voters in St. Louis
County approved a half-cent sales tax in “Proposition A”
(Continued on page 17)
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on April 6 (May Bulletin). There will be a Phase 2 on
August 30, which adds bus service.
DALLAS, TEXAS
A projected shortfall in tax collections has DART reviewing its funding and expansion plans. Unaffected are
the Green Line extensions from Pleasant Grove to Carrollton and the new Lake Highlands station, which are
scheduled for this December; and the Blue Line extension from Garland to Rowlett and the first two sections
of the Orange Line from the Bachman station in Northwest Dallas to Irving in 2012. However, there could be
an indefinite delay for the third section of the Orange
Line, from Irving to Terminal A at Dallas-Ft. Worth Airport, the second Downtown Dallas alignment, and the
Blue Line extension from the Ledbetter station to the
UNT Dallas campus.
Thanks to a $5 million grant, the McKinney Avenue
Streetcar will be extended. What this means is means
that the M Line, which has circulated throughout Uptown since 1989, will be able to run faster, more modern
cars and into downtown. Building on previously
funded work set to begin later this year, the
addition will allow the cars to carry passengers
from north Uptown across the new Woodall
Rodgers Deck Park, past the downtown Dallas
Arts District and loop around on St. Paul Street
back toward McKinney Avenue. In March, the
department awarded Dallas $23 million to build
a new streetcar line from scratch, probably
connecting Union Station to Methodist Hospital
in Oak Cliff. Thanks to member Phil Hom for
this news.
ALBUQUERQUE, NEW MEXICO
Beginning June 21, Rail Runner launched a
passenger text alert system that will inform
riders of delays exceeding 10 minutes. There
are instructions on its website on how to sign
up.
PORTLAND, OREGON
For the first time since September, 2008,
TriMet will raise all fares by five cents effective
September 1. A Two Zone Adult ticket will cost
$2.05 and a Day Pass will be $4.75.
SAN FRANCISCO, CALIFORNIA
Facing a preliminary $12.5 million deficit, Caltrain on
July 2 voted to schedule public hearings on September
2 to discuss proposals for possible fare increases and
service reductions. Under consideration are elimination
of the Gilroy service (3 AM inbound and 3 PM outbound
peak trains), elimination of weekend service, and elimination of some early morning, midday, and late evening
weekday trains. Caltrain reported that since June, savings from the previous year, decreases in operating
costs, and an increase in state funds have helped re17

duce the deficit to $2.3 million. The budget includes
$650,000 in savings from closing the staffed ticket offices in San Jose and San Francisco in October. Having
exhausted all other options, the Board adopted a $99.9
million operating budget that requires fare increases
and service reductions. The proposed fare increases
include either a 25-cent increase to the base fare or a
25-cent increase to the zone fare, with corresponding
changes to the Day Pass, Monthly Pass, and 8-ride
Ticket. If approved they would go into effect in January.
TORONTO, ONTARIO, CANADA
Based on the success of carrying 50,000 riders last
year, GO Transit is once again operating Toronto to Niagara Falls service between May 21 and September 26.
With the addition of one round trip on Fridays, there are
train daily round trips on Saturdays, Sundays and holidays. After September 26, customers can use GO Bus
service.
Bombardier announced on June 14 that it had received an order from Metrolinx to exercise an option for
182 Bombardier Flexity 100% low-floor LRVs, which
was included in the June, 2009 contract for 204 LRVs
(August, 2009 Bulletin). The contract is valued at CDN

Bombardier photograph

$770 million (US $745 million). Deliveries are scheduled
to take place between 2013 and 2020. Still remaining is
option for up to 118 cars.
VANCOUVER, BRITISH COLUMBIA, CANADA
Railway Age (May, 2010) published an article about
Vancouver’s transit operations and the success that its
regional network had carrying between 1.6 and 1.8 million boardings every day for the 17-day Olympics that
were held earlier this year. One line carried 600,000
people in one day. At the end of the article, one
(Continued on page 18)
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TransLink official told of speaking regularly to the
agency’s Portland and Seattle counterparts as needed
and helping each other. West Coast Express and Sound
Transit even lease cars back and forth. This provides
for some interesting photo opportunities.
JERUSALEM, ISRAEL
Member Dave Klepper reported that the track laying
for the light rail system was completed on June 15, and
an article in The Jerusalem Post reported service is
scheduled to begin next May.
FROM THE HISTORY FILES
100 Years Ago: The New York & North Shore Traction

New York City Subway Car Update
(Continued from page 7)

4784/5). This is evidence that their retirement (since
withdrawal from service in December, 2009) is now official, though there are as yet no plans for their disposition. Finally, MTA advertised the base R-179 contract on
June 3 (with a bid date of August 13). The desired
quantity (290 cars total) matches exactly the remaining
number of Phase I R-32s and Morrison-Knudsenoverhauled R-42s that were active on May 1, with 50 5car sets being tendered to replace the former and 10 4car sets to replace the latter. There is also a projected
option for 10 more 5-car sets that would maximize the
total order at 340 cars.
The 75-Footers of MTA New York City Transit (R-44,
R-46, R-68, R-68A)
In the advent of the big service changes projected for
June 27, things got rather tranquil regarding the transfer
of Jamaica R-46s to Pitkin, with only one move (totaling
8 cars) taking place in the most recent month. On June
1, 5874-7 and 5986-9 went from F, G, R, and V to
A, and through June 18 remained the sole transfer for
the period. The retirement of R-44s in this interim has
continued, albeit a slower pace, with 136 (exactly half of
the surviving fleet) remaining in A service as of June
18, 2010. Of the 136 R-44s retired from service thus far,
A History of the R Train
(Continued from page 4)

brief pre-IND heyday, but operation of the midday supplementary local trains between Whitehall Street and
57th Street that had been in place since 1920 was
dropped on March 15, 1932. For some years by this
time, some Fourth Avenue Local trains were being laid
up between rush hours, at night, and on Sundays at
Coney Island, which brought about the practice of putting into or dropping out of service at such points as 36th
18

Company extended service from Plandome Road to
Spinney Hill (Manhasset to Great Neck – August 6), to
Whitestone (August 12), and from Spinney Hill to the
City Line at Little Neck (August 20).
40 Years ago: On August 31, 1970, MTA opened bids
for the purchase of 144 EMUs for the New Haven Line.
General Electric won the bid at a price of $422,000 per
car. Originally known as “Cosmopolitans” after the M-1
“Metropolitans,” the first cars were displayed for members of the press on June 22, 1972. The first train entered service on April 16, 1973. Their replacements, in
the form of Kawasaki-built M-8s, are currently being
tested.
News items and comments concerning this column may be
emailed to NYDnewseditor@aol.com.

some work was initiated to salvage certain components
for re-use, most notably the surplus D-4 air compressors for R-46 units, and trucks and Freon for air conditioning systems on several other car types.
R-44 Retirements
The following were taken out of service through June
18, 2010:
May, 2010: R-44 5242/3/5/4, 5260/1/5277/6,
5262/3/5303/2 withdrawn from Pitkin (A)
June, 2010: R-44 5230/1/3/2, 5354/5/7/6 (second
time), 5390/1/3/2, 5434/5/7/6 withdrawn from Pitkin
(A).
The R-44s of MTA Staten Island Railway
Completed “A” car 430 was returned to Staten Island
by May 25, 2010 and “B” car 419, the last of the Staten
Island R-44s to be re-overhauled at Coney Island, was
back at Clifton Shops on June 1 to mark the completion
of all 63 R-44s assigned to MTA Staten Island Railway.
Conclusion
As summer dawned, MTA New York City Subways
was at an important crossroads, financially, operationally, and politically. The system has been changed in a
profound way, and we hope to be able to document the
proceedings for posterity. Will it mark the beginning of a
new resurgence, or the start of a long and painful decline? Who knows, but we’ll try and sort it all out, for
better or for worse.
Street or Whitehall Street at various points in time. In
1934 BMT established a new Fourth Avenue-Nassau
morning rush hour service that started at 95th Street, ran
express north of 59th Street to the south tracks of the
Manhattan Bridge (skipping DeKalb Avenue and Myrtle
Avenue), and continued through the Chambers Street
station in service to Broad Street. From there the trains
ran light through the Montague Street Tunnel back to
Brooklyn, then to Coney Island via the Culver Line.
(Continued next issue)
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Street and 11th Avenue, where they will be lifted out of
the shaft.
When the tunneling is completed, work will begin on
station entrances and finishes, ventilation equipment,
and substations.
Trains should start running as scheduled in December, 2013.
Use of Exterior Speakers on Brighton Line
On the Brighton Line between Stillwell Avenue and
Prospect Park, exterior speakers on R-160 cars must
be deactivated between 7 PM and 6 AM.

Around New York’s Transit System
(Continued from page 20)

The second TBM broke through and reached the 200feet-by-50-feet-by-40-feet-deep receiving chamber just
below the Port Authority Bus Terminal on July 15. This
chamber was excavated in 2009 by controlled drill and
blast. The 24-hour construction operation was completed in 6 months instead of the scheduled 2-3 years.
Both TBMs have travelled 9,388 feet. They will be taken
apart and backed up to the starting point at W. 26th

SUBDIVISION “B” CAR ASSIGNMENTS
CARS REQUIRED JUNE 27, 2010
LINE

AM RUSH

PM RUSH

LINE

AM RUSH

PM RUSH

A

20 R-32, 96 R-44, 192 R-46 20 R-32, 96 R-44, 192 R-46

L

152 R-143, 40 R-160A

152 R-143, 24 R-160A

B

104 R-68, 112 R-68A

88 R-68, 104 R-68A

M

176 R-160A

160 R-160A

C

144 R-32

136 R-32

N

48 R-68A, 170 R-160B

32 R-68A, 180 R-160B

D

240 R-68

224 R-68

Q

50 R-160A, 180 R-160B

50 R-160A, 170 R-160B

E

220 R-160A, 40 R-160B

220 R-160A, 40 R-160B

R

232 R-46

232 R-46

F

280 R-160A, 170 R-160B

260 R-160A, 160 R-160B

S
(Franklin Avenue)

4 R-68

4 R-68

G

52 R-46

36 R-46

S (Rockaway)

12 R-46

12 R-46

40 R-42, 112 R-160A

40 R-42, 112 R-160A

J/Z

LIRR REDUCES SERVICE ON MONTAUK BRANCH
by Larry Kiss
At 4:44 PM on May 17, 2010, Oyster Bay Branch
Train #560 began its eastbound trip from Long Island
City and a new stop was added – Hunterspoint Avenue
(4:59 PM). This train then continued via the Main Line to
Jamaica. Prior to May 17 this weekday-only train left
Long Island City at 4:54 PM and ran non-stop via the
Montauk Branch to Jamaica. Thus, there is now no
eastbound passenger service on the Montauk Branch.
Train #507 from Oyster Bay, which leaves Jamaica at
8:11 AM, remains the only westbound scheduled train
on this branch. Since there are no intermediate stops,
19

this train can be rerouted by way of the Main Line as
necessary, as the running time is the same.
The Montauk Branch is a mostly double-track nonelectrified line used mainly by freight trains of the New
York & Atlantic Railway. From the late 1950s until November 15, 1999, there were two weekday rush
hour round trips. After November 15, 1999, until the
May 17 schedule there had been one round trip, covered by Oyster Bay Branch trains. All the intermediate
stops were abandoned on May 13, 1998.
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Around New York’s Transit System
V and W Service Discontinued
NYC Transit is attempting to reduce its deficit by curtailing service on several subway routes. When the new
schedules went into effect on June 27, service was discontinued on W, which operated from Whitehall Street
to Ditmars Boulevard. N trains make local stops in
Manhattan north of Canal Street and Q service is extended from 57th Street to Ditmars Boulevard at the following times shown in the public timetables:
ASTORIA SERVICE — WEEKDAYS ONLY
Leave Coney
Island

Arrive Ditmars
Boulevard

Leave Ditmars
Boulevard

Arrive Coney
Island

5:21 AM-10:20
PM

6:34 AM-11:33
PM

6:02 AM-11:01
PM

7:15 AM-12:15
AM

service since 1976, after which they run to 71st Avenue
over the route of the discontinued V train.
There is no longer any service from Nassau Street
through the Montague Street Tunnel. When the Nassau
Street Subway was opened in 1931, there was 24-hour
service via tunnel. This service was curtailed gradually.
Hours of operation are as follows:
71ST AVENUE SERVICE—WEEKDAYS ONLY
Leave Metropolitan Avenue
5:14 AM-11:06
PM

Arrive 71st
Avenue

Leave 71st
Avenue

Arrive Metropolitan Avenue

6:20 AM-12:11
AM

5:38 AM-10:44
PM

6:43 AM-11:51
PM

BROADWAY-MYRTLE AVENUE SERVICE
Weekdays

Saturday
and Sunday

57TH STREET SERVICE
Weekdays

Leave Metropolitan
Avenue

Saturday
and Sunday

Leave
Coney
Island

Arrive 57th
Street

Leave 57th
Street

Arrive
Coney
Island

10:26 PM5:09 AM

11:16 PM5:59 AM

11:34 PM6:14 AM

12:28-7:08
AM

24 hours

Q put-ins leave 57th Street southbound at 4:54, 5:14,
5:32, and 5:54 PM on weekdays.
N SERVICE NORTHBOUND AT DEKALB AVENUE
Weekday

Saturday

Sunday

Via
Bridge

5:55 AM-11:00
PM

5:50 AM-10:44 PM

5:48 AM-10:45 PM

Via
Tunnel

11:04 PM-5:35
AM

11:04 PM Friday5:35 AM Saturday

10:49 PM Saturday5:35 AM Sunday

N SERVICE SOUTHBOUND AT CANAL STREET
Weekday

Saturday

Sunday

Via
Bridge

5:57 AM-11:16
PM

6:01 AM-11:08 PM

6:01 AM-11:08 PM

Via
Tunnel

11:25 PM-5:40
AM

11:25 PM Friday5:40 AM Saturday

11:14 PM Saturday5:40 AM Sunday

Northbound weekday trains arriving at 57th Street at
7:33, 8:31, 8:44, 9:03, and 9:23 AM terminate there.
Southbound put-ins leave 57th Street at 4:43, 5:03, 5:28,
and 6:21 PM.

M SERVICE
M trains were rerouted; service was discontinued between Essex Street and Bay Parkway. M trains from
Metropolitan Avenue are routed from Essex Street to
Broadway-Lafayette Street on tracks that were out of

11:20 PM6:00 AM

Arrive
BroadwayMyrtle

Leave
BroadwayMyrtle

Arrive Metropolitan
Avenue

11:32 PM6:12 AM

11:45 PM6:22 AM

11:57 PM6:34 AM

24 hours

MTA Might Charge $1 for New MetroCards
On July 9, it was reported that MTA is considering
charging a $1 surcharge to people buying a new MetroCard instead of refilling an existing card. Many people
buy a new card, and the station floors are littered with
cards that have little or no value on them. Meanwhile,
cable news station NY1 reported that TWU Local 100
has proposed hiring a mediator to negotiate a costreduction package with MTA. Local 100 wants a binding
no-layoffs clause in any package, however. Several
hundred NYC Transit workers have been laid off over
the past few weeks.
Flushing Line Extension Progress Report
The following provides additional detail (and an update) to what was reported in the July, 2010 issue.
Two 1,000-ton TBMs (Tunnel Boring Machines) have
completed the 4,661-foot run, reaching the chamber
adjacent to the Times Square station of the Flushing
Line (7).
In the summer of 2009, the TBMs were lowered into
an underground assembly chamber at W. 26th Street.
When the machines mine, they install pre-cast concrete
lining rings along the excavated tunnel. These rings are
the permanent liner of the finished tunnel. Excavating
north from W. 34th Street was difficult because the tunnels run under Amtrak, NJ Transit, the former New York
Central line, the Lincoln Tunnel, and the Port Authority
Bus Terminal with its ramps.
(Continued on page 19)
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IRT BROOKLYN LINE OPENED 90 YEARS AGO
The IRT Brooklyn Line was extended from
Atlantic Avenue to Utica Avenue and to Flatbush Avenue on August 23, 1920. Trains operated on the express track between Atlantic
and Franklin Avenues until the Bergen Street,
Grand Army Plaza, and Brooklyn Museum
stations were opened on October 10, 1920.
Opening was delayed due to failure of the
contractor to perform work as scheduled.
The 1921 Transit Commission report states
that work was completed on all stations north
of Utica Avenue and Flatbush Avenue except
Brooklyn Museum and Franklin Avenue.
Work performed at these two stations consisted of laying white, colored, and mosaic
tile and the finished floors. Work also included installing the plumbing fixtures, erecting the stair and mezzanine railing, and
painting the steel and plaster work.
When the station finish work on the Institute
Park station was nearly completed, the Transit Commission received a petition from the
Brooklyn Institute of Arts and Sciences, requesting that the name should be changed to
Brooklyn Museum. A public hearing was held
and the Commission concluded that the original name was not an adequate guide for the
location of the station. By an order dated
March 3, 1920, the name of the station was
changed to Eastern Parkway-Brooklyn Museum, and new signs were installed.
When the Bergen Street, Grand Army
Plaza, and Brooklyn Museum stations were
opened on October 10, 1920, trains made
local stops.
Shuttles were operated on the December
20, 1920 extension from Utica Avenue to
Junius Street. Service was extended to
Pennsylvania Avenue on December 24,
1920. Station finish on the seven elevated

stations was practically completed in 1921.
But the Van Siclen Avenue and New Lots
Avenue stations were not opened because
trains could not run to the terminal until track
work, the signal tower, and the compressor
room were in service. Work began on June
19, 1922 and shuttles started operating between Pennsylvania Avenue and New Lots
Avenue on October 16, 1922. A two-car composite train was single-tracked on the west
(northbound) track.
Instead of returning to the Bronx after the
rush hour, several Flatbush Avenue trains are
laid up in Livonia Yard. Until the yard was
opened, trains were single-tracked on the
southbound track from Beverly Road to Flatbush Avenue while layups were stored on the
northbound track.
Work on the contract for installation of
tracks in Livonia Yard began on May 18,
1922 and was completed on July 18, 1922.
This yard provides storage and inspection
facilities for 250 cars. Work was completed
on December 31, 1922 and the yard was in
service on July 28, 1923.
Through service to New Lots Avenue was
finally operated on October 31, 1924,
An unusual schedule was in effect for several years. On February 2, 1921, non-rush
hour shuttles operating southbound from Atlantic Avenue were discontinued and 242nd
Street trains were cut at Brooklyn Museum.
The south cars operated to New Lots Avenue
and the rear section was routed to Flatbush
Avenue. Effective December 1, 1924, rush
hour trains were not cut at Brooklyn Museum.
We have no record of the schedules that
were in effect during the next ten years.
In 1934, 242nd Street trains operating on an
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A HISTORY OF THE R TRAIN
by George Chiasson
(Continued from August, 2010 issue)
pellate Division, First Department., eventually ruled that
since the Dual Contracts did not specifically require IRT
to cut back its platforms, it did not have to do so. This
decision left the Brooklyn Rapid Transit Company to
reckon with the direct operation of what would be for it a
pair of isolated shuttle lines, and thus scramble for
equipment that would meet the lines’ existing requirements. A solution was found through the surplus of
wooden elevated rolling stock created by BRT’s ongoing conversion of routes to steel subway cars, and the
adaptation of others to create modified “C” cars for the
Fulton Street El. Thus, the newly-created BMT Corporation was belatedly able to assign equipment to the two
Queens elevated routes, where connecting shuttle service from the north platforms at Queensboro Plaza to
both Astoria and Corona commenced on April 8, 1923,
with trains alternating trips to each route. That is, each
train would depart Queensboro Plaza, head to Astoria
and return, then depart for Corona and return, and so
forth.
On January 21, 1928 the IRT Corona branch was extended to Main Street-Flushing, and so were BMT’s
shuttles. On June 28, 1938 BMT’s two Queens shuttles
were separated and access to the Queensboro Plaza
station greatly rearranged. Beginning in December of
1938 dedicated trains operated in alternating fashion
from the lower level to Flushing and from the upper
level to Astoria. With the coming of the 1939 World’s
Fair at Flushing Meadows Park, BMT shuttle service
toward Flushing was enhanced through the introduction
of express trains during commuting hours Monday to
Saturday, then to and from the Fair on Sunday. This
was repeated again during the Fair’s 1940 season, after
which the Sunday expresses were dropped. Things
then pretty much stayed as such until BOT reconfigured
the two Queens lines for exclusive service—the IRT
subway to Flushing and the BMT subway to Astoria. As
a result of this modification all BMT shuttle operations
were discontinued in October, 1949.
Rolling Stock on the Queens BMT Shuttles (19231949)
Garnered from the former BRT elevated services that
had been gradually converted to steel subway cars, a
small surplus of wooden rolling stock was finally allocated for BMT’s shuttles between Queensboro Plaza,
Corona and Astoria when operations commenced on
April 8, 1923. Included were the newest enclosed motor
cars in the 1400-1439-series (delivered in 1907), along
with non-motorized trailer cars numbered from 1-6 and
8-21 that had been created by 1902 from steam-

ORIGIN OF THE R TRAIN, PART III: THE BMT
SHUTTLES IN QUEENS (1913-1949)
As part and parcel of the Dual Contracts, IRT and BRT
were to share service and revenue from two city-built
routes that poked new elevated lines into the Borough
of Queens. Just as the growth of early elevated and
subway lines had enabled rapid development in Brooklyn, so was the hope it could supply similar results to
those areas of Queens most contiguous to Manhattan.
To expedite the process three new river crossings were
adapted or constructed as part of the overall plan (the
Steinway Tunnels, the Queensborough (59th Street)
Bridge, and the 60th Street Tunnel), and two wholly new
elevated routes extended from Queensborough Bridge
Plaza eastward and northward. The Steinway Tunnel
was actually the first portion of Dual Contracts mileage
added by IRT, in June, 1915, and was extended through
the Queensboro Plaza station to Ditmars Avenue
(Boulevard), Astoria in February, 1917. The second new
elevated line was opened with IRT subway trains to Alburtis Avenue in Corona (103rd Street) in April, 1917,
followed by the Manhattan Elevated trackage across the
Queensborough Bridge in July, 1917, which permitted
through operation from Lower Manhattan to Astoria and
Corona.
BRT was left out of this jumble in Queens entirely until
it was able to physically connect with the complex on
the far side of the bridge, where provision for its eventual inclusion had been part of the original construction.
Finally the 60th Street Tunnel was opened on August 1,
1920 and BRT’s subway reached the Queensboro
Plaza station (using the north set of platforms). There
they connected to the four IRT services covering the
two outer branches, alternating service to Corona and
Astoria with both the subway from Times Square and
the Second Avenue El from South Ferry or City Hall.
Under the agreement, BRT was to garner revenue from
these two branches as well, but was now faced with the
operational incompatibility of using large-sized steel
“Standard” subway cars on lines to be shared with IRT
and its smaller rolling stock, as patterned after the Manhattan El’s template of dimensions. When BMT completed the 60th Street Tunnel, it requested that IRT cut
back the platforms on the Corona and Astoria Lines
to allow through service using the Standards. When IRT
objected on the ground that this would create a dangerous gap for IRT passengers trying to board narrower
IRT trains, BRT replied that its own passengers were
subjected to gaps on the upper Myrtle and other lines
where subway and elevated equipment operated on the
same tracks. BRT thus took IRT to court, where the Ap-

(Continued on page 3)
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ORIGIN OF THE R TRAIN, PART IV: THE
FOURTH AVE. LOCAL IN THE BOT AND NYCTA
ERA (1949-1987)

A History of the R Train
(Continued from page 2)

powered coaches acquired by BRT’s predecessor elevated companies. As might be expected (and according
to surviving photos), short consists of about four cars
were the norm on the BMT services in the 1920s. When
the extension to Main Street-Flushing opened in January, 1928, IRT willfully avoided the extension of its Second Avenue El trains into its underground terminal (such
service was truncated at the Willets Point Boulevard
local stop), but BMT had no choice to retain its share of
total revenue, so wooden shuttle trains trundled into the
short tunnel many years after such had been decried as
a safety hazard.
With the 1939 World’s Fair in the offing, as well as
eventual takeover of the entire BMT by the City of New
York, a comprehensive effort was undertaken to upgrade BMT’s Queens rolling stock in the latter half of
1938. This yielded the so-called “Q” (Queens) car, a
three-unit, non-articulated set that had enclosed vestibules, quarter-point automatic doors with Multiple-Unit
Door Control (MUDC), and improved interior lighting.
They were also initially painted in a unique bright blue
and orange livery that was supposed to visually represent the colors of New York State, then gradually redone in “standard” dark green colors as World War II
progressed. Each of the thirty (30) 3-unit sets (90 cars
overall) consisted of one former 1200-series motor that
was converted to a trailer, sandwiched by two former
1200- or 1400-series motors that retained that function.
In operational practice, the “Q” cars were thus combined into 6-car trains composed of two 3-unit sets. 24
other 1200s and 1400s were additionally rebuilt in a
similar manner as “QX” cars at the same time. These
were grouped as open-ended “pairs” consisting of an
“A” car, or motor created from a 1200- or 1400-series el
car, and a “B” car, which was a control trailer created
from a 1200-series el car. The QXs were universally
compatible with the “Q” cars. At any rate, the first “Q”
and “QX” cars were placed in service on both Queens
shuttles on January 3, 1939 and as of that April had
assumed all service. Both lasted without interruption to
the end of “BMT” Queens shuttle service in 1949, a lone
set of Q cars representing the last shuttle operated between Queensboro Plaza and Astoria on October 15.
After retirement from their namesake service, the
“Q” (but not “QX”) cars went on to serve IRT’s Third
Avenue Elevated from 1950 to 1956, and finally the exBMT Myrtle Avenue El between 1958 and 1969.
(Editor’s Note: We checked BMT Queensboro Plaza to
Main Street service in the 1940s. Our records reveal that 5–
or 6-car trains were operated during midday, 8 cars in the
rush hour, and 3 cars on Sunday. Obviously, “Q”s and
“QX”s were operated in the same train.)

As BMT was assumed by the city’s Board of Transportation in 1940, the synthesis of otherwise compatible
portions of the system, elimination of obsolete elements, and the addition of new segments was paramount. After World War II the city tried to pursue an
even more aggressive course in this regard, and when
sufficient new equipment was delivered to support it in
1948 and 1949 (in the form of R-10s for A that freed up
some existing R-1 to R-9s for other services), action
was taken to rationalize the “jointly” operated routes to
Flushing and Astoria, which would also reduce the need
for the incredible mass of overhead infrastructure at the
Queensboro Plaza station. Owing to signal modifications and a desire to evacuate some of the Lo-Vs from
Corona for use on the IRT main lines (after new R-12s
and R-14s had been delivered to replace them),
through subway trains from Times Square to Astoria via
the Steinway Tunnel were discontinued on July 24,
1949 (note that the new R-12 and R-14 cars then being
delivered were only used in service to Flushing). For
several weeks afterward BMT El shuttles serving Astoria alternated between their normal berth on the upper
level of the north plaza and the former IRT Elevated
Astoria berth on the lower level of the south plaza. The
last BMT shuttle trains operated to Main Street on October 14, then over the weekend of October 15-16 the
Fourth Avenue Local used what was normally a nonrevenue connection from the 60th Street Tunnel to the
BMT Flushing Shuttle track on the lower level of the
north plaza to relay. Meanwhile the Astoria shuttle
(actually a lone set of “Q” cars single-tracking on the
southbound side) continued as normal to the upper
level of the north plaza as did the IRT Flushing Line on
each level of the south plaza. With the middle tracks on
both levels idled, temporary bridges were erected to
permit passengers to transfer among the three services
present, and during the first day the platforms on the
northbound side of the Astoria Line (and both of the
south platforms at Queensboro Plaza) were cut back to
accommodate BMT subway cars. Starting late on the
second day (Sunday) a train of steel Standards was
used to shuttle on the northbound track between Ditmars Boulevard and the former Second Avenue El berth
on the upper level of the south plaza. The platforms on
the southbound side of the Astoria Line were then
shaved back for the 10-foot wide BMT subway cars and
the next morning (October 17, 1949) all Fourth Avenue
Local service was extended from Queensboro Plaza to
Ditmars Boulevard, the Queens shuttle services discontinued, and the north side of Queensboro Plaza station
abandoned.
Fourth Avenue-Nassau trains were begun in the PM
(Continued on page 4)
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new SMEE rolling stock assumed all service by February, 1962. Meanwhile, older ex-BMT equipment
(including “D” Types carrying “2” route signs) managed
to survive on the Fourth Avenue-Nassau Street rush
hour service until the end of their careers on the Southern Division in 1965.
Most BMT and IND services were greatly affected in
some way by the opening of the Chrystie Street Connection on November 26, 1967, which irrevocably
merged the two as one operating division. Basic RR/
Fourth Avenue Local service was again terminated at
Ditmars Boulevard in Astoria at all times, while Fourth
Avenue-Nassau Street service was transformed into a
new “RJ” route from 95th Street all the way to 168th
Street-Jamaica that ran local on Fourth Avenue, then
proceeded through the Montague Street Tunnel to the
Nassau Street Loop and continued back to Brooklyn
over the Williamsburg Bridge and out to the former BMT
Jamaica Line. Toward Manhattan in the morning and
from Manhattan in the afternoon, RJ ran express on the
middle track of the Broadway-Brooklyn El from Marcy
Avenue to Eastern Parkway (now Broadway Junction).
This arrangement lasted until July 1, 1968, when it was
replaced by a “Chambers Street RR” service that was
similar to the 1959 Fourth Avenue-Nassau Street routing from 95th Street to Chambers Street via Fourth Avenue, the Montague Street Tunnel, and Nassau Street,
but making all stops en route. With track connections
between the Nassau Street Loop and the south tracks
of the Manhattan Bridge having been removed as part
of the November, 1967 realignment, such “Specials”
were no longer operated in loop fashion but laid up at
several locations.

A History of the R Train
(Continued from page 3)

rush hour on June 29, 1950, running exactly the opposite as they had in the morning (Broad Street to Chambers Street, over the Manhattan Bridge, and express to
59th Street, skipping DeKalb Avenue, then on to 95th
Street. Morning rush hour trains returned via tunnel and
Culver Line, and were laid up in Coney Island Yard.
Evening rush hour trains ran light via tunnel to Broad
Street. Saturday morning Fourth Avenue-Nassau Street
service was discontinued on June 21, 1952, then all
such trains began stopping at the DeKalb Avenue station beginning December 1, 1955. As part of a general
cut in BMT services effective on May 28, 1959, afternoon Fourth Avenue-Nassau Street trains were reversed in flow, putting in across the south tracks of the
Manhattan Bridge and going into service at Chambers
Street, then continuing through the Nassau Street Loop
to the Montague Street Tunnel and on from there to 95th
Street, running local from Pacific to 59th Street.
The first major service change on the Fourth Avenue
Local since October, 1949 occurred on January 1,
1961, when weekday trains were redirected from Astoria to the IND terminal at 71st-Continental AvenuesForest Hills, using the so-called 11th Street Tie (originally
opened in late 1955) from the 60th Street Tunnel into the
local tracks at the Queens Plaza station. Night and
weekend trains were curtailed at 57th Street at the same
time, and PM rush Fourth Avenue-Nassau trains restored to their pre-1959 routing from Broad Street to
95th Street via Chambers Street, the Manhattan Bridge,
and the Fourth Avenue express tracks. In this form the
Fourth Avenue Local was re-identified as “RR” when

(Continued next issue)

Street trains were no longer cut at Brooklyn Museum
because Sunday express service was reduced from 10car to 7-car trains.
In the summer of 1938, evening Seventh Avenue express service from 180th Street-Bronx Park was extended from South Ferry to Flatbush Avenue. The company discontinued and never resumed cutting trains at
Brooklyn Museum.

IRT Brooklyn Line Opened 90 Years Ago
(Continued from page 1)

8-minute headway during weekday and Saturday evenings and Sunday mornings were cut at Brooklyn Museum. During the above hours, Seventh Avenue Expresses from 180th Street-Bronx Park were turned at
South Ferry.
Starting September 5, 1937, Sunday morning 242nd

CORRECTIONS
In the August issue, member Larry Kiss stated that the
last date for operation of local stops on the Montauk
Branch was May 13, 1998. The actual date was March
13, 1998.
Also in the August issue, we printed incorrect headings for the table on page 4. The correct headings are:

LINES OPERATED
DATE

NORTH SIDE

SOUTH SIDE

These are the same as the headings for the table at
the bottom of page 1, column 2.
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BMT WORK EQUIPMENT

Q-car 1642 with original roof and trolley pole, 36th Street
Yard, May 5, 1952.
Bernard Linder photograph

Q-car 1640 with lowered roof, Fourth Avenue IND, May 27,
1959.
Bernard Linder photograph

Car 998, used for paper storage in Coney Island Yard, June 9,
1952.
Bernard Linder photograph

Instruction car 999, Coney Island Yard, May 27, 1959. This car
was transported to Branford on May 4-5, 1961.
Bernard Linder photograph

Locomotive tool car 5000, Coney Island Yard, October 26,
1959.
Bernard Linder photograph

Pump car 5001, East New York Yard, September 19, 1956.
Bernard Linder photograph

(Continued on page 6)
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BMT Work Equipment
(Continued from page 5)

Rail grinder 5004 (ex-Birney 7082), Coney Island Yard, June
9, 1952.
Bernard Linder photograph

Gondola 3076 in 38th Street Yard, June 30, 1952.
Bernard Linder photograph

Engine 3, Coney Island Yard, June 9, 1952.
Bernard Linder photograph

South Brooklyn Railway engine 5.
Bernard Linder collection

South Brooklyn Railway engine 5 leaves the 63rd Street
dock with a draft of cars loaded with broken stone to be
used in connection with the rebuilding of the Brighton
Line.
Bernard Linder collection

Locomotive 7 at Fourth Avenue IND, May 27, 1959.
Bernard Linder photograph
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NEW YORK CITY SUBWAY CAR UPDATE
by George Chiasson
Hello again, everybody! There was (as one might expect) a maelstrom of activity surrounding the recent service changes on MTA New York City Subways, both
before and after they went into effect. To briefly summarize, V and W trains ceased to exist after service on
Friday, June 25, while M, N, and Q services were
radically altered starting with the following Monday,
June 28. In between (and all around that) was the finalization of car assignments not only to position equipment for these changes, but also to enable retirement of
the rest of the R-44s, an objective which to this date
has not quite been accomplished. The basic Subdivision “B” assignment matrix (which was published in the
last issue) should now be fairly stable over the next few
years, and as such the pace and content of these reports will (again) begin to abate starting with this installment. It also looks like we have an experimental R-62
train in the making for Subdivision “A”, and we’re still
waiting for the anticipated award of the R-179 contract
later in the summer. With that…
Subdivision “A” Happenings
The R-62 train that was used on 1 was in weekday
service to the end of the previous schedule on June 25.
The consist — (N-1591/1592/1593/1594/15951356/1357/1358/1359/1360-S — remained unchanged
for the balance of that time and as of June 28 all cars
were back home on 3. As of early July, another 10-car
set of R-62s (units 1396-1400 and 1541-1545) were
relocated to Pitkin, where required facilities are available, and are being re-fitted with a new type of E-Cam
control provided by Siemens. When complete these will
be tested for possible further application. Otherwise
things remained tranquil on Subdivision “A” through the
June 27 schedule change, the only slight exception being the odd use of all-single-unit R-62A consists on 7,
something that happens occasionally when shop needs
to tie up too many of the 5-car links. As for the summertime refuse train lottery, the Corona R-62A singles that
were observed being shifted to the main lines for this
purpose on June 17 were actually returned to 7 before
deployment. Instead a pair of Jerome-based cars otherwise assigned to S/42nd Street Shuttle have been running with the EPOs from 239th Street Yard: 1927 on the
refuse train known as “Regular Work 2” and 1946, still
bearing ad-wrap for the Bronx Zoo, on “Regular Work
1.” (Note: The ad wrap was removed on July 12.) As for
Westchester, its refuse train crew has so far been able
to enjoy the air conditioning of work car R-33s
8888/8889 (which still works!), and the Corona-based
“Ash-7” is simply provided with any old single R-62A
(and there are 224 of them) that Corona can spare.

The New Subdivision “B” Schedules
Official equipment requirements were most noticeably
changed on A, M, and Q in response to the June 27
service changes, which had a corresponding effect on
the Pitkin, East New York, and Coney Island facilities. A
maximum of 34 trains are now used on A, as opposed
to the former 38. This includes a handful of R-32s and
even temporarily some R-44s, but all 412 R-46s to be
assigned to Pitkin will create 51½ trains by themselves.
As extended to 71st-Continental Avenues-Forest Hills all
day and evening Monday-Friday, M needs a maximum
of 22 8-car trains (176 R-160A-1s total), which is five
more than the previous peak requirement when trains
ran to Bay Parkway in rush hours. J/Z service remained unchanged at a requirement of 19 8-car trains
(152 cars), which yields a combined total of 328, with
East New York able to provide 308 non-CBTC-equipped
R-160A-1s. The balance of 20 (actually more as it must
be counted in 8-car increments) is generally higher
given shop needs, and is to be filled out by the continued use of Morrison-Knudsen-overhauled R-42s. As for
Q, its extension to Astoria added five trains to the maximum requirement (now 23 trains instead of 18), but
cancellation of W voided the need for 10 consists,
which reduced the overall barn requirement at Coney
Island from 78 trains (exclusive of S/Franklin Avenue
Shuttle) to 73. At Jamaica, the annulment of V cut its
peak requirement by 15 trains, lowering its overall peak
hour needs from 129 trains (combined E, F, G, R,
and V) to 113 (combined E, F, G, and R). Of these
G and R require 284 of the 340 remaining R-46s (the
occasional use of R-160s on R notwithstanding), while
E and F call for 71 trains in rush hour, or 710 of the
810 R-160s assigned (the continued use of a few R-46s
on F not withstanding).
R-160 Changes
On July 8, the first mixed train of base and Option II
R-160A-1s (9900s and 8500s together) was observed
on the recently rerouted M. In fact, since the schedule
changes of June 27 the 4-car 9900s, which are still
nominally in separate consists, have migrated largely
from J/Z to M in general. Otherwise there were no
changes or transfers of R-160 equipment wrought by
the new timetable, only a slightly different deployment
plan. Overall, the various groups of R-160s provide all
service on E, M, and Q; most of the service on F, N,
and J/Z; and a varying portions of service on L and
R. On the former, the same group of 64 CBTCequipped cars continues to roll (8313-8376), while on
R the number of R-160s in use has been noticeably
(Continued on page 15)
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building and Fordham Plaza cannot be widened. The
total project cost is $14 million, including the purchase
of the 7,128 square-foot parcel for $392,040.
Metro-North reported that between January 1 and July
20, it logged almost half a million hits — 441,719 to be
exact — on Metro-North Train Time. This train status
information system was launched in January, and provides real-time information on the Internet and through
Smartphones for about 96 stations throughout its territory on all three lines.
The M -2s involved in the June 24 derailment in Stamford Yard are 8460-1.
It was announced on August 15 that Metro-North is
considering purchasing double-decker cars for the Hudson and Harlem Lines, when the next order of new cars
is placed in 2015. A totally new design would have to be
created, as the Park Avenue Tunnels have tight clearances.
New timetables were issued for the period August 30October 16. Most of the changes took place on the New
Haven Line, where catenary and bridge replacement
continues. Two of the four tracks between Southport
and Bridgeport are out of service. This will cause a rescheduling of some Shore Line East (up to 6 minutes)
as well as New Haven trains. CP 248, the new interlocking, which is east of Southport, will be used to mitigate
some of the more significant schedule impacts. In addition, some passengers will have to transfer at Stamford
for some stations instead of having a direct train. Hudson and Harlem Line schedules have minor adjustments for the aforementioned work. A New Canaan
Branch connecting train has been replaced by Train
#1750, which departs Grand Central Terminal at 4:43
PM.
Due to budgetary constraints, there will not be an
Open House at Croton-Harmon this year.
MTA METRO-NORTH RAILROAD (W EST)
A new timetable for the Port Jervis and Pascack Valley
Lines was issued on August 8 to account for changes in
connecting off-peak ferry times and a minor time
change for a weekend train at Secaucus Junction.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
The State of Connecticut applied for $220 million from
the Federal Transit Administration that would be used to
upgrade the rail line between New Haven and Springfield, Massachusetts to high-speed rail. In order to meet
the funding requirements, the state issued $260 million
in bonds. Connecticut previously was given $41 million
in federal money to double-track 10 miles of the 62-mile
line, over which Amtrak as well as freight trains operate.
Connecticut Governor Jodi Rell is also supporting the

METROPOLITAN TRANSPORTATION AUTHORITY
As if MTA riders have not already had enough service
cuts and fare increases, the Board voted on July 28 to
schedule public hearings in September to raise fares
effective January 1, 2011. This would be approved at
the Board’s October meeting. Also released on July 28
was the preliminary 2011 Budget and Four-Year Financial Plan. The previously reported $800 million budget
shortfall is now $900 million. And there’s more – the
next fare increase could be January 1, 2013. Biennial
fare increases were authorized by the State Legislature
as part of its “bailout” plan last year.
LIRR and Metro-North fares could increase from 7.6 to
9.4% in order to achieve an average of 7.5%. The cost
of MetroCards would also rise, with the possibility of
eliminating the “unlimited” feature of some cards or
charging more to purchase those with this feature. The
cash fare for a subway or bus ride would remain at
$2.25, but there would be a 25-cent charge for purchasing a single-ride ticket. Besides NYCT, the new fares
would also affect MTA Bus, Long Island Bus (MSBA),
and Westchester Bee Line riders, who are part of the
MetroCard system.
Because of the $13 million annual cost of producing
170 million MetroCards, many of which wind up being
discarded, it is proposed that there be a $1 charge for a
new card. This fee would not apply to expired cards
which are refilled, or reduced fare cards, transit benefit
cards, or cards purchased at out-of-system retailers.
The one-day Fun Pass (0.8% of trips) and the 14-day
pass (2.1% of trips) would be eliminated. The discount
bonus for refilling MetroCards would be reduced. Currently, there is a 15% bonus with an $8 purchase, which
would be reduced to 7% with a $10 purchase. This
would increase the cost of a ride from $1.96 to $2.10.
Here is an interesting fact – for every $1 collected in
fares, it costs 15 cents to sell and collect it.
Bridge and tunnel tolls would also rise.
MTA METRO-NORTH RAILROAD (EAST)
Metro-North is purchasing a strip of land from Fordham University in order to widen the eastbound platform
at Fordham. Each weekday morning, almost 6,000 riders board here who are destined to Westchester County
or Connecticut. After Harlem-125th Street, Fordham is
the busiest station for reverse commutation, and overall,
it is Metro-North's third busiest outlying station, after
Stamford and White Plains. The existing platform is just
8 feet wide in some places. A 515-foot-long section of
the platform will be widened to 20 feet and completely
covered by a new, wider canopy. The existing shelter
will be replaced with a new one that is double in size,
but the 220-foot-long section that is under the station

(Continued on page 9)
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NJ Transit reported that a tree fell onto overhead
wires near Hamilton at around 5:30 AM, August 11. Immediately, NJT service was suspended between Trenton and Hamilton. There were delays reaching 60 minutes all day. Amtrak was also affected. Normal service
was resumed by 7 PM. The following morning, there
was a signal problem in the same area; however, it
lasted for less than one hour.
The metropolitan area’s sole commuter club car is
operated by NJ Transit for the Jersey Shore Commuters
Club, Incorporated. This car, Comet II 5459, had operated until November 6, 2009, to New York Penn on
Trains #3224/3269. With the November 8, 2009 timetable change, the JSSC website reported that the car is
now operating on Trains #2304/2311 to Hoboken, its
original route.
Because of the Atlantic City Air Show, two additional
trains were operated on the Atlantic City Line on August
25. Train #4517 departed Cherry Hill at 9 AM, making all
local stops to Atlantic City, with a 10:10 AM arrival, and
returning. Train #4532 departed Atlantic City at 3:56
PM, making all local stops to Cherry Hill, where it arrived at 5:19 PM. Member Bob Vogel reported that a
pair of six-car trains had been operating on the line
since the previous Sunday and photographed these
consists.
More Atlantic City news from Bob — three ACES cars,
including 7231 and 7236, have been “wrapped” for the
HBO series “Boardwalk Empire,” which is to premiere
on Sunday, September 19.
PORT AUTHORITY TRANS-HUDSON CORPORATION
One of the many items that the Directors approved at
their August 5 meeting was the exercise of an option
under the PATH railcar procurement contract with Kawasaki to purchase 10 additional PA-5s at a total cost of
$15 million. No date was given for the delivery, although
it is likely that these cars will follow the existing order for
342.
AMTRAK
A new timetable (Form W6) was issued for Virginia
Service and Northeast/Mid-Atlantic effective July 20, the
date that additional service began to/from Richmond,
Virginia (August Bulletin).
CAF USA, the American subsidiary of the Spanish firm
Construcciones y Auxiliar de Ferrocarriles, was
awarded a five-year, $298.1 million contract on July 23
to build 130 single-level cars, which are reported to be
similar to the Viewliners. The order is composed of 25
sleepers, 25 diners, 55 baggage cars, and 25 baggage/
dormitory cars. They will be used on long-distance
trains to replace and supplement the existing fleet,
some of which date to the 1940s. 575 jobs will be created to perform manufacturing and final assembly work
at CAF’s Elmira, New York plant. Delivery of the first car
is scheduled for October, 2012.
It is rare that I ride west of Secaucus to Newark, but I

Commuter and Transit Notes
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issuance of $226.3 million in bonds in order to purchase
of 80 additional M-8s, some of which would be assigned
to Shore Line East service. This announcement was
made on August 3 at a press conference at New Haven’s Union Station with the prototype M-8s as a backdrop. The first proposal was approved on August 11,
while action on the M-8s was deferred until a decision
until more information was available on how the funds
would be repaid.
MTA LONG ISLAND RAIL ROAD
Although the North River Tunnels were constructed by
the Pennsylvania Railroad to connect New Jersey to
New York’s Penn Station, it was the Long Island Rail
Road whose trains were the first to operate from this
terminal. The first revenue train departed from Penn
Station on September 8, 1910 (100 YEARS AGO). It
was not until November 27, 1910, that the first PRR
train operated into New York Penn.
For the U.S. Open, LIRR did issue special timetable
(Form S4) with effective dates of August 24-September
12. There is also a brochure for the “LIRR One-Ticket
Ride to the New Meadowlands Stadium and Select
Events.” In both cases the format is the same as last
year.
New timetables are to be issued September 13, which
will include the second round of service reductions that
were reported in the May Bulletin. In addition, midday
tie replacement work will affect the Port Washington
(Harold and Shea Interlockings), Far Rockaway (Valley
Stream to Far Rockaway) and Babylon Branches
(Freeport to Amityville).
NJ TRANSIT
The Northeast Corridor and North Jersey Coast Lines
received new timetables effective August 8, which reflect minor adjustments. The last day for the extra Summer Shore service on the North Jersey Coast Line is
September 12.
A colleague told me that since mid-July, he has seen
numerous trains of Comets on the Northeast Corridor
that have an ALP-44 on both ends or two at one end.
ALP-46As are capable of 125 mph, exceeding the 100
mph limitation of their predecessors.
Over the weekend of July 24-25, new software was
installed that provides larger and clearer graphics to
monitors on the lower level of Secaucus Junction. Previously, 14 trains were displayed, while the new ones
display 10. By Friday, this work had been completed on
the upper level at this station. In conjunction with this
work, the female PA voice has been replaced by a male
voice. Another change is that previously, all trains at
Secaucus Junction, once listed, displayed “ON TIME”
whether or not they were actually on the road. Now,
only those trains that are en route are shown in that
manner; for the others, there is nothing.

(Continued on page 10)
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did one evening during the last week of July. At Hudson
Tower, joining the seemingly abandoned pair of exMetro-North SPVs, was Sperry Rail Service 125.
In an effort to gain revenue, another Acela trainset,
with power cars 2026 and 2017, has been “wrapped” to
advertise The Cake Boss on the TLC Network. In November the 2012/3 trainset was wrapped for The History Channel. Thanks to member Bob Vogel for sharing
his digital images.
Member Todd Glickman was aboard that trainset and
wrote: “I'm all for Amtrak getting additional revenue, but
the wrap makes the windows blurry, and really detracts
from the view. If they must wrap, I'd ask they forgo
the windows.”
Amtrak undertook a 10-day project to replace ties on
(eastbound) Track 1 between Metropark and Rahway
from August 20-30. NJ Transit passengers were advised
that trains could experience up to 10 minutes’ delay during the AM and PM peak hours. Directly affected were
the Northeast Corridor and North Jersey Coast Lines.
Raritan Valley Line and Midtown Direct riders could also
be delayed due to Northeast Corridor trains operating
out of their scheduled time slots.
The fourth National Train Day will take place on Saturday, May 7, 2011.
METROPOLITAN AREA
The New York Times (July 27) published the results
of its investigation of more than 685,000 trips that were
recorded in 2009 on LIRR, Metro-North, and NJ Transit.
Overall, the three rail operators reported that trains ran
on time 96% of the time. However, in reality, 1 in 10
trains arriving at New York Penn on weekday mornings
arrived late – two-thirds by 10 or more minutes. At the
peak of the rush (8:30-9:30 AM), about 25% of NJ Transit’s trains arrived late, about 2 in 5 by at least 15 minutes. The article pointed out that during rush hours trips
to/from New York Penn were two and a half times as
likely to be late as those taken at any other time. My
personal experience is that most mornings the train that
I am aboard gets a clear shot into the station, but sometimes not. In the afternoons, it is a little better, but occasionally an inbound or another outbound train will delay
the one I am on, which reduces the time I have to make
my connecting train at Secaucus Junction.
The article also reported other locations where commuters were likely to be delayed such as Summit,
where 1 of every 6 trains was late by more than 20 minutes. On LIRR, westbound Port Jefferson commuters
during the peak hour arrived late on 1 of every 10 trips,
which is twice the average for the railroad. Metro-North
riders fared better due to its exclusive use of Grand
Central Terminal. In the table below are the number of
trains operated annually over each branch (listed alphabetically) and the percentage that arrived at their final
10

destination 6 minutes or more late. On the New Haven
Line, data was also provided for the three branches.
Because it does not enter New York Penn, the Atlantic
City Line was omitted. In summary, because of the
shared use of New York Penn, NJ Transit has the worst
OTP in the AM, and LIRR had the worst in the PM, and
do not forget about the affect of Amtrak, whose trains
interface with all three railroads.
LINE
Babylon / Montauk

NUMBER OF TRAINS
Long Island Rail Road
63,312

% LATE
5.8

Far Rockaway

20,662

2.0

Hempstead

19,922

2.7

Long Beach

20,806

3.6

Oyster Bay

11,256

5.1

Port Jefferson

27,246

5.9

Port Washington

34,749

3.9

Ronkonkoma

25,665

7.3

West Hempstead

19,922

2.7

Harlem

Metro-North
69.035

1.3

Hudson

51,398

1.9

New Haven

65,364

2.4

Danbury

6,887

2.9

New Canaan

14,513

1.5

Waterbury

4,431

4.5

NJ Transit
Main / Bergen

38,559

2.4

Montclair-Boonton

20,420

4.5

Morris & Essex

45,546

5.5

Northeast Corridor

43,005

8.8

North Jersey Coast

37,955

7.5

Pascack Valley
Raritan Valley

12,575
18,367

3.5
3.1

MUSEUMS
This came as a surprise: The Shore Line Trolley Museum (Branford) reported in the July edition of the Tripper that ex-Gothenburg 71 departed from the museum
on July 23 en route to Gothenburg, Sweden via the Port
of Newark. This took place nearly 50 years after it arrived in the United States. Details were promised in the
next issue.
LABOR DAY
All metropolitan area railroads were to operate nearly
the same service plan as July 4 Weekend on Friday
afternoon. The holiday service was minus trains that ran
specifically for the fireworks.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
A ground-breaking ceremony was held on July 16 to
mark the start of construction of the $17.7 million Four
Corners/Geneva commuter Rail Station Project. Part
of the Fairmount Commuter Rail Line Rehabilitation
(Continued on page 11)
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Project, which began in 2005, Four Corners/Geneva is
one of four new stations to be built along the nine-mile
corridor. The Fairmount Line is the only one that is entirely within the city of Boston. Amenities at the new station will include closed circuit television, video surveillance cameras, police emergency call box systems,
public telephones, and an off street drop-off/pick-up
area at both the Washington Street and Geneva Avenue
entrances. Using $37 million in state funds, Phase I of
the project is complete, including the rehabilitation of
the Upham's Corner and Morton stations; the reconstruction of three bridges; the implementation of new
interlockings; and the de-leading and painting of
neighborhood bridges. Phase II consists of the design
and construction of four brand new stations at Talbot
Avenue, Blue Hill Avenue, Newmarket, and Four Corners/Geneva, presently underway. This project
is expected to be completed in 2012.
Todd Glickman reports: “Normally, MBTA (operated by
MBCR) commuter rail trains on the ‘north side,’ (into
and out of North Station) are exclusively single-level
cars; bi-levels run mixed with single levels on the ‘south
side’ (into and out of South Station). This is because
ridership is significantly heavier on the south side. For
the first time since the mid-90s, a six-car mixed consist
(two single and four 700/1700-series Kawasaki bilevels) ran on the north side in regular commuter service on August 5. On August 3 and 4, a section of I-93
just north of Boston caved in, resulting in a sinkhole the
size of a passenger car. Back-ups were close to two
hours northbound during the afternoon rush hour both
days. As a defensive move, MBTA decided to move this
consist from the south to the north side in case ridership
was heavier than normal. The consist was deadheaded
out to Lowell at approximately 6:20 AM, where this author saw it from I-93 southbound (I had to drive to work
this day due to a late meeting in Boston). The train ran
in service inbound on Train #308, 7:18 AM inbound local from Lowell, which is normally six single-level cars.
It then did one late morning round-trip to Fitchburg on
Trains #417/418 before being returned to the south side
via the Grand Junction. I saw it pass by my office on the
western end of the MIT campus at 2:20 PM. The only
other known recent use of bi-levels on the north side
was during the Halloween specials last fall. Prior to that,
the bi-levels appeared for a few months in the 1990s
during ‘Big Dig’ construction, when the platforms at
North Station were shortened and six-car consists could
not fully platform. For the record, the consist was:
S/1705 (control cab)-712-737-718-510-205-1032
(F40PHM-2C)/N.
PHILADELPHIA, PENNSYLVANIA
Member Bob Wright wrote: “SEPTA’s fares were increased on July 1, with surprisingly little fanfare in the
11

media, etc., and things seem to have gone quietly in the
implementation of the new fares. There were the usual
complainers that got some air time but otherwise it was
a fairly non-event. Surprisingly the printed versions of
the timetables (without ‘R’ Line designations), which in
the past SEPTA had put out about 10 days beforehand,
were not yet available as of Friday, July 16; nothing new
was in the racks at Market East, Suburban, or 30th
Street until July 21.
“Silverliner Vs continue break-in testing and sightings
of them on the Chestnut Hill East Line have been reported, in addition to some runs on the West Trenton
Line. With the hot weather we've had, A/C failures are
common but trains remain in service despite that, so the
new cars will be welcome. Unfortunately, the ads on the
Regional Rail cars for them say that they're coming in
the fall.”
Bob Vogel sent digital images of single-car 701 at
Wayne Electric and married pair 801-2 having returned
from a test run to Chestnut Hill East on July 26. Bob
also reported that SEPTA is reportedly assembling a
second wire train, presumably to have one on either
side of the Center City Tunnel. A former NJ Transit Comet Ib (possibly 5160) was purchased to be the
cab car and is numbered 610. It was seen at Wayne
Electric on July 26.
Member Dave Safford was kind enough to send copies of SEPTA’s new Regional Rail timetables, which
went into effect on July 25. The “Combined Timetable”
is now referred to as “Glenside Combined.” In addition,
Dave also sent copies of the Trolley, Market-Frankford,
and Broad Street Lines (June 13) and 101 and 102
(June 14), which were all issued in the new format.
Dave also wrote: “It seems to be over. Ever since I
moved to Philadelphia in 1988, SEPTA has been trying
to use the Pennsy's Schuylkill Division bridge over the
namesake river at Manayunk as the gateway to a new
line from Philadelphia to Reading, but (was) always defeated by lack of funding. Now the bridge and the remaining right of way at both ends, from the end of the
Cynwyd Line to the former Ivy Ridge station, has been
turned over as a rail trail, ‘from whose bourne no rightof-way eer returns’, to paraphrase Hamlet. A trail spur
east of the bridge appears to follow a long-abandoned
and very steep, steep, grade along Belmont Avenue. I
have followed this branch for its traceable length, but
have never been certain whether it was originally part of
the Pennsy or of the Reading.”
SEPTA has sandblasted the North Wales (Doylestown
Line) station as part of a general renovation/upgrade.
The residents love it, but the state says that it has to be
painted cream to be historically (circa 1900) accurate,
otherwise no renovation money. Dave wrote: “reminds
me of the Golden Gate Bridge flap. There the residents
loved the red primer and bulldozed the government into
leaving the finish paint off. It looks as though the state
(Continued on page 12)
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will win this one though.”
The June edition of The Delaware Valley Rail Passenger, which is published by the Delaware Valley Association of Railroad Passengers (DVARP), provided
this table, which explains the new “R”-less train numbering system.
PRR-SIDE
DESTINATION
Cynwyd
Wilmington/Newark
Media/Elwyn
Airport
Paoli/Thorndale
Trenton
Chestnut Hill West

NUMBER
SERIES
000
200
300
400
500
700
800

READING-SIDE
DESTINATION
None
Manayunk/Norristown
West Trenton
Warminster
Lansdale/Doylestown
Chestnut Hill East
Fox Chase

There are also:
1xxx – Suburban and Market East
6xxx – 30th Street (Powelton Yard)
9xxx – Temple University (Roberts Yard)
SEPTA extended its QuietRide policy to off-peak so
that it is in effect all day on trains where three or more
cars are open to passengers. There are a few trains
that have three cars, but only if two are open, there is
no quiet car.
Effective September 5, these station names will be
changed:
OLD

NEW
Norristown High-Speed Line
Rosemont
Roberts Road
Stadium
Ithan Avenue
King Manor
Dekalb Street
Routes 101/102
Bywood
Avon Road
Beverly Hills
Beverly Boulevard
Oakview
Creek Road
Clifton
Baltimore Avenue
Collingdale
MacDade Boulevard

In the May Bulletin, I wrote about a movement to restore passenger service to Newtown. DVARP reported
that it is working with this group — Pennsylvania Transit
Expansion Coalition (PA-TEC) — to broaden that base
of support. Unfortunately for supporters of this project,
other SEPTA projects, including Elwyn to Wawa, Norristown to Pottstown and Reading, and Lansdale to Quakertown and possibly Bethlehem, are all further along in
the planning process.
Finally, DVARP reported that the first production
Silverliner V, car 702, was sent to Canada for climate
testing at a facility that will subject the car to extreme
hot and cold temperatures. To which member Lee Winson adds: “for me, what is sad is that climate testing
used to be done at the main Budd plant on Hunting
Park Avenue. I believe other car builders used the facility as well. Hunting Park Avenue, well served by rail12

roads, used to have heavy industry on it. It's almost all
gone now, being replaced by casinos. The Reading's
former Nicetown and Tioga stations also served that
area.”
Lee also reported that one of his neighbors told him
that ex-NJT Comets are now running on the West Trenton Line as an evening express train, leaving 30th Street
at 4:42 PM (Train #6374, The Pennypack Limited).
WASHINGTON, D.C. AREA
On July 19, Virginia Railway Express reported, “today
marked the start of our new express Train #300
(Departs Fredericksburg at 5:05 AM); however, things
did not go as planned. As a result of the signal issues, it
experienced about an hour delay into Union Station.
Also, the short consist was not enough accommodate
everyone who wanted to ride. We initially decided on
the three-car set based on how the trains stack into the
mid-day storage yard. We relate it to the game of Tetris.
For trains to fit properly, trains have to come in at the
right time. That said, we will be trading Train #312’s
(Departs Fredericksburg at 7:40 AM) four-car train with
the express Train #300. We will monitor how the ridership on each morning train plays out before we can
make any more significant changes to the number of
cars on the trains.”
As of early August, MARC has placed into service half
of its order of MP-36 locomotives. The locomotives are
arriving on schedule every two weeks, and all 26 should
be in service by this December.
New MARC timetables went into effect on August 9,
as Amtrak’s tie replacement project moves to another
section. A number of trains had time adjustments, and
Odenton has been added as a stop to Train #402 (6:45
AM D.C./Baltimore) as part of the state’s efforts to make
commuting to Fort Meade for new jobs associated with
the Base Realignment and Closure (BRAC) project easier. This will provide another early morning Odenton
stop for workers heading to Ft. Meade from points
south. BRAC is the congressionally authorized process
the U.S. Department of Defense is using to reorganize
its base structure to more efficiently and effectively support the Military. BRAC is drawing more and more government and contract employees to Fort Meade from
the Washington region and Northern Virginia. Thanks to
member Steve Erlitz for these reports and for sending
copies of the timetable.
On May 27, Metro’s board awarded Kawasaki an $886
million contract for 428 new rail cars, along with an option for 320. These cars will be built in a “quad-unit configuration,” a change from the current two-car configuration. The cars will feature dynamic LCD route maps in
each car that will allow easy tracking of train locations
and station names, and an automated announcement
system. Resilient flooring will be used instead of carpeting. These cars will also be equipped with cameras.
(Continued on page 13)
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Deliveries are to begin in 2013, with completion by
2016. 300 will replace Metro’s oldest cars, the 1000series, which were built between 1975 and 1978, and
have been deemed unsafe by the NTSB. The remaining
128 will be used for the expansion of Metro service on
the Dulles rail corridor and are being funded by the Metropolitan Washington Airports Authority. There are 1,142
cars in Metro’s rail fleet.
Fare increases have recently been implemented in
Washington, D.C. for rail and bus. On June 27 Metrorail
fares increased by approximately 18% and the new
regular base boarding fare is $1.95. Day passes cost
$9. The next increase, which had been scheduled to go
into effect on August 1, was delayed to August 3 to enable proper signage to be affixed to vending machines,
and then only partly imposed. On that date, Metro implemented a 20-cent surcharge during weekdays 4:30
to 6 PM based on the starting time of the trip. Charging
for the 7:30 to 9 AM time period was deferred until August 29. This will not only generate revenue, it could
encourage riders who have the flexibility to ride during
less crowded times to do so, and alleviate the congested peak periods. Thanks to members Raymond
Berger and Steve Erlitz for these reports.
The conclusions of the National Transportation Safety
Board (NTSB) concerning the fatal Metrorail crash
which occurred on June 22, 2009 (August, 2009 Bulletin) are that it was caused by a faulty electronic circuit.
That was the direct cause, but NTSB also faulted
Metro’s Board of Directors for failing to actively monitor
safety issues. The track-signaling system failed to recognize trains 3,000 times a week, but this was deemed
a minor nuisance. Thanks to Dave Safford for sending
this article from The Philadelphia Inquirer.
NORFOLK, VIRGINIA
Although light rail service is not scheduled to begin
until next May, Hampton Road Transit’s nine Siemensbuilt LRVs were to begin test runs by the time you are
reading this. The cars had been stored in a holding area
behind Norfolk State University and were relocated to a
temporary maintenance shelter east of Ballentine
Boulevard near Norfolk Southern’s freight tracks.
CHARLOTTE, NORTH CAROLINA
According to a report sent by member Jack May, the
vintage Charlotte Trolley ended operations on July 1.
This occurred because Charlotte Area Transit removed
the funding for this operation from its FY2011 budget.
Charlotte Trolley, Incorporated, owner of the last original
Charlotte Trolley, 85, operated that car between 1996
and 2006.
LITTLE ROCK, ARKANSAS
Member Paul Hilzen sent the following report. “One of
the pleasures of retirement has been to accompany my
wife on her business trips, which was most recently to
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Little Rock and occurred during the height of the New
York heat wave in late July. Suffice to say, it was even
hotter and more humid in Little Rock. Fortunately, the
downtown trolleys where I spent several afternoons are
air-conditioned! The River Rail Streetcar, operated by
the Central Arkansas Transit Authority, runs two lines
which largely overlap. The Green Line loops through the
downtown; the Blue Line covers the same route, and
then crosses the Main Street Bridge for about a mile of
street running in North Little Rock. Both lines extend to
the Clinton Presidential Library until 6:00 PM. Service is
provided by five Gomaco-built cars that use Milan Peter
Witt trucks and controls, with some modern additions
such as accessibility, air-conditioning, and a public address system (and chopper controls on the two newest
cars). The trolleys make 14 stops and the full ride takes
about 30 minutes. Most of the passengers, who appeared to be tourists and children, obviously enjoyed
the ride. The operators, friendly and helpful, provide
informative commentary on local attractions. An all-day
pass costs $2; a single ride $1; seniors 50 cents. A
highlight for me was a brief tour of the shop and storage
area in North Little Rock. The line’s manager, Virginia
Fry — recognizing a railfan — described some of the
line's maintenance procedures, focusing on a bearing
problem which caused car 412 to be lifted off trucks for
repairs. (Editor’s Note – Ms. Fry was also the very amiable
host who oversaw the Electric Railroaders’ Association’s
2007 visit to Little Rock.) Many thanks to her, and to the
operators, for providing some very pleasant (and cool)
afternoons.”
FLORIDA
The Chairman of the Florida State Fair Authority has
proposed a high-speed rail station near the Florida
State Fair Grounds and the Hard Rock Casino along
Interstate 4 just East of Tampa. This line will be built
within the I-4 right-of-way between Tampa and Orlando.
Thanks to member Dennis Zaccardi for this news.
CHESTERTON, INDIANA
In order to continue NICTD’s three-year catenary
modernization program between Michigan City and
Gary, service will be suspended over the following
weekends: August 28-30, September 18-20, October 24 and 23-25, and November 6-8. This project is in year
two. This $18 million project is replacing over 100 miles
of electrical conductor, some of which dates to the
1920s. Because this wire is old and brittle, it is subject
to failures, which are the single leading cause of significant service disruptions and lengthy train delays. During
the shutdowns, there is no service between South Bend
and Gary Metro Center (approximately 34 miles)
(NICTD says) because of the high number of weekend
passengers and variability of demand. Passengers are
encouraged to drive to the East Chicago station. Amtrak
will stop three additional Wolverine trains in Michigan
City, providing weekend service to and from Chicago;
(Continued on page 14)
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however, reservations are required.
CHICAGO, ILLINOIS
The BNSF Aurora Line got a new timetable (No. 26)
effective July 12. The previous edition, dated April 1,
2007, had no timetable number.
New schedules, with minor adjustments were to go in
effect on the UP North Line (Kenosha) on August 21 to
enable reconstruction of 22 bridges over which Metra
trains operate. During the first phase of the project, 11
bridges are being replaced between Grace Avenue and
Balmoral Street. In the second phase, 11 more bridges
between Fullerton Avenue and Cornelia Street will be
replaced. There will be some single-tracking, which will
cause some revised timings, and some trains will skip
certain stops. Three open house forums were held in
July and August to provide riders with information about
the project. Work is expected to be completed at the
end of 2018. Ravenswood (the second stop after the
Ogilvie Transportation Center) will be replaced by a
brand new station. Thanks to member Jim Beeler for
sending copies of the timetables and for this news.
ALBUQUERQUE, NEW MEXICO
Beginning August 16, passengers on the New Mexico
Rail Runner Express could ride any fixed route Rio
Metro bus for free when they show their valid Rail Runner ticket.
SEATTLE, WASHINGTON
Sound Transit (July 22) signed an agreement with
BNSF to expand Sounder commuter rail service by four
trips on the Seattle-to-Tacoma route. The $185 million
agreement enables an incremental expansion from nine
to thirteen round trips a day, with the ability to run reverse commute and midday service based on ridership
demand. The first new round trip could start as soon as
July, 2012, followed by a second in the fall of 2014, a
third in the summer of 2015, and a fourth the following
year. These easement rights are said to be in perpetuity.
PORTLAND, OREGON
TriMet announced on July 26 that the Federal Transit
Administration had committed to a 50% share of the
cost of the 7.3-mile Portland-Milwaukie LR project, the
sixth MAX line. It would extend from Portland State University, South Waterfront, SE Portland to Milwaukie and
North Clackamas County. The project includes a multimodal transit bridge over the Willamette River that will
carry MAX, buses and the future Portland Streetcar, and
includes two 14 foot bike and pedestrian paths. The line
is scheduled to open in 2015.
SAN FRANCISCO, CALIFORNIA
Member Pete Donner reported that he heard a news
story on July 19, while in the Bay Area, regarding the
Transbay Terminal. Demolition of the building began on
August 7. In recent years, the building had become a
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haven for the homeless. KCBS Radio reported that a
temporary open air terminal will be built to replace
Transbay, and is expected to last for seven years. It will
be in an area bounded by Howard, Beale, Folsom, and
Main Streets.
A friend of Lee Winson wrote to him that he took some
photos in the terminal where they peeled off some walls
to reveal an old shoeshine stand and an abandoned
bar. “I got shots from the upstairs platform, including the
old bridge entering the terminal. Muni strung some extra
wire (including “sidings”) for the rerouted trackless trolleys at the temporary terminal. Next week, they start
tearing down the old terminal and bridges. Once it’s
gone, they’ll start building a new terminal, with a skyscraper above and a tunnel below for Caltrain commuter trains from Gilroy/San Jose (those trains now end
about a mile away), as well as the state high-speed rail
line from L.A./San Diego, which will use the Caltrain
right-of-way.”
MONTREAL, QUEBEC, CANADA
I checked the AMT website to see what had been
done to the schedules for the formerly called Montreal/
Dorian-Rigaud Line (July Bulletin) when service was
eliminated to Rigaud. As it turned out, the one trip in
each direction now operates from/to Hudson, which is
one station closer in, and all other service operates as
previously. The line is now called Vaudreuil-Hudson.
On July 13, STM accepted the recommendations of
their project bureau and approved Construcciones y
Auxiliar de Ferrocarriles S.A. (CAF) as a bidder on an
upcoming contract to supply 288 metro cars. Preparations for the bidding process are underway, and are expected to be published on the international market next
fall.
TORONTO, ONTARIO, CANADA
Full St. Clair (Route 512) service was restored on
June 30, five years after the trolleys were replaced by
buses so that a dedicated right-of-way could be built.
Thanks to member Joe McMahon for this news.
While checking the Toronto Transit Commission’s
website, Pete Donner found that TTC is apparently following New York MTA’s procedure for splitting subway
lines into two halves for construction activities. He noticed a service advisory for the weekend of August 1415 affecting the Bloor-Danforth Line. Due to track work
west of Bay Street, the station was closed and trains
were being routed through the lower level of the station
(Lower, Under, or whatever name you choose to use)
and terminating at the Museum station on the University
Line. “This should prove interesting as Museum is not
designed to be a terminal station and (there is a) need
to have trains discharge, change ends, load, and depart
quickly to avoid conflicts with the University Line, which
is not affected.” A report about this will appear in the
next Bulletin.
(Continued on page 16)
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reduced but a few trains do remain. In an effort to avoid
the accidental routing of R-46 equipment onto the Williamsburg Bridge (where 75-foot cars are prohibited), R160s were also slated to assume all service on F following the schedule change, and as a result the sight of
an R-46 on F has been a rarity since the afternoon
rush hour of June 28, though it has occurred at least
once (on July 2). As for the “new” M via the Essex cut
and Sixth Avenue, the issues associated with a transformation from V and its full-length consists to the nowrequired 8-car trains have not as yet caused serious
delays or other anomalies.
The 60-Foot SMEE Fleet
As anticipated, all 10 Phase I R-32s that were stationed at Coney Island in September, 2009 (3445/3468,
3520/3891, 3610/1, 3726/7, and 3820/1) were moved to
207th Street for A and C service over the weekend of
June 26-27. One such pair was observed there on June
30, with 3445/3468 (ex-Coney Island) and 3370/1 (exJamaica) being bracketed by two tenured 207th Street
pairs on a C train that day. Also as expected, all eighteen of the Morrison-Knudsen-overhauled R-42s that
had been temporarily removed from J/Z service in
May were gradually restored to operation, but not quite
all at once. A train composed of cars 4806/7, 4810/1,
4824/5, and 4834/5 was in service the week of June 28;
another made up of 4790/1, 4814/5, 4816/7, and 4836/7
was running the week of July 5; and (finally) cars
4798/9 were observed back in service on July 12. Once
again there are 50 active Morrison-Knudsen-overhauled
R-42s on the J and Z, and they should remain for
some time to come, though their heretofore frequent
use at night and on weekends seems to have been curtailed a bit. Other than the lone R-32 transfer cited
above from Coney Island to 207th Street, there were no
unusual occurrences for the 60-foot SMEEs during the
schedule changeover week.
The 75-Footers of MTA New York City Transit (R-44,
R-46, R-68, R-68A)
On the Friday before changeover weekend (June 25),
the first noticeable thing to occur was a return of Coney
Island-based R-68s and R-68As to N, from which they
had been essentially absent since early 2009. In turn,
Q was converted from a mix of R-68/R-68As and R160s to almost-all R-160s, a state that was modified
even more the following week as it was directed that
only R-160s be assigned there, as its new routing has
two terminals (57th Street-Seventh Avenue and Astoria)
which can be indicated with greater ease on the electronic signs. Lone trains of R-68As did slip into Q service on two occasions (July 2 and July 13), but such
should henceforth be an exception to the norm as time
moves forward. On N, the daily mixtures of R-68/68As
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(so far mostly R-68As, it seems) and R-160s have been
variable, but inasmuch as possible the R-160s have
continued to be in the majority. Otherwise the balance
of the 332 unitized R-68/68As based at Coney Island
provide all service on B (from which they are otherwise
laid up off-peak), with 9 single unit R-68s assigned exclusively to S/Franklin Avenue Shuttle. There are also
(still) 284 R-68s assigned to Concourse for D service.
Following the conclusion of evening rush hour service
on Friday, June 25, some 38 4-car sets of R-46s began
to be moved out of Jamaica for full-time assignment to
Pitkin and eventual service on A. One group of 20 sets
(as 10 8-car trains) was operated light to 207th Street
Yard, where they were staged for eventual redeployment: 5822-5, 5838-41, 5954-7, 5970-3, 5982-5, 59947, 6002-5, 6006-9, 6010-3, 6018-21, 6022-5, 6042-5,
6050-3, 6062-5, 6074-7, 6090-3, 6094-7, 6098-6101,
6106-9, and 6122-5. Two other 8-car trains temporarily
went to Coney Island (5830-3, 5914-7, 5938-41, 61147), while six other trains were shifted directly to Pitkin
(5854-7, 5898-5901, 5918-21, 5934-7, 5958-61, 60269, 6058-61, 6066-9, 6070-3, 6078-81, 6086-9, 6194-7)
and went straight back into revenue service on A. Just
one 8-car train (5978-81, 5990-3) was left at Jamaica
on Sunday morning, June 27, and that followed its sisters to the staging yard at 207th Street. This reduced
Jamaica’s final fleet of remaining R-46s to 340 cars
(5482-5821), which now dominate service on G and R,
and also maintain a minimal presence on F. Between
June 29 and July 2, 148 of the 152 R-46s transferred
out of Jamaica were put in place and activated on A,
with only 5958-61 remaining on the sidelines through
July 13. When the transfer is fully completed there will
be 412 R-46s at Pitkin (the balance of its fleet) which
will be assigned to A, S/Rockaway Park Shuttle, and
overnight Lefferts Boulevard OPTO services indefinitely.
When to ultimately begin the use of full-length R-46s (or
eventually R-179s?) on C is a decision to be made at a
future date.
As the additional R-46s rapidly appeared on A between June 26 and July 2, the R-44 fleet once again
plummeted accordingly. From the 136 cars active on
June 18 there were 128 left on June 25; 80 on June 26;
56 on June 28; 48 on June 29; and 32 on July 2, 2010.
One notable exception was R-44 unit 5414-7, which
was “trapped” on S/Rockaway Park Shuttle over the
July 4 holiday weekend and finally made its last run out
there on Tuesday, July 6. As of July 13, 2010 there are
still 28 R-44s in passenger service on A: 5298-5301,
5398-5401, 5406-9, 5426-9, 5462-5, and mismated sets
made up of 5316/5317/5405/5318 and 5404/5403/
5479/5478. Their continued presence is expected to be
brief, however, as the last set of R-46s will soon be on
board and maintenance forces at Pitkin fully geared up
to keep them humming. Most of the retired R-44s have
(Continued on page 16)
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Around New York’s Transit System
No Flip-Up Seats in Subway Cars
Last year, NYC Transit installed flip-up seats in four R160 cars, with the idea of having the seats in the “up”
position during rush hours to increase capacity. The
seats remained locked in the “down” position. In late
August various media outlets reported that NYC Transit

has decided not to lock the seats in the “up” position at
all. An anonymous source was quoted as saying that
with service reductions having taken place recently, and
with a fare increase on the way, removal of seating capacity could be viewed by the public as just another
service cut.

Commuter and Transit Notes

assurances that the Erie-Lackawanna commuter
traffic be funneled into the Tubes, meaning abandonment of the Hudson River ferries
As authorized under bi-state legislation, the Port Authority did acquire H&M through condemnation, effective September 1, 1962, and began operating it through
a subsidiary, the Port Authority Trans-Hudson Corporation (PATH), in order to keep the entire bi-state agency
from being subject to Federal regulation by the Interstate Commerce Commission. The Aldene Plan, which
routed Jersey Central trains into Newark Penn Station,
where a transfer to PATH could be made, occurred on
April 30, 1967. Hoboken ferry service was abandoned
on November 22, 1967. Up through 1972, the Port Authority bought only new 252 rapid transit cars for the
PATH system (162 PA-1s and 44 PA-2s built by St.
Louis Car Company and 46 PA-3s built by Hawker Siddeley Canada Limited). A new Hoboken ferry service
operated by New York Waterway began on October 16,
1989. Not mentioned in Headlights was that the Port
Authority was permitted to build the World Trade Center
under the same bi-state legislation. Thanks to member
Phil Craig for providing the additional information.
News items and comments concerning this column may be
emailed to NYDnewseditor@aol.com.

(Continued from page 14)

FROM THE HISTORY FILES
100 Years ago: On September 6, 1910, the Hudson &
Manhattan Railroad began service between Exchange
Place and Grove Street
50 Years ago: On September 27, 1960, The Port of
New York Authority, as today's Port Authority of New
York and New Jersey was then known, indicated that it
was willing to assume responsibility for the Hudson and
Manhattan Railroad, known popularly as the "Hudson
Tubes" since its opening in 1908. Headlights
(November, 1960) reported that the agency offered $20
million for the railroad and its real estate. ThenExecutive Director Austin J. Tobin spoke about the need
to purchase 300 rail cars at a cost of almost $30 million
and to spend an additional $10-20 million to rehabilitate
the property. There were however, four requirements
before any takeover would occur, which included:
● Assurances with statutory protection to investors
that would insure that H&M would be the Port Authority’s sole venture into the commuter railroad
field
● Fulfillment of the proposed rail link between H&M
and the Central Railroad of New Jersey as well as
New York City Subway Car Update
(Continued from page 15)

wound up in a state of slumber at 207th Street, Concourse, or Coney Island; some have already been partly
stripped, and they all will eventually be disposed of
along with other retired equipment.
R-44 Retirements
The following were taken out of service through July
13, 2010:
June,
2010: R- 44
5210/5211/5213/5212,
5218/5219/5221/5220,
5234/5235/5237/5236,
5286/5287/5289/5288,
5294/5295/5297/5296,
5312/5313/5315/5314,
5320/5321/5323/5322,
5346/5347/5349/5348,
5350/5351/5353/5352,
5358/5359/5361/5360,
5366/5367/5369/5368,
5370/5371/5373/5372,
5374/5375/5377/5376,
5382/5383/5385/5384,
5394/5395/5397/5396,
5410/5411/5413/5412,
5422/5423/5425/5424,
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5430/5431/5433/5432,
5446/5447/5449/5448,
5454/5455/5457/5456,
5466/5467/5469/5468,
5474/5475/5477/5476 withdrawn from Pitkin (A)
J ul y,
2 01 0:
R- 44
537 8/5 37 9/5 381 /5 380 ,
5386/5387/5389/5388,
5414/5415/5417/5416,
5458/5459/5461/5460, 5470/5471/5473/5472 withdrawn from Pitkin (A).
Conclusion
Heatwise, the summer of 2010 has been a
“bruiser” (making up for 2009, perhaps?), but the
equipment picture for New York City’s subways is, in
general, now cooling off. By the next time we meet the
R-44s might well have ridden into history, and the Subdivision “B” picture finally achieved a state of tranquility
for the relative long-term. No matter what, we will be
watching and you’ll get the results as best as they can
be divined. Meanwhile, may that A/C blast its divine
coolness upon you and yours!
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BROOKLYN’S FIRST ELEVATED LINE
QUIT 60 YEARS AGO
Lexington Avenue was Brooklyn’s first elevated line, which ran continuously from May
14, 1885 to October 13, 1950.
Ground was broken on May 24, 1876 at
Reid and Lexington Avenues and a few
stones were set in place. Construction proceeded slowly.
The original line extended from Washington
and York Streets via York Street, Hudson
Avenue, Park Avenue, Grand Avenue, Lexington Avenue, and Broadway to Gates Avenue. Stations were located at Bridge and
York Streets, Navy Street and Park Avenue,
Washington and Park Avenues, Myrtle and
Grand Avenues, DeKalb and Grand Avenues;
the following on Lexington Avenue: Franklin
Avenue, Nostrand Avenue, Tompkins Avenue, Sumner Avenue, Reid Avenue; and the
terminal at Broadway and Gates Avenue. The
line was extended via private property to Fulton Ferry on November 10, 1885.
Because transferring from the York and
Washington Streets terminal to the Brooklyn
Bridge Cable Railway station at Prospect and
Sands Streets involved walking in the street,
the company requested permission to build
an overhead foot bridge connecting the stations.
On April 10, 1888, trains started operating
via a new curve at the southwest corner of
Grand and Myrtle Avenues, then via Myrtle
Avenue to the Adams Street station. On September 1, 1888, the line was extended again
to the Brooklyn Bridge station at Sands
Street, a convenient transfer point to the
Brooklyn Bridge Cable Railway.
On April 27, 1889, Lexington Avenue service to Fulton Ferry via Park Avenue was

discontinued. Service was provided by Myrtle
Avenue trains via a new curve at the northeast corner of Myrtle and Grand Avenues.
Remnants of this curve were still in place
when the line was abandoned in 1969.
Manhattan-bound riders had two choices.
They could ride Lexington Avenue trains to
Sands Street and transfer to the Brooklyn
Bridge Cable Railway, which ran to Park
Row. There they were near several office
buildings and stores. If they rode Myrtle Avenue trains, they had to transfer to the Fulton
Ferry, which was unreliable and uncomfortable in bad weather. After arriving in Manhattan, they had a long walk to Nassau Street
and Broadway. Because the ferry could not
compete with the cable railway, service via
Park Avenue to Fulton Ferry was discontinued in December, 1889 and Myrtle Avenue
trains were rerouted to Sands Street.
An article describing the demolition of the
first elevated structure erected in Brooklyn
was published in the August, 7, 1893 Eagle.
It started that the work of razing the old Park
Avenue elevated had begun, and within two
weeks all that would be left of the structure
was the foundation stones. The structure was
a mile long, extending on Park Avenue from
Hudson Avenue to Grand Avenue, and was
the first New York City elevated structure to
be demolished.
The Lexington Avenue Line was extended
in stages, finally reaching 168th StreetJamaica on July 3, 1918. We have no record
of the service operated during the next six
years, but we know that rush hour service
was extended to 168th Street until 1938.

NEXT TRIP: PATH HARRISON1 SHOP TOUR, OCTOBER 16
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A HISTORY OF THE R TRAIN
by George Chiasson
(Continued from September, 2010 issue)
(temporarily replacing N to Astoria) starting on May 7,
2001. This practice had been discontinued for some
time prior to the Connector’s actual opening in December, 2001. When the Coney Island terminal was closed
for reconstruction on September 8, 2002 and all but
West End traffic removed, overnight R service was extended from 36th Street to Pacific Street via the express
track, again in an effort to avoid delaying West End (B)
and Sea Beach (N) operations. This situation was reversed when the Manhattan Bridge reopened in full on
February 22, 2004 and service on the West End Line
was assumed by D.

THE R TRAIN AS WE KNOW IT
(1987 TO PRESENT)

In 1985 the “RR” designation in use for more than 20
years was simplified to R, in two forms on system
maps. The black letter in yellow circle designated base
service from 95th Street to Astoria, while rush hour service to Chambers Street was shown as a white letter
inside a brown diamond. Starting on April 28, 1986 the
Chambers Street r service was extended across the
Williamsburg Bridge to Metropolitan Avenue for lay-ups
and put-ins to and from Fresh Pond Yard. N and R
swapped northern termini in Queens as part of a major
service change on May 24, 1987 and from that time
until the present, R has operated at all times through
the 11th Street Tie into the Queens IND (while N now
runs to Astoria). At first, R ran as far as 71st-Continental
Avenues-Forest Hills except for midnights, when it was
extended to 179th Street-Jamaica in place of F. When
E was relocated to the new Parsons/Archer (Jamaica
Center) facility on December 11, 1988 R was extended
from 71st-Continental Avenues to 179th Street-Jamaica
at all other times in its place. r service from 95th Street
to Metropolitan Avenue had continued to operate after
the May 24, 1987 changes, but used East New Yorkbased equipment while the operation from 95th Street to
179th Street-Jamaica and 71st-Continental Avenues employed cars based at Jamaica Shop and was graffitifree in nature. The former became less than full-time as
the months progressed and as of November 22, 1987
the Metropolitan Avenue r (or what remained of the
Fourth Avenue-Nassau route variation) was discontinued.
On September 30, 1990 all non-rush hour R service
was truncated again at 71st-Continental Avenues-Forest
Hills as F began making local stops from there to 179th
Street-Jamaica. It also switched places with N during
overnights, running as a shuttle from 36th Street to 95th
Street while N started running as a through local from
Coney Island to Astoria. Rush hour R trains were also
cutback from 179th St.-Jamaica to 71st-Continental Avenues on October 25, 1992 and so it has remained ever
since, with all service to 179th Street-Jamaica provided
by F. As of October, 2000, overnight R trains used
Track F4 (northbound express) from 59th Street to 36th
Street to expedite the relay process, and thereby left
only the N local to call at the 53rd and 45th Street stations in the northbound direction. R was one of the first
routes to be temporarily diverted through the new 63rd
Street Connector overnights between 57th StreetSeventh Avenue and the 36th Street station in Queens

R TRAIN ROLLING STOCK (1916-2010)

In its initial state on January 15, 1916, short trains of
67-foot-long “Standards” were used by the Fourth Avenue Local, growing in quantity as deliveries continued
through 1922 and the array of BRT subway services
expanded. Steel “Standards” were also used on the
Broadway (subway) Local that started operation between Rector Street and 42nd Street-Times Square on
January 5, 1918 and was gradually extended with each
segment opening through September 1, 1919 (when it
reached Lexington Avenue). As the Broadway Subway
was completed on August 1, 1920 the “Standards” continued to be the only rolling stock in sight on both the
Fourth Avenue Local (by then between 86th Street and
Queensboro Plaza), and the Broadway Local (at that
time from 57th Street to Whitehall Street). For the final
round of Dual Contracts-related extensions of the late
1920s, successor BMT received 121 three-section articulated cars from Pressed Steel known as the “DType,” or “Triplex.” The first three of these (6000-2)
were assigned to the Fourth Avenue Local, which on the
“D-Type” was designated as Route “2,” as a single consist plus one spare unit in September, 1925. After working the line for about a year and being refined in the
process, additional orders for “D-Types” followed in
1926 and 1927, were delivered in 1927 and 1928, and
were distributed among the Brighton, West End, and
Fourth Ave. routes. In turn this released older
“Standards” for use elsewhere, most notably the Franklin Avenue Shuttle and lines on the Eastern Division
(Myrtle-Chambers, Broadway-Brooklyn, BroadwayJamaica, and Canarsie), where the last wooden elevated equipment was removed in August, 1927. Sufficient cars were also made available for completion of
the 14th Street-Canarsie route in July 1928, after which
the Southern Division’s “Standards” were regrouped in
part on the Fourth Avenue Local and the “Triplex” cars
removed as of that September 22. Finally, Standards
(Continued on page 3)
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DATE

CARS

(Continued from page 2)

September 5, 1956

1793-1802

were used on the newly-established Fourth AvenueNassau service in 1934, and then the only other change
through the World War II years was an occasional use
of the Bluebird PCC experimental equipment between
March, 1941 and March, 1944.
Upon delivery of the R-10s to IND, some of the R-1s
in service there since the early 1930s were reassigned
to Coney Island (complete with BMT-style numbered
route signs) and began regular service on the (#2)
Fourth Avenue Local during July, 1949, in the immediate advent of the Astoria Line’s conversion to a full-time
“BMT” subway route. These remained until October,
1954, when Culver Line operations were acceded to
IND and more cars required for the newly-extended D.
A few of the R-1s then continued to appear on the
Fourth Avenue Local during rush hours for another year
before disappearing, replaced by “Standards” that in
turn were freed up by the introduction of former Staten
Island Rapid Transit (SIRT) motor cars on the surviving
Culver service. This relief on equipment pressures
proved to be short-lived, however, and by September,
1956 a few trains of R-9s were imported from the
Queens IND lines (and again given BMT route signs) for
rush hour use on the Fourth Avenue Local. More juggling of equipment resulted from the IND extension to
the Rockaways through the next two years and the R9s also departed BMT in September of 1958. This left
the “Standards” to soldier on alone once again, but for a
few weeks in October, 1958 the first SMEE equipment
was operated on the Fourth Avenue Local in the form of
visiting R-16s (which carried “2” signs) that were stationed at Coney Island between assignments at Pitkin
and East New York.
Editor’s Note:
To provide additional cars for through service to Astoria on
October 17, 1949, R-1 cars 100-102 and 104-200 were transferred to the Fourth Avenue Local. Starting February 14,
1951, R-1 cars 201-220 were transferred to this line. Cars
221-241 followed between July 24 and July 27, 1953. All cars
were returned to IND between October 9, 1954 and June 23,
1955.
Two years later, the following R-9s were transferred from
IND to the Fourth Avenue Local:

September 10-12, 1956

1773-92

October 1, 1956

1768-72

December 19, 1956

1753-67

October 18, 1957

1748-52

The cars were returned to IND between September 2 and
September 15, 1958.
In November, 1960 the first of 550 R-27/R-30 cars
arrived on the BMT Southern Division, being focused on
the Brighton Local, where they released older equipment for use elsewhere. To aid in the qualification of
crews, some of the R-27s were temporarily allocated to
off-peak service on the Fourth Avenue Local in December of 1960, which was designated as the “RR” on their
new-format route signs. This lasted about a month until
the new cars began moving about to other off-peak
BMT services (Brighton Express, West End, Sea
Beach). They returned to RR full-time (as it operated
from 71st-Continental Avenues in rush hours) in July of
1961, where they subsumed the “Standards” except for
weekday daytimes in September, then in entirety by
February, 1962. On the Fourth Avenue-Nassau rush
hour service, “D-Types” began to occasionally supplement the reigning Standards about the time of the May,
1959 service changes. R-27s also began to show up on
the Fourth Avenue-Nassau route (signed as “RR”) in
March, 1962 and also were used to reduce the need for
“Standards,” which resulted in a predominance by the
“Triplexes” as of February, 1963. After the R-32s began
to arrive the equipment picture started changing again
and the odd train of “Standards” returned to the Fourth
Avenue Local in November, 1964, but this time in company with “D-Types,” which were being used there for
the first time since 1928. The older cars lasted on the
regular Fourth Avenue Local (71st-Continental Avenues/57th Street to 95th Street — using “2” signage on
the “D-Types”) until March of 1965, when R-27/R-30s
again assumed all service. They both persisted on the
Fourth Avenue-Nassau Street route in limited quantity
until May, when they were replaced by a similarly small
number of R-32s.
(Continued next issue)

A July 7 newspaper article reveals that 20,000 passengers entered the 169th Street IND station each day
and there were 33,000 daily passengers at the five
other IND Jamaica stations. BMT lost 5,000 daily passengers at 168th Street since IND was extended.
Lexington Avenue service was curtailed after riding
declined. In April, 1938, we observed evening rush hour
trains still running to 168th Street-Jamaica. About six
months later, PM rush hour trains were turned at 111th

Brooklyn’s First Elevated Line Quit 60 Years Ago
(Continued from page 1)

The Jamaica Line had no competitors until IND was
extended to 169th Street on April 24, 1937.
The E train, which made express stops in Queens,
reached 42nd Street in 32 minutes and W. 4th Street in
39 minutes. Lexington Avenue trains were much slower.
Running time was 64 minutes for trains making all local
stops at 36 stations between 168th Street and Park Row.

(Continued on page 4)
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(Continued from page 3)

Franklin Avenue station, Lexington Avenue Elevated, looking west,
October 5, 1950.
Bernard Linder collection

Myrtle Avenue station, Lexington Avenue Elevated, looking south,
September 15,1950.
Bernard Linder collection

Myrtle Avenue station, Lexington Avenue Elevated, looking north.
Bernard Linder collection

Tower at Myrtle and Grand Avenues, Lexington Avenue Elevated,
September 15, 1950.
Bernard Linder collection

Interlocking machine in tower at Myrtle and Grand Avenues, Lexington Avenue Elevated, September 15, 1950.
Bernard Linder collection

Street.
During the 1940s and 1950s, service was discontinued on several elevated lines. Before the trains ceased

operating on October 13, 1950, an additional stairway
was built at Broadway and Myrtle Avenue to accommo(Continued on page 5)
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there. After abandonment, service was not increased on
any rapid transit lines.

Brooklyn’s First Elevated Line Quit 60 Years Ago
(Continued from page 4)

date the additional passengers who would transfer

Broadway and Lexington Avenue.
Bernard Linder collection

Tower at Broadway and Lexington Avenue, looking west, September 15, 1950.
Bernard Linder collection

Looking north at the Sumner Avenue station, October 5, 1950.
Bernard Linder collection

Tompkins Avenue station, looking west.
Bernard Linder collection

Interior of car 931, built by Wason in
1898, on September 15, 1950.
Bernard Linder collection

Interior of car 1394, built by Laconia
in 1905, on September 15, 1950.
Bernard Linder collection
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HOW WILL THE LONG ISLAND RAIL ROAD
ACCESS THE EAST SIDE?
by Marc Glucksman
(Photographs by the author)
Like many people I spoke to after taking a tour of the
Grand Central portion of the East Side Access project, I
actually had no idea about what was being built. So,
let’s start from the beginning. I was correct about at
least one thing – Long Island Rail Road trains will go to
Grand Central Terminal.
The difficulties of this project center around one basic
principle – the difficulty of building into an already developed area. One example that our guide gave was installation of a diamond crossover on the existing tracks in
Queens, which requires a 4-weekend diversion.
The full funding of the infrastructure only (tracks and
tunnels) is $7.7 billion. An additional $400 million is allocated for furnishing the station and other related expenses.
These figures do not include some of the work previously done, including the Metro-North High Bridge Yard.
Metro-North moved the bulk of its routine cleaning and
maintenance operations to the High Bridge Yard in the
Bronx, which was completed in December, 2003. This
served multiple purposes, including vacating space in
the terminal. Amongst those areas is the Madison Avenue Yard, where our tour began.
The tracks and column supports are being removed to
prepare for the installation of the 350,000-square-foot
concourse and waiting room. It will be separate from
existing Metro-North areas, and connected only by a
few passageways. Due to a combination of practical
factors concerning fire suppression, cooking will not be
allowed in this area. Food outlets will only be permitted
to warm or rewarm food using microwaves. It will be
approximately 90 feet below the existing Metro-North
lower level. There are few elevators being built or extended. Instead, 17 escalators being installed will be the
longest in New York City, and will be maintained on a
renewable contractual basis by an outside vendor.
Connections to the existing terminal will be from the
Biltmore Room and lower level, slightly to the east and
west of Dishes, directly below the information booth on
the main level. There will also be external entrances at
245 Park Avenue and E. 44th Street between Vanderbilt
and Park Avenues.
Examples of a connection that has been designed but
may not be built include a $150 million passageway that
would tie in LIRR and both levels at NYCT’s 42nd StreetLexington Avenue station. As was explained to us in the
presentation, only a $75 million corridor between LIRR

and the Lexington Avenue level of the subway has been
authorized, with MTA-NYCT Subway agreeing to pay a
significant portion of the cost.
The configuration of the tracks is fairly simple. The
new “300” and “400” levels will each have 4 tracks with
2 island platforms. The long escalator will bring passengers to a place between the two levels. Tail tracks will
accommodate the layup of four trains. They will stretch
from E. 43rd Street to E. 37th Street. Capacity for the
station is 24 trains an hour at maximum usage. As a
point of comparison, Penn Station accommodates 37
LIRR trains per hour. There is no track connection between LIRR and Metro-North.
The Long Island’s service plan is:
● Continue current level of service into Penn Station
● Discontinue all direct service to Atlantic Terminal
(Brooklyn) and run “scoot” (shuttle) trains to Jamaica
● Redirect Brooklyn trains and add service to Grand
Central
Apparently, even in the face of statistics indicating that
a significant number of commuters will switch to Grand
Central from Penn Station, LIRR has maintained that it
plans to order additional cars to provide these levels of
service. The Arch Street Shop, originally used to facilitate the delivery of the M-7s, will serve a similar purpose for LIRR as High Bridge does for Metro-North,
namely the midday inspection and cleaning of trains.
The tracks themselves head up Madison to E. 59th
Street, where they turn across to E. 63rd Street. Utilizing
the two tunnels under where the NYCT subway’s F line
crosses the East River, the trains go to Queens and
meet up with the LIRR Main Line.
Potential plans for regional access had potentially involved linking these tracks to NJ Transit’s new ARC
Tunnel, but purportedly a large New York City water
main blocks the connection and cannot be moved.
As work proceeds on the ambitious project, hopefully
MTA can meet to its 2016 deadline and begin to provide
commuters with more of the options that they have
been clamoring for in recent years.
For further information:
https://eastside.sharefile.com/d/sc91f232c26a469a9
h t t p : / / w w w. m t a . i n f o / c a p c o n s t r / e s a s /
construction_update.htm
(Continued on page 7)
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Freight cars being used to haul construction debris before tracks are
removed.

Construction worker shows the project’s size.

Removed tracks.

Tracks removed, beams removed.

LIRR escalator entrance from concourse to track level.

A 300-level tunnel south of E. 48th Street.

(Continued on page 16)

7

NEW YORK
YORK DIVISION
DIVISION BULLETIN
BULLETIN - OCTOBER,
NEW
OCTOBER, 2000
2010

Commuter and Transit Notes

No. 263
by Randy Glucksman

dium (4:48 PM); Secaucus Upper Level (5:31 PM); and
New York Penn (5:44 PM). The stopping pattern is the
same as for the inbound train. Scheduled arrival in New
Haven is 7:50 PM. The train deadheads as Train #3085,
with a scheduled departure from New Haven at 8:45
PM.
Service will operate for these Sunday 1 PM games. An
asterisk (*) means that the game time could change and
the service will not operate.

METROPOLITAN TRANSPORTATION AUTHORITY
On August 10, MTA announced that it had placed a
“Dashboard” on its website that allows the public to
track the progress of the Capital Program. This information is available for every project in the 2010-4 Capital
Program and selected projects that are still underway in
the 2005-9 Capital Program.
MTA METRO-NORTH RAILROAD (EAST)
At about 8:30 AM August 27, a suspicious package
was found on the tracks by a commuter in Irvington.
Service was shut down for 90 minutes while MTA and
local police investigated, resulting in delays to thousands of commuters. The package was described as:
“slightly bigger than champagne bottle in an aluminumtype packaging, and was blown up at 9:55 AM by a water cannon, so it was not known what it had contained.”
It was considered suspicious because it had wires coming out of it. During the incident, some local streets in
Irvington were closed to traffic. Service was resumed at
10:13 AM.
The timetables that were issued for the period August
30-October 16 also included bus replacement on the
Danbury Branch, on midday weekdays (through November) and weekends between September 13 and
October 10. This is being done to install a new signal
system. A report about the new timetables which go into
effect on October 17 will be included in next month’s
column.
Due to an error involving the schedule of Train #1433
(7:45 AM Bridgeport/Grand Central Terminal), the New
Haven timetable was reissued with a “Rev 8/30” date.
A Yankees-E. 153rd Street timetable was issued for
the period August 30-September 26, the final regular
season home game. With the timetable changes, this is
the third one for this year.
Metro-North’s “slimmed-down” Meadowlands service
began on September 12. Last year, this service consisted of three round trips – now it is only one. The
Deadhead to New Haven, Train #3002, departs from
New York Penn at 6:53 AM and is scheduled to arrive in
New Haven at 8:20 AM. This equipment turns for Train
#3148, departing New Haven at 9:04 AM. Stops are
made at Bridgeport (9:23 AM), Fairfield (9:30 AM),
Westport (9:38 AM), South Norwalk (9:43 AM), Stamford
(9:54 AM), Greenwich (10:01 AM), Rye (10:07 AM), and
Larchmont (10:15 AM). Arrival at New York Penn is
11:04 AM with an 11:14 AM departure. The arrival time
at Secaucus (Upper Level) is 11:23 AM; departure from
Secaucus (Lower Level) is 11:29 AM, with an 11:42 AM
scheduled arrival at the new stadium in the Meadowlands Sports Complex.
Return service departs from the Meadowlands Sta-

DATE
September 12
September 26
October 17
October 31
November 21*
November 28*
December 5*
December 19*
January 2, 2011*

OPPONENT
Giants vs. Carolina
Giants vs. Tennessee
Giants vs. Detroit
Jets vs. Green Bay
Jets vs. Houston
Giants vs. Jacksonville
Giants vs. Washington
Giants vs. Philadelphia
Jets vs. Buffalo

The plan to test prototype bicycle hooks on board
trains has been put on hold due to cost. Metro-North
had asked makers of such devices to propose designs
that would be better than off-the-shelf hooks that were
rejected because the lower tires on the bicycles wobbled too much as the train moved. Thanks to The Journal News for this report.
A new Customer Service Center opened in Grand
Central Terminal on September 7. It is located across
from Window 27 at the foot of the ramp from Vanderbilt
Hall and will be staffed seven days a week from 8:30
AM to 5 PM. This center will handle inquiries from refunds to questions about One-Day Getaways, and, of
course, complaints about service. Behind the window,
there is an office where Customer Service Representatives will be available weekdays to handle more complex questions, customer advocacy, and problem resolution. The former location was not in Grand Central
Terminal, but in the adjoining Graybar Building.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
Shore Line East issued a timetable on August 30 in
conjunction with the New Haven Line work described in
the September Bulletin. There were numerous
changes to SLE train times. For example, some trains
are operating from 5-42 minutes earlier or 2-30 minutes
later than the June 14 schedules. Thanks to member
David A. Cohen for sending copies.
According to an article in The New Haven Register, a
survey conducted by the Connecticut Rail Commuter
Council found that 90% of those who participated want
bar service continued and 82% said they use the cars
when their train has one. Governor Jodi Rell has indi(Continued on page 9)
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Hempstead (3), Far Rockaway (2), Babylon (8), Long
Beach (2), West Hempstead (5), and Montauk (1), plus
one each from Hicksville and Valley Stream. Eastbound,
reverse peak service from Atlantic Terminal and Penn
Station was expected to operate at regularly scheduled
times. There was no eastbound train service from Jamaica to Locust Manor, Laurelton, and Rosedale; bus
service was provided.
Tuesday through Friday afternoons, there were 43
cancellations from New York Penn and Hunterspoint
Avenue: Port Washington (2), Port Jefferson/Huntington
(7), Ronkonkoma (2), Oyster Bay (2), Hempstead (6),
Far Rockaway (3), Babylon (10), Long Beach (3), West
Hempstead (5), and Hicksville (3). Westbound service
to Atlantic Terminal and New York Penn was expected
to operate normally. There were also a number of westbound train cancellations: Port Washington (1), Hempstead (2), and West Hempstead (3). Westbound trains
did not stop at Locust Manor, Laurelton, and Rosedale,
and bus service was provided as it was also on the
West Hempstead Branch. On Wednesday afternoon,
transfers to other branches were possible at Jamaica.
Crews worked 24/7 to repair more than 200 wires to
53 switches and 77 signals. Hamptons Reserve service
was operated on Friday afternoon. For the weekend,
LIRR promised close to normal service, and on Monday,
August 30, normal service was resumed.
The next round of MTA budget reduction service cuts,
which were approved in March, went into effect with the
timetables issued effective September 13, and include:
● Elimination of overnight service between Atlantic
Terminal and Jamaica from midnight until around
5 AM (weekdays) and 5:49 AM (weekends)
● Midday weekday and weekend Port Washington
service was reduced from every half-hour to every
hour, resulting in 14 fewer weekday trains and 32
less weekend trains
● Weekend service between Ronkonkoma and
Greenport only operates from Memorial Day
Weekend through Columbus Day Weekend
● West Hempstead weekend service is eliminated
effective September 18-19 with alternate weekend
service available at Valley Stream, or at Babylon
or Hempstead Branch stations
● Selected train eliminations on the Port Washington, Ronkonkoma, Long Beach, West Hempstead,
and Montauk Branches
● Train #2712, 4:30 PM Hunterspoint/Montauk, became a Friday-only train and will only operate until
October 8 before being brought back next May, at
which time it will again operate as a Friday-only
train until next October
There is one addition – a “Jury Duty Special” train began operating on the Main Line/Ronkonkoma Branch to
get Suffolk jurors to Riverhead before 9 AM every day
the courts are in session. Train #200 departs from Deer

Commuter and Transit Notes
(Continued from page 8)

cated her support for this amenity by saying that the
state would retrofit the M-8s needed for this service to
reduce the cost. Thanks again to David for sending this
news.
MTA LONG ISLAND RAIL ROAD
Timetable cards were issued for the Billy Joel “Last
Play at Shea” film, which took place on August 21, and
for the Oyster Bay station on August 29 in support of the
annual Greater Long Island Running Club Triathlon,
which caused a few trains to terminate at Locust Valley.
Bus service was provided between these stations.
On Monday, August 23, a late morning fire in the interlocking machine of Hall Tower, which controls the
switches and signals east of Jamaica, caused an immediate halt to service in the area and delays on every line
except Port Washington, which does not operate
through Jamaica. This would turn out to be a very significant disruption for passengers and last for nearly a
week. Loss of the ability to change signals and move
switches caused these five trains to be temporarily
stopped outside of Jamaica Station: #716 (10:36 AM
Atlantic Terminal/Hempstead), #57 (9:48 AM Babylon/
New York Penn), #822 (10:35 AM New York Penn/Long
Beach) #1635 (10:04 AM Huntington/New York Penn),
and #2039 (10:11 AM Ronkonkoma/New York Penn). It
was believed that a heavy rainstorm the previous evening may have caused water to seep into the cables,
causing a short, which, in turn, caused a power surge.
This system dates from 1913 and a $60 million state-ofthe-art control system is due to come on line this fall.
Very limited service was resumed by early afternoon,
and LIRR reported that it could only operate 66% of its
PM rush hour service (127 scheduled trains between 4
and 8 PM). For a short time, the familiar “Change at
Jamaica” was not heard. Far Rockaway and Hempstead Branch passengers were advised that they must
catch their train at Atlantic Terminal, and those destined
to all other branches were advised that they should depart from Penn Station and do the following:
● Port Jefferson Branch – Change at Hicksville or
Huntington
● Oyster Bay Branch – Change at Mineola
● West Hempstead Branch – Change at Valley
Stream for bus service
● Montauk Branch – Take a Babylon Branch train
and change at Babylon
At St. Albans there was no westbound train service
from/to Jamaica – bus service was provided. MTA New
York City Transit and MTA Long Island Bus honored
LIRR tickets.
This service plan, with 33 fewer trains, was in effect
each morning from Tuesday (August 24) through Friday
(August 27) and included these cancellations: Port Jefferson/Huntington (5), Ronkonkoma (3), Oyster Bay (2).

(Continued on page 10)
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Park at 7:54 AM, making stops at Brentwood, Central
Islip, Ronkonkoma, Medford, and Yaphank, and arrives
in Riverhead at 8:55 AM, where a free shuttle bus takes
jurors to nearby courthouses. The process is reversed
in the afternoon, with Train #203 (12:42 PM Greenport)
leaving Riverhead at 1:21 PM and Train #251 departing
Riverhead at 3:58 PM. More than 30,000 Suffolk County
residents serve every year.
On the first morning that this train ran, member Larry
Kiss was at Riverhead after the train arrived. He learned
that the passenger count was six, of whom two were
jurors.
LIRR reported that these service reductions will save
approximately $950,000 this year and $3.8 million annually starting in 2011. However, LIRR will be monitoring the changes in the new timetable and will make
schedule adjustments, as necessary, based on additional ridership and possible crowding on trains. The
construction activities that were part of these schedules
were published in the September Bulletin. These timetables will remain in effect until November 14.
NJ TRANSIT
On August 18, NJ Transit received $771,875 in funding from the United States Department of Transportation
to be used for more studies on the proposed Monmouth-Ocean-Middlesex Line (MOM) and extending the
HBLR. A decision is pending to determine which one of
the three MOM alignments will be used.
There was another power failure during the morning of
August 24, affecting the Northeast Corridor and North
Jersey Coast Lines. The first notification that I received
had a 7:57 AM timestamp. Midtown Direct service was
routed to Hoboken and system-wide cross-honoring
was in effect on PATH, light rail, NJ Transit, and private
carrier bus. At 8:46 AM, power was restored with 60-90
minute delays. NJ Transit later reported that the cause
was low voltage from a power generating station near
Philadelphia. Service was resumed at 9:45 AM, and at
10:45 AM all service was reported as operating on or
close to schedule. Some Amtrak and SEPTA trains were
delayed. Back on December 23, 2009, there was a low
voltage problem that was attributed to a problem in
North Bergen.
DeCamp Bus Lines employees went on strike on September 2, forcing about 8,000 riders to seek alternate
means to get to work. NJ Transit issued a press release
advising those riders of options using NJ Transit rail
(Main/Bergen, Montclair-Boonton, and Morris & Essex),
and that their tickets would not be honored. Trains were
expected to be more crowded. The strike ended on
September 13, when all agreed to a “cooling off period.”
Service resumed on September 15 and the expiration
date of tickets was extended by 14 days for tickets that
would have expired between September 2 and Septem10

ber 14.
The Quiet Commute Program began on September 7
following a ceremony at the Trenton station using specially wrapped multi-level car 7267 as a backdrop. By
all accounts it was well received. This 3-month pilot program is beginning with 29 outer zone (3900-series)
trains, with the first and last cars of those trains dedicated for this purpose. Similar programs have been operating on MARC since January 13, 2003 (thanks to
Steve Erlitz for supplying the date), Virginia Railway
Express (October 14, 2003) and SEPTA (January 12,
2009). Officials speaking on behalf of LIRR and MetroNorth said that they would keep an eye on the New Jersey pilot program. Metro-North spokeswoman Marjorie
Anders told The New York Times that “most of our
trains are running pretty full these days. People don’t
have the luxury of moving to another car.”
NJ Transit is seeking a company to provide Wi-Fi service for its 12 rail lines and 165 train stations. A meeting
was held on September 9 for interested firms, with the
hopes that service would be available next year. The
cost of the service to riders, if any, will be determined by
the terms of the winning proposal, according to spokeswoman Penny Bassett-Hackett. The transit agency said
it expected the service would be provided "at no cost to
the agency."
If implemented, NJ Transit would be following a trend
because In March, Amtrak began providing Wi-Fi service in selected stations and trains, and MBTA commuter rail riders have had it since January, 2008.
I was quite surprised to read the following. On September 12, NJ.com reported that New Jersey would be
shutting down (for a month) all new work and suspending additional contract bids on the $8.7 billion ARC Tunnel because federal officials say the project may go as
much as a billion dollars over budget — money New
Jersey does not have. During that period, a full evaluation of costs will be made with the Federal Transit Administration, according to Executive Director James
Weinstein. Work already underway, including a track
underpass in North Bergen and a tunnel segment under
the Palisades, will be allowed to continue. But all new
work, including real estate acquisition and the awarding
of one major contract already bid, will be frozen. The
project was scheduled for completion in 2018. The federal government and the Port Authority of New York &
New Jersey already each committed $3 billion for the
project, with New Jersey’s share at $2.7 billion.
Effective August 28, the weekend service pattern on
HBLR was reduced so that only two routes are operated, rather than three. Service now operates only between Hoboken Terminal and 22nd Street/Bayonne and
between Tonnelle Avenue and West Side Avenue.
There is no longer direct service from Tonnelle Avenue
to Hoboken. Passengers must instead ride to/from the
Pavonia-Newport station and then transfer across the
(Continued on page 11)
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platform between a Hoboken-bound train and a Tonnelle Avenue-bound train. In the press release, NJ Transit reported: “For your convenience, light rail transfers
have been scheduled to take three minutes or less
throughout the day.” This was reported in the April Bulletin.
Over the weekend of September 25-26, Union Interlocking, which is located west of the Rahway station,
was upgraded to have centralized computer control
over its signals and switches. The testing required the
existing system to be off-line and on the overnight,
trains operating were subject to 45-minute delays. During the day, all 7600-series trains that normally operate
between Rahway and New York Penn were canceled in
order to reduce congestion. Inbound trains bypassed
the Rahway and Linden stations and outbound trains
bypassed Linden. In support of the Giants vs. Tennessee football game at the Meadowlands Stadium on September 26, special shuttle trains operated between Secaucus and New York Penn. Riders were informed that
delays were possible throughout the weekend due to
ongoing signal testing and to allow additional travel
time.
On September 5, weekend service on Newark Light
Rail (formerly the Newark City Subway) went to halfhourly on weekends. Thanks to member Jack May for
these two reports.
Member Stanley Harris sent an article from The Press
Journal reporting that Borough of Tenafly voters will
have an opportunity on Election Day (November 2) to
decide whether light rail should be extended to Tenafly.
This will be a non-binding referendum.
PORT AUTHORITY TRANS-HUDSON CORPORATION
Member Bob Wright wrote that on a couple of recent
trips to New York, he has “noticed that the PA-5 car
that's been up on blocks in the west end of Harrison
Yard is still there. Yesterday (August 25) I noticed two
older cars being lifted onto flatbed trailers, ostensibly
leaving the property for scrap. (Editor’s Note: If any member has information on the disposition of the PA1-PA3s, it
would be appreciated if you would send an email to the address provided at the end of this column.) This was happening at the east end of the yard, alongside a new car sitting on a flatbed trailer, waiting to be unloaded. The
highest numbered PA-5's I've seen are 5705 and 5707.”
AMTRAK
The Lancaster station, (Harrisburg Line) will be renovated under a $1.7 million contract after issues surrounding additional costs were resolved. This only came
about after the intervention of elected officials. Thanks
to Bob Hansen for this news.
On the last day of August, Amtrak announced that the
next generation of bi-level coaches had been approved
by the Federal Railway Administration, the interested
11

states, and, of course, itself. It will be based on the design of the California car. Approval of this design supports the growth of state-supported passenger routes
because FRA has indicated that federal funding support
for the acquisition for equipment used in corridor services must meet the design specifications resulting from
the work of the Section 305 committee, which was created as part of the Passenger Rail Investment and Improvement Act (PRIIA) of 2008.
METROPOLITAN AREA
RDCs made a return to Cape May City on August 19,
“as Edward Budd intended, and as P-RSL did for many
years,” wrote Bob Vogel. The pair of ex-PennsylvaniaReading Seashore Lines RDCs, M-407 and M-410, operated after ex-PRR 7000 (GP-7) made trips over two
days to remove the rust from the rails and activate the
crossing signals. Service operated between Rio Grande
and Cape May City Tuesdays-Fridays until September
3.
MISCELLANEOUS
Speaking at a Labor Day rally in Milwaukee, President Obama called for a $50 billion program that would
be spent to upgrade the nation’s roads (150,000 miles),
airport runways (150 miles), and railroads (4,000 miles).
This work would be done over the next 6 years.
MUSEUMS
The Shore Line Tripper continued the story of Gothenburg (or Göteborg, as Swedes refer to this city) car
71. This car was one of three imported into the United
States by Arthur Siefert of Brooklyn for potential heritage trolley or commercial use. They departed Europe
on July 6, 1960. The Shore Line Trolley Museum
(Branford) eventually acquired this car, which arrived
without traction motors. It had originally been intended
that it was to be used as a cosmetic display or possibly
in an operating children’s ride using a motorized rubbertired chassis, at the Pine Brook Auction Market on
Route 46. Besides being exposed to the weather, the
car was vandalized and in danger of being scrapped. In
1964, up stepped museum members Bill Ketterer and
Bruce Thain, who sponsored the car’s transportation to
the museum and got the museum to accept the car in
its collection. Member Russ Jackson, who was a Trustee, supported the acquisition, and even arranged for
shipment of trucks from Europe. Although its operating
characteristics were different than its North American
brethren, 71 was a part of the museum collection for
many years, but saw limited use.
In the 1990s, the museum’s philosophy about its collection began to change, with the idea that some pieces
did not fit, and 71 became a candidate as one for which
a new home would be sought. Spårvägssällskapet
Ringlinien, a museum group in Sweden, was contacted,
but at the time it did not have the financial means to
ship the car. Recently that changed, and on July 15, 71
made its final run at Branford, including the ride onto the
(Continued on page 12)
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trailer that would deliver it to Port Newark. The
Ringlinien society plans to overhaul the cars during the
coming months. Another of the cars, 79, became part of
the Trolley Museum of New York’s collection and operated once with passengers near Coney Island Yard. For
a number of reasons, that project failed, and the TMNY
collection was stored in various temporary sites until its
relocation to Kingston, New York.
HURRICANE EARL
Storm preparations began early in the week of August
30 along the Eastern seaboard. As the days came
closer to Earl’s (then a Category 4) arrival it became
known that Earl would track to the east and spare most
of the land from any devastation. Shorelines were not
excluded, as the rough surf did substantial damage to
some areas. In the New York metropolitan area, eastern
Long Island received some flooding in addition to damage to its beaches. Only LIRR took steps to adjust service, by cancelling all Ronkonkoma/Greenport and Speonk/Montauk service for September 3. Four eastbound
Montauk trains were turned at Speonk. Many of the
ferry services that serve Long Island were also suspended.
LIRR restored service to Greenport and Montauk on
Saturday morning and issued a special schedule for
Montauk service that was available on the Internet. Two
trains that normally terminate at Patchogue, #8760
(9:08 AM Jamaica) and #8734 (11:35 AM Jamaica)
were extended to Montauk as Trains #8726 and #8728.
Amtrak suspended service between New York Penn
and Boston from Friday afternoon through Saturday
morning, reportedly due to just one downed tree that fell
across the tracks in Connecticut. There was much commentary in some emails that I received questioning why
Amtrak did not opt to operate diesel-powered trains via
the Inland (Springfield) Route as was done on April 2,
2010 (May Bulletin).
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
MBTA finished FY 2010 with a $1.2 million surplus on
an annual budget of $1.6 billion. In three of the previous
four fiscal years, the transit agency needed to draw
from its modest savings to plug end-of-the-year deficits, including a $33.3 million hole in 2009. Thanks to
Todd Glickman for this news.
WARWICK, RHODE ISLAND
Two months prior to the planned opening this month
of the rail station at T.F. Green Airport in Providence,
Rhode Island DOT announced that morning trips from
Providence to Warwick and evening return trips from
Warwick to Providence have been added to the schedule. Also under consideration is reverse service. There
are to be three early morning runs that will start at the
airport and continue on to Providence and Boston, plus
12

the newly negotiated southbound runs that will operate
from Providence to Warwick. During the evening peak
hours there will be three runs from Boston and Providence to Warwick, plus three runs from Warwick to
Providence. (The evening northbound runs will not continue on to Boston like the morning ones do).
On August 18, a groundbreaking ceremony was held
at Wickford for a new rail station. The project is expected to cost $58 million, with $48 million coming from
the federal government and the rest coming from the
state. Work at Wickford will start as the state winds
down construction at the T.F. Green Airport station.
Trains will eventually run from Wickford to Boston, with
stops in Warwick and Providence. Rhode Island Senator Jack Reed, who was one of the officials who attended the ceremony, told The Providence Business
Journal that there has been discussion about bringing
MBTA trains as far south as Connecticut.
The Wickford Junction/North Kingstown station, which
received $4.4 million in American Recovery and Reinvestment Act dollars, will receive an additional $13.6
million New Starts grant to extend existing commuter
rail service an additional 20 miles from Providence to
Boston starting in 2012. Thanks to Todd Glickman for
these reports.
LINDENWOLD, NEW JERSEY
The news is not good for the proposed 18-mile Camden-Glassboro Line as a result of Governor Christie’s
plan to withdraw funding. Under the agreement approved by former Governor Jon Corzine, New Jersey
was to provide $500 million of the $1.5 billion cost, with
the Delaware River Port Authority coming up with the
balance. Thanks to member Dave Safford for this report
from The Philadelphia Inquirer.
PHILADELPHIA, PENNSYLVANIA
A year after trolley service was suspended on Routes
101 (Media) and 102 (Sharon Hill), the trolleys returned
on August 30 and new timetables were issued. SEPTA
reported that the following was accomplished:
● Installed more than 9 miles of continuously
welded rail and replaced11,000 ties
● Over 14 miles of power cables and 10 miles of
fiber optic cable were replaced
● 29 highway grade crossing signal systems on
Routes 101 and 102 were replaced
● 10 highway grade crossing devices on Route
101 were replaced
● Brush cutting was completed on 8 miles
● 338 catenary structures were cleaned and repainted
SEPTA’s in-house crews are also working on upgrades to station buildings and platform areas. This activity, including the installation of new station signage
and maps, will continue through the end of 2010.
City Trolley & Transit schedules changed on September 5, 2010. Selected weekday Route 10 trips between
(Continued on page 13)
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4:30 and 5:30 PM end at 52nd & Lansdowne. There
were service frequency adjustments on weekdays for
Routes 11, 13, 15, and 34. Between 12:01 and 4:42 AM,
Route 36 begins and ends at Island and Elmwood Avenues. A weekday new express bus route, #78, has been
introduced that runs between the Cornwells Heights
Regional Rail Station and Center City via I-95. A few
trips are scheduled early morning and late at night.
There is a premium fare of $6 cash or a Zone 3 TrailPass. Tokens and one-way rail tickets not accepted.
There is also a weekday express night owl bus along
the Market-Frankford Line that runs a few trips express
from 5th and Market Streets to Frankford at regular
fares.
On Saturday August 7, a train made up of a Silverliner
II and a Silverliner III was in service, and on the evening
of September 11, West Trenton-bound train #4352 had
Budd (1963) Silverliners as its consist These cars still
appear from time to time on Saturdays and Sundays,
not just rush hours.
On August 27, SEPTA reported that the already 8months-late Silverliner Vs will be later still due to production (late material shipments) and labor difficulties
(inexperienced workers and poor workmanship) at the
South Philadelphia plant. Additional workers have been
hired locally and more employees have been brought in
from the Changwon, South Korea plant, to try to speed
production. Other problems that have been identified
are a faulty communications system, and some cars
being outfitted at a South Korean factory have been
held up by rust damage. The cars are also 10,000
pounds overweight, although SEPTA is downplaying
this. Meanwhile, the aging fleet of Silverliners continues
to soldier on. Delivery of the first of the 120 new cars
was now expected this month. The first production car
had originally been slated for delivery in January, and
then for August. The last car is now expected to be delivered in June, rather the contract date of October.
Thanks to member Lee Winson for the previous reports.
Member Bob Wright wrote that: “the transition from the
’R’ numbers on Regional Rail seems to have gone
smoothly. The signage is not all changed - trains still
carry color-coded signs with the ‘R’ numbers (although
there has been at least one spotting of the new version,
which is the gray color of Regional Rail with 'Norristown
via Center City') and the station signage that still shows
the ‘R’ numbers where they did previously (not all station signs had this information). The official line from
SEPTA is that these will be phased out, but we'll see
how long this takes. The automated signs at the Center
City stations, which formerly carried the departure time,
line number and name, and on-time status, now shows
the destination name with the train number to the right
of the name. To get an idea of how long the transition
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will probably take, the Route 100 still exists on just
about all the roadside signs at the stops along the line.
I'm not faulting SEPTA on this, since it will take a while,
but it's one more complaint from those who didn't want
the ‘R’ numbers to go away.”
WASHINGTON, D.C. AREA
Virginia Railway Express reported that the first of its
new locomotives, MP-36 V-50, has been in service on
Trains #302 /307 since the second week of August. The
next two units are due in December.
CHESTERTON, INDIANA
NICTD adjusted service effective September 5. Westbound Trains #114 and 14 were combined. There were
also time changes to a number of other weekday trains.
CHICAGO, ILLINOIS
After years of complaints about the cramped concourse at the Amtrak-owned Union Station, a firm has
been hired to draw up plans to make it an anchor of
urban activity for the West Loop. In 2006 a similar attempt, which would have redeveloped the headhouse
into a hotel, condominiums and retail space, failed. This
time around, the plans are to be more modest. Thanks
to member Jim Beeler for sending this news from The
Chicago Tribune.
Jim also sent a Metra Union Pacific (Kenosha) timetable dated August 22. Unlike the BNSF Aurora timetable,
which was mentioned last month, there is no timetable
number.
On August 13, Metra approved the purchase of 160
stainless steel Highliners with a.c. motors for use on
Metra Electric lines. Sumitomo received the $560 million contract and is expected to deliver the first car in 24
months. Half of the cars will be equipped with restrooms. In 2005, Metra began acceptance of the first of
26 Highliners.
MINNEAPOLIS, MINNESOTA
Metro Transit has expanded Northstar service to all
weekday evening and weekend regular season Minnesota Twins home games in September and October.
The 12:10 PM game on September 22 was the only
exception, however; Northstar operated according to its
regular schedule on that day. Northstar service will also
operate to all eight Minnesota Vikings home games.
PORTLAND, OREGON
Bob Wright was in Portland a during August and rode
the MAX Green Line. “The ride on the 5th/6th Avenues
transit mall was surprisingly smooth and quick. During
the day it appears that Green trains arrive at the south
end turnaround (as when MAX ended at 11th Avenue,
you can't ride through the turnaround at Portland State)
lay over, and leave as Yellow, and vice versa. At the
Union Station end, there are a couple of stub tracks and
an extensive track layout for turning and storing
trains. Whether the next line in the plans, the Milwaukie
Line, will turn back here is open to discussion - I've
heard it might link with the Yellow, but we shall see.
(Continued on page 14)
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“Interesting along the 5th/6th Avenues mall is the use of
direct fixation of catenary supports to adjacent buildings
for the most part. It must have been a nightmare for
someone to negotiate those easements/agreements,
but it's nice in that it reduces the pole clutter. The bus
shelters installed when the Mall was built in the 70s
have been replaced with simpler designs, and the former zoning of bus lines by symbol (salmon, deer, tree,
etc.) has been discontinued.
”The 400-series cars (Type 4) do indeed have controls
only at one end, with seating 'in the round' occupying
the other. I was told this before but wasn't sure as my
one sighting of them last year wasn't sufficient to notice
this. They are not based on any specific line and seem
to be worked into service randomly. (I was told last year
that they would be dedicated to Green but if it's interlined with Yellow, this isn't easy to do).
“The stations along the new section of Green are fairly
simple, architecturally speaking, and feature stainless
steel finishes. There was not the major change in bus
routes that accompanied the openings of other MAX
lines, and the routes that operated on cross streets
where stations are located continue without change.
MAX and Tri-Met fares (went) up on Labor Day (by 5
cents) and service (was) cut, unfortunately. The Eastside streetcar construction is visible in the Lloyd Center
area and apparently the 11th Avenue stub off MAX at the
Center will become part of the streetcar line in some
form.”
Member Mark Kavanagh reported that during the
ERA visit to the WES shops on September 3, the TriMet manager of West Side Express operations stated
the agency needs to have the RDCs running by the end
of December. “This is a stipulation from FTA as part of
the grant they received to refurbish the two cars. The
engines are being rebuilt, interiors refurbished, and
need to add cab signaling and adjust the brakes for the
cab signals. There are several FRA upgrades that need
to be done. It is all being done in house by the WES
maintenance staff. They are in the middle of the project,
but the timeline is still very tight.”
SAN RAPHAEL, CALIFORNIA
In response to a request for proposals that the Sonoma-Marin Area Rail Transit District (SMART) issued
on April 22, proposals for DMUs from six manufacturers
were received. SMART did not identify the companies,
but did say they were based in North America, Europe,
and Asia. The decision on which manufacturer will be
awarded the contract is expected in early 2011.
SAN FRANCISCO, CALIFORNIA
Lee Winson’s friend sent this Transbay Terminal report
on August. ”In just a few days, MUNI cut down all the
overhead from the trackless routes that terminated on a
ramp in front of the Terminal, and also some wire run14

ning under the old Key System bridge. This included a
ton of ‘special work’ complicated wires for the trolley
buses. The arrangement near the temporary terminal a
few blocks away is far simpler, and only involves new
overhead wire ‘sidings’ for the tracklesses at a few
points. The old terminal is already sealed off behind
temporary chain-link fencing awaiting the wrecking
ball. On the old rail-bus bridge which I can see as I
type, there are several ‘steam shovels’ on the bridge at
work today, but I can't tell what they're doing — maybe
removing guardrails.”
TORONTO, ONTARIO, CANADA

Randy Glucksman photograph

From NYD Chairman Bill Erland: “Over the weekend
of August 14-15, 2010, I was able to observe a General
Order that affected the Bloor-Danforth (B-D) and YongeUniversity-Spadina (Y-U-S) subway lines. During track
switch replacement on the B-D Line, service was split at
the Museum station on the University Line. Eastbound
trains from Kipling, after leaving the Spadina station,
operated to the upper level of the St. George station
used by Y-U-S trains, then proceeded to the
southbound track at the Museum station and discharged. The more interesting split was for westbound
trains from Kennedy. Following a stop at the Yonge station, trains proceeded through the unused lower level of
the Bay Street Station en route to the southbound track
at the Museum station and then discharged. The lower
level of the Bay station has not been used since the 6month trial of “integrated” service with the YongeUniversity subway when the B-D Line opened in 1966.
The Spadina subway did not open until 1977. The Bay
station was closed during the service change because
the staircases from the lower to upper level are sealed
closed.
“Three services were departing from the northbound
track at the Museum station: westbound B-D trains to
(Continued on page 15)
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Kipling, eastbound B-D trains to Kennedy, and
northbound Y-U-S trains to Downsview. Because the
TTC rolling stock only has signs at the ends of the train
and there is no side signage, if a customer does not see
the front of the train as it arrives, he or she has no way
of knowing what train it is. Besides Conductor announcements on-board trains, there were platform personnel with signs that indicating what directions trains
were traveling. I did notice that eastbound B-D trains
were displaying Yonge signs instead of Kennedy signs;
apparently the roll signs do no have Museum signs.
Rolling stock used to have St. George signs, but I do
not know if the current fleet of H5s, H6s and T1s has
these signs since St. George has not been used as a
terminal station since the Spadina Line opened.”
MONTREAL, QUEBEC, CANADA
Following a visit to Montreal, member Pete Donner
wrote that he had seen Bombardier bi-level coaches
(identical to those operated by NJ Transit) are operating
on the AMT (Agence Métropolitaine de Transport) commuter train route between Gare Central and Mont-SaintHilaire (located on the CN/VIA main line to Levis and
Quebec City). “As new cars are placed into service, former GO Transit single level cars (which initiated GO
Transit service in 1967) are withdrawn from service and
placed into storage at an Alstom facility located adjacent to the Victoria Bridge. There were approximately
35-40 cars stored at that location in addition to what I
believe was ex-NJ Transit engine 4143 lacking the diagonal stripes but still painted silver with ALSTOM lettering. Although these nearly 45-year-old coaches are
being withdrawn from service, they still provide daily
service as I rode a four-car consist to/from Candiac. When I asked about the status of the leased NJ
Transit Comet Is, I was given conflicting information as
to the operational status of these cars.
“AMT’s fare structure is based on a zone system and
tickets are sold between zones, therefore a Zone 5
ticket between Gare Central and Deux Montagnes is
also valid between Gare Lucien-L'Allier (the replacement for the former CP Windsor Station) and Candiac.
AMT has replaced the use of paper ticket with electronic
‘proximity/tap’ cards which are sold as single trip (nondiscounted), 6-trip, and monthly passes (both discounted). After the fare cards are ‘tapped’ they are valid
for 2 hours for travel in any direction, which permits
round trips for one fare depending on the schedule.
Roving fare inspection teams equipped with ticket readers travel around the system checking the validity of
tickets.
“The Societe de Transport de Montreal also updated
their fare collection system. New turnstiles in Metro stations and fareboxes on-board buses accept magnetically encoded passes and single trip transfers. At Metro
15

stations, booth agents handle single trip transactions
while ticket vending machines issue multi-day and
monthly passes (only Canadian currency and credit
cards are accepted although the customer service center at Berri-UQAM station will accept American credit
cards).
“Two MR-63 (1966 Canadian Vickers) Metro cars,
having decals added displaying "Prototype A" and
"Prototype B," were seen in a train operating on Ligne 1
Verde (Line 1 Green). A Metro supervisor indicated
these cars had modifications to the seating configuration and are being evaluated as part of a future interior
refurbishing of that train series that will see them continue in service pending delivery of new cars in
2014. The MR-73 fleet (1976 Bombardier) previously
underwent an interior reconfiguration as part of a midlife overhaul.
“In 2007, STM extended the eastern portion of Ligne
2 (Line 2) Orange from Henri-Bourassa terminal, under
the Riviere Des Prairies to a new terminal at Montmorency in the city of Laval with intermediate stops at Cartier and De La Concorde. Henri-Bourassa station was
originally built with 2 side platforms, a lay-up area north
of the station, and a connection to the Saint-Charles
garage (yard). As part of this service expansion, the
station at Henri-Bourassa was modified to allow for
short-turning of trains (the only location on the Metro
where short-turning occurs). A third track and platform
was added east of the original station in a separate tunnel connected to the original station by two passageways. Northbound trains bound for Laval use this new
track at all times. Upon departing Henri-Bourassa, Laval-bound trains descend, passing under the lead tracks
to Saint-Charles garage, turn slightly left, and join the
two-track line which descends from the former lay-up
area. Peak period short-turns discharge passengers on
the original northbound platform, pull into the former layup area, change ends, and switch to the southbound
track entering Henri-Bourassa station. A Metro track
map can be found at http://world.nycsubway.org/world/
ca/montreal/metro-trackmap.html.”
BANGKOK, THAILAND
The Airport Link connecting downtown Bangkok and
Suvarnabhumi Airport began its first day of revenue service on August 23. Trial service had operated since
June 1. Trains run from 6 AM to midnight every 15 minutes on the City Line and every 30 minutes on the Express Line. Thanks to Todd Glickman for this news.
FROM THE HISTORY FILES
120 Years ago: On October 10, 1890, the Delaware,
Lackawanna & Western Railroad completed the 7.4mile Passaic and Delaware Extension from Bernardsville to Gladstone, the present terminus. Bernardsville
had been the western terminal since 1872.
50 Years ago: On October 29, 1960, Saturday service
ended on what it is now known as the Pascack Valley
(Continued on page 16)

NEW YORK
YORK DIVISION
DIVISION BULLETIN
BULLETIN - OCTOBER,
NEW
OCTOBER, 2000
2010

Around New York’s Transit System
Partial Closure of Staten Island Railway’s Nassau
Station
The platform extension of the Nassau station was
closed at 12 noon September 2, 2010 because of a deteriorating structural condition. This extension was built
on wooden timber covered over by asphalt.
Approximately 350 riders use this station weekdays.
The maximum number of passengers boarding and/or
alighting on any one train is 25. On-board train announcements will inform passengers that they must ride
in the last car if they board or alight at the Nassau station.

The original station was extended to 300 feet about 40
years ago. It was partially funded by the adjacent Nassau Smelting Plant, which no longer exists. The Atlantic
station is an 80-foot platform that can only accommodate boarding through one door.
The Nassau and Atlantic stations were not included in
the station modernization program of the 1990s because of the new Arthur Kill station that was to be built
midway between the Nassau and Atlantic stations. Design of the Arthur Kill station is completed and is included in MTA’s 2010-4 Capital Program. But it is unfunded because of current budget constraints.

How will the Long Island Rail Road Access the East
Side?
(Continued from page 7)

300-series tunnel north of E. 48th Street.

Track diagram and
progress map (http://
www.mta.info/
capconstr/esas/
manhattan_progress_
map.htm).

Commuter and Transit Notes
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Line. At the time, it was the New Jersey & New York
Railroad Company, which was operated by the Erie
16

Railroad. Saturday service returned on November 3,
2007. Sunday service began the previous Sunday, October 28.
News items and comments concerning this column may be
emailed to NYDnewseditor@aol.com.
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NEW ROCHELLE TROLLEY CARS DISCONTINUED
60 YEARS AGO
The last trolley line in New Rochelle and
Pelham Manor, A/New Rochelle-Subway,
ceased operating on December 17, 1950. On
the same day, buses replaced trolley cars on
B/Mount Vernon-229th Street.
At a December 17, 1950 ceremony marking
the end of rail transit on the streets of New
Rochelle, there was a sign reading, “The
Street Car Named Expire.” It was draped with
black and purple bunting on the last car, 321.
The trip ended at the North Avenue and Huguenot Street Post Office. The smoke inside
the car symbolized its demise. On the car
were Fontaine Fox of Greenwich, Connecticut, creator of the Toonerville Trolley cartoon,
Federal Judge Kaufman, New Rochelle
Mayor Church, and a Motorman from 1900.
The guests rode in buses to a luncheon at
the Wykagyl Country Club on North Avenue.
A police motorcycle escort led a parade with
color guard marines. The New Rochelle High
School band played dirges and lively music.
Firemen marching alongside the car were the
pallbearers. Four new buses followed the
parade.
Car 319 was the last car from 241st Street
to New Rochelle. It passed Garden Avenue
at 9:09 AM and was followed by the first bus
eight minutes later. When car 324 arrived at
this location, passengers transferred to a
bus.
S.W. Huff, who was an Electrical Engineer,
was Third Avenue Railway’s President from
1918 to 1945. Because he favored trolley
cars, the company modernized the fleet by
rebuilding 99 cars and building 236 new cars
from 1935 to 1940. Unfortunately, the car
building program stopped abruptly in Febru-

ary, 1940 because the city officials insisted
that the company convert to bus. If the company did not agree, the franchise would have
been awarded to another company.
Several months later, November 9, 1940,
the Mayor approved a 25-year franchise
which stated that the company must substitute buses for street cars on 19.6 miles of
streets during each four-year period starting
July 1, 1944. (In 1940, trolley cars operated
on 97.9 miles of streets.) The company was
allowed to operate trolley cars until July 1,
1960.
In 1945, S.W. Huff, who was 78, was
ousted in a proxy battle and was replaced by
Victor McQuiston. Two years later, he said
that buses would bring big profits to the company, which was operating at a loss since
1945. Unfortunately, the new management
decided to convert to bus long before the
July 1, 1960 deadline. In March, 1948, the
company ordered 300 Mack buses for Manhattan and Westchester County at a cost of
$5.24 million. Manhattan and Bronx bus substitution was completed on August 22, 1948.
But Westchester County trolley cars were still
running in July, 1948 because Yonkers officials did not consent to bus substitution.
Therefore, the bus conversion that was
scheduled for August 1, 1948 was delayed
indefinitely and 115 buses were sold to the
New York City Board of Transportation.
New Rochelle’s Mayor said that 99 percent
of New Rochelle’s residents favored buses
on line A/New Rochelle-Subway. The May 3,
1948 resolution of the City Council authorized buses and granted a 25-year franchise
(Continued on page 3)
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A HISTORY OF THE R TRAIN
by George Chiasson
(Continued from October, 2010 issue)
frame cracking and growing fleet-wide unreliability)
found some R-27/R-30s back on the regular “RR” in
June of 1979, along with the odd train of R-38s, which
were then based at Coney Island and largely used on
“AA” and B. Though R-32s and R-42s remained its
base fleet, it was still possible to find all four types on
“RR” well into 1980, when the R-27/R-30s were removed as of the April 29 reassignment and the R-38s
withdrawn (at least on paper) with that of May 12. This
situation was again short-lived, however as both the R27/R-30s (and even a train of R-38s or two) were noted
as being on “RR” as of July 30, 1980 and then stayed
again. This time a small number of R-27/R-30s took up
residence through the following winter and were gone
by May 10, 1981, while the R-38 fleet began moving
from Coney Island to 207th Street for A on January 29,
1981, and were completely removed from “RR” as of
July 24. Once again R-32s and R-42s held down service until March 8, 1982 when the R-27/R-30s returned,
this time as equal partners. Starting in March of 1983 a
few of the R-32s were redirected to East New York as a
temporary measure, with a corresponding increase in
the use of R-27/R-30s and R-42s on “RR,” but by May
all was back to normal and the line again patrolled by
three equipment types (R-27/R-30, R-32, and R-42) on
an almost equal basis.
The first of what would be many service diversions
owing to track outages on one side of the Manhattan
Bridge or the other took place between September 26
and November 13, 1983, resulting in a suspension of
the Chambers Street RR.” The Coney Island and Concourse sides of D were separated for this interim (into
“North” and “South” sections) and rolling stock assignments jumbled a bit. As a result some mixed trains of R40Ms and R-42s, heretofore assigned to Concourse
Shop in The Bronx, were used on the Coney Island side
and wound up on “RR,” where they were occasionally
spied as late as March 10, 1984. In early 1985 the General Electric R-30 group (8250-8411) began entering a
General Overhaul (GOH) program at Coney Island
Shops and what other, non-GOH R-27/R-30s remained
in service were gradually concentrated at East New
York as time went on. By March 16 “RR” was noted as
being almost exclusively served by R-32s, with R-27/R30s and R-42s being used on an occasional basis otherwise. Other Coney Island equipment was used once
in a while to fill schedules as a result, and the first trip of
a slant R-40 in “RR” service was noted on April 18,
1985. That spring, the first general inventory of Subdivi-

There was no initial change to the equipment used in
“RR” service as the Chrystie Street Connection was
opened on November 26, 1967, but the Fourth AvenueNassau line was extended to 168th Street-Jamaica as
“RJ” and as a result saw both R-27/R-30s from Coney
Island and R-16s based at East New York, with the R11/R-34 rebuilds sometimes mixed in. A month later (as
of December 20), some trains of R-16s were mingling
with the R-27/R-30s on the regular “RR” and that remained the case through July 1, 1968 when “RJ” was
replaced by the so-called “Chambers Street RR.” R-42s
were introduced onto the “RR,” in mixed consists with
R-16s and R-27/R-30s, on July 5, 1969 and all three
often (but not always) continued to be randomly mixed.
That November a number of R-16s began moving to
Jamaica for “GG” and were reduced in scope on “RR,”
with the last of them being removed as of January 15,
1970. After this time “RR” was dominated by Coney Island-based R-27/R-30s and R-42s for many years. R32s from Coney Island haltingly appeared on the regular “RR” for the first time in February, 1970 but did not
mix with the R-27/R-30s or R-42s. They then remained
elusive on “RR” (when present at all) through much of
the 1970s. The practice of using “mixed trains,” so to
speak, was actually discontinued with a general reassignment in effect on March 9, 1970 and all equipment
types run in separate consists after that time. A single
train of Coney Island-based R-38s was observed on
“RR” on August 6, 1973 and created a stir. A few of
them were seen there again in October, 1974 and remained for a few weeks until most of the class was
moved to Jamaica and the Queens IND routes on November 18.
With deliveries of the R-46s progressing at Jamaica,
older SMEE cars were shifted about the system and as
a result (at first) the R-32s gradually came into prominence on the “RR” starting on March 14, 1977. The R27/R-30s and R-42s were reduced to a rush hour-only
role on that line by July 1, but the R-42s began coming
back again when they were re-transferred from Jamaica
to Coney Island on November 22, 1977 as additional R46s replaced them. The R-27/R-30s had disappeared
from “RR” completely by January 15, 1978 (perhaps in
response to snowy, cold weather as much as anything)
and were gone for an extended period but for cameo
appearances, now leaving R-32s and R-42s to serve
“RR” through most of 1978. An occasional exception to
this was the “Chambers Street RR” service, where R27/R-30s seemed to appear more regularly (as noted in
October, 1978). Ongoing equipment availability problems (stemming from both the newly-found R-46 truck

(Continued on page 3)
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(May 24, 1987) there was a major reorganization of service in Queens and R rerouted at all times from Astoria
to 71st-Continental Avenues-Forest Hills, thus constituting the route as it continues to operate at present. In
one fell swoop R became a 100% graffiti-free line with
equipment based out of Jamaica, and for the first time
garnered 75-foot R-46s, in 6-car trains, along with graffiti-free, General Electric-equipped R-32s in 10-car
trains (with orange color bands beneath the number
boards).
Meanwhile the Metropolitan Avenue R variant continued to run but used graffiti-scarred trains of R-27/R-30s
and R-16s, with some graffiti-free R-42s added to the
mix starting on February 6, 1987. The remaining R-16s
were phased out through the first half of 1987, being
eliminated from the Metropolitan Avenue R by the end
of June in favor of GOH’d, red General Electric R-30s.
Graffiti-free R-30s and R-42s then supported the majority of non-GOH R-27/R-30s in this service until it was
eliminated outright on November 22, 1987. Starting in
the fall of 1987 (reference date of September 14), 8-car
trains of 75-foot R-46s began to turn up on R, but 6-car
trains were also still used at various times. In addition,
the outsourcing of R-32s to Morrison-Knudsen for GOH
began to constrict their availability and the remainder in
use at Jamaica (General Electric) and Coney Island
(Westinghouse) were increasingly intermixed after this
time, such that there was no longer any clear divide in
consists by April of 1988.
On June 20, 1988 the first train of Morrison-Knudsenrebuilt, “Phase I” R-32s was introduced on R. As the
months progressed, the remaining Phase Is were delivered to Jamaica and gradually replaced the remaining
unrebuilt (but graffiti-free) varieties of unrebuilt General
Electric and Westinghouse R-32s. These were reduced
to weekday-only use as of February, 1989 and rush
hours only in March before appearing on a less than
daily basis as of May 20, just as the first “Phase II” Morrison-Knudsen-rebuilt R-32s entered service at Jamaica. The last of the unrebuilt Westinghouse-equipped
R-32s departed Jamaica by the end of June 1989, immediately before the last Phase Is were delivered in
July. Unrebuilt, graffiti-free trains of General Electric R32s continued to been seen on R during some rush
hours until September 11, 1989, when the last Jamaicabased train was placed in storage pending its shipment
to Hornell (note that the final unrebuilt R-32s were
based at Coney Island until December, 1989) . After this
time the balance of the Phase IIs continued to arrive at
Jamaica through the first half of 1990, and R was then
shared between the rebuilt R-32s and the R-46s. The
first of the latter group had also gone to MorrisonKnudsen in Hornell for rebuilding in March, 1989 and
would not begin returning for several months.
The very last Phase II R-32s arrived at Jamaica at the

A History of the R Train
(Continued from page 2)

sion “B” equipment in some years was performed to aid
in the coming fight against the system-wide plague of
graffiti. Cars were again repositioned accordingly as of
May 16, and “RR” served by significant quantities of R27/R-30s, R-32s, and R-42s (still in 8-car trains), plus
the odd slant R-40 into early July, with occasional sightings continuing well into 1986. By the autumn of 1985,
the non-GOH R-27/R-30s were once again migrating to
East New York as the General Electric R-30 program
gained momentum and reduced in number on “RR.”
The first rebuilt train of General Electric R-30s entered
service on J in early November.
Though some cars had already been carrying “single
letter” route signs by this time for a year or more, “RR”
was officially redesignated R as of December 1, 1985
and has been known as such ever since. R-27/R-30s,
R-32s, and R-42s continued to partner on R through
the following year, again being joined by some R-40Ms
(in mixed trains with R-42s) which visited from the
Bronx when the Chrystie Street side of the Manhattan
Bridge was closed on April 26, 1986. At that time the
former Chambers Street R was replaced by another
rush hour variant dubbed the Metropolitan Avenue R
(operated from the Metropolitan Avenue M terminal to
95th Street), and used equipment largely paralleling that
of M, which was then R-27/R-30s. Starting on July 10 a
swap of sorts occurred at Coney Island where trains of
R-32s were placed on the “South” D and slant R-40s
from the “South” D relocated to R. The quantities of
both had more or less equalized by September 8, however, and on that date R was noted as again having
four types of equipment (R-27/R-30s, R-32s, R-40s,
and R-42s with some R-40Ms mixed in). Meanwhile, the
system’s 64 remaining R-16 cars, all based at East New
York, were switched from J to M as of September 4,
1986 and through that fall began to crop up as well on
both the Metropolitan Avenue R rush hour variant and
(though rarely) in regular R service.
By January 7, 1987 some R-42s were operating in
separate graffiti-free consists on the East New York
lines (J, L, and M) and as a result gradually began to
disappear from R. Likewise the slant R-40s were being
outsourced to Sumitomo in Elmira Heights, New York
for GOH at this time, so by March most service on R
was being divided between non-GOH, graffitied trains of
R-27/R-30s and R-32s. The R-16s continued to be used
on the Metropolitan Avenue version of R, but were
much less likely to be seen on the full-time route, from
which they were totally gone by the end of March. Graffiti-free equipment arrived on R in the form of Coney
Island-based R-32s, during weekdays only on May 4
and at all times starting on May 20. Four days later

(Continued on page 15)
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NEW YORK CITY SUBWAY CAR UPDATE
by George Chiasson
For what may be the final time for some time: Hello
again, everybody! As promised, we are winding up this
series of NYC Subway Car Updates with this edition,
really closing out the last five years of events with a
flourish of activity. As time moves forward there may be
occasional additions, corrections, and/or other changes,
but regular editions as we have known them will likely
not resume until the next round of subway rolling stock
replacement, and for now that event has no assured
timetable. The Subdivision “B” situation, overall, has
changed somewhat since last we checked, while Subdivision “A” remained quite placid, aside from a few temporary revisions. The long-discussed program to install
CBTC on the Flushing Line (and with it acquire a small
number of new or rebuilt cars under Contract R-188) is
finally taking shape, but so far there has been very little
if any positive movement toward additional new Subdivision “B” rolling stock to replace the remaining R-32s,
R-42s, or even the R-46. As predicted last time, the last
R-44 trains were retired outright in recent weeks, but
only after a lengthy delay. With that, let’s open this
(temporarily) final chapter in the contemporary history of
New York Subway rolling stock and try to sum things
up, shall we?
Subdivision “A” Happenings
The 10-car set of R-62s (units 1396-1400 and 1541-5)
that were at Pitkin in the last Update were indeed to be
the pilot set for the installation of a new E-Cam control
system, but contrary to what was stated in July the supplier is Bombardier, not Siemens. This is testimony to
the string of corporate mergers in the traction equipment business over the past decade, as Bombardier is
the successor to ADTranz, which made the propulsion
systems for the R-142A, R-142S, and R-143, and by
extension is also the successor to AEG (WestinghouseEurope), which made the traction control system for the
R-110A, and Westinghouse-USA, which made them for
the R-62A and R-68/R-68A. What it all means is that, as
part of their long-term (12-year) SMS, which was getting

underway as summer concluded, the 315 R-62s will be
getting the same kind of replacement group box that
was applied to the R-62As by the late 1990s. MTA’s
budget contains funding to achieve this objective by the
end of calendar year 2011 and the pilot train had departed Pitkin by August 27. As of mid-September it was
still being tested out of Livonia Yard.
By September 14 the annual use of R-62A single cars
on system refuse trains had not quite concluded,
though the various cars themselves had changed a bit.
In August both 1927 and 1946 were sent back home to
the 42nd Street Shuttle, while 1904 was actually used on
the 42nd Street Shuttle for a brief time between July 15
and early August, its Corona-supplied 7 LED side sign
still fully functional. R-62As 1904 and 1954 (two of
those singles previously modified with the WABCO
brake valve at the #1 end for use as north motors) were
then used in refuse service out of 239th Street Yard for
the balance of the summer with both LED signs extinguished. By September 25, 2010 (after the summer
heat subsided) all of the single unit R-62As had been
returned to Corona for the season.
After the Summer Pick went into effect on June 27
there continued to be spot shortages of equipment on
some lines, mainly due to air conditioning stresses
caused by the persistent, excessive heat that marked
the summer of 2010. Through July and August at various times, this resulted in the temporary use of another
Livonia-based R-62 train on 1. Starting on August 19
and continuing to the present, several different 10-car
sets of R-62As from 7 have also been running out of
240th Street (consisting of one 5-car link and 5 single
units, with the LED signs turned off). In addition a summer-long General Order that resulted in “split” service
on 2 (137th Street-CCNY to Flatbush Avenue and 241st
Street-Wakefield to Grand Central as a 5) led to a constant jumbling of R-142s assigned to 2 and 5, with

New Rochelle Trolley Cars Discontinued 60 Years
Ago

thorization was extended to December 31, 1950. The
buses finally started running on December 17, 1950,
two weeks before the deadline.
During the last days of trolley operation, 302-308, 310,
and most of the cars in the 321-330 group were still running. They were scrapped in 1952.
Although the car bodies and controls were only 16
years old, several other parts were recycled from
scrapped trolley cars. Brill 39E maximum traction trucks
were rebuilt to 77Es, motors were rewound, and seats
from convertibles were reconditioned.

(Continued on page 5)

(Continued from page 1)

with a renewal option of 25 years. In 1948, Third Avenue’s subsidiary, Westchester Electric, accepted local
consents of New Rochelle, Pelham, Pelham Manor, and
Mount Vernon, which provided for motorization of lines
A and B. The Public Service Commission authorized
bus substitution, but stated that the order was null and
void if buses were not running by July 1, 1949. Because
the company was bankrupt and had no money, the au-

(Continued on page 6)
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“down” position, which effectively ended its pilot test.
The 60-Foot SMEE Fleet
Though a variety of Phase I R-32s spent all or part of
the summer laid up for crash air-conditioning or other
repairs at various facilities (and for varying lengths of
time), all 240 remained officially active out of 207th
Street. As previous they are stationed on C in 8-car
trains, with an 18-train maximum requirement, but in
spite of a paper assignment to A have not been seen
there since the air-conditioning crisis got underway
about July 15 and were not expected to return. Some
pairs (notably mismate 3471/3658, 3518/9, and 3932/3,
per member Bill Zucker) were also used in Subdivision
“B” refuse train service over the summer. These are
based out of both 207th Street and 38th Street Yards, and
are a year-round phenomenon, though their airconditioning does come in handy during the hot weather
months. As for the 50 Morrison-Knudsen-overhauled R42s based at East New York, all remain in service on J
and Z, with off-peak deployment (middays, nights, and
weekends) once again a common occurrence by early
September, 2010.
The 75-Footers of MTA New York City Transit (A
Long, Hot Summer and the End of the R-44s)
With the newly-arrived R-46 fleet settled in at Pitkin
and NYCT in a growing bind due to hotter-than-normal
summer weather, the 28 remaining R-44s were shifted
from A to C starting on Thursday, July 15. Through
default this introduced full-length consists on this line in
its present form, but was necessitated by the permanent
configuration of the R-44 equipment rather than achieving a planned service upgrade. In the end it created a
mix of train lengths (8-car 60-foot R-32s along with 8car 75-foot R-44s) not seen on the system since the
first era of R-46s on N between 1975 and 1987. Retirement of the R-44s was also temporarily curtailed after
July 17 (by which time the active fleet had bottomed out
at 24 cars) and a number of 4-car units then immediately retrieved from storage and returned to revenue
service. R-44s were also back on A in addition to C
starting on July 19, at which time the renewed fleet
numbered 60 cars overall, and they would continue to
share the two services for the next eight weeks. 12 of
the R-44s (presumably those of a less desirable maintenance status) were withdrawn as of July 23 to leave 48,
then these were gradually replaced by others that were
restored as they passed through inspection—four cars
on July 29 (for 52 total) and then 16 as of August 9 for a
final, complete tally of 68: 5218-21, 5298-5301, 531618, 5320-23, 5378-89, 5398-5401, 5403-9, 5414-7,
5422-29, 5454-65, and 5470-9. Meanwhile, the lone set
of R-46s that was initially held back from service following its transfer from Jamaica (5858-61) was finally activated on July 28, 2010 and thus completed the

New York City Subway Car Update
(Continued from page 4)

some even winding up on 4 over certain weekends.
During the same G.O. 3 was sometimes suspended
entirely, which forced the R-62s into repose.
Borrowing Time on Subdivision “B”
According to the National Weather Service (as reported in mid-September), there were a total of 32 days
with high temperatures at 90º or above in Greater New
York during 2010, resulting in an average temperature
of 77º, which made for the “hottest summer since record-keeping began” in 1869. On the New York City
subway this placed an incredible strain on its airconditioned rolling stock, most particularly (but not entirely) the aging Phase I R-32 fleet that had received a
springtime reprieve on A and C. This in turn resulted
in a variety of cars running on non-assigned lines
across July, August, and even into September. Most
obvious to observers was the use of 8-car R-44 trains
on C, which began on July 15 and continued for two
months. This forestalled the ultimate demise of that
group by several weeks, during which time maintenance crews were furiously occupied at several locations (207th Street, Pitkin, Jamaica, Coney Island, and
East New York) trying to repair the Phase I R-32 airconditioning systems and restore a semblance of reliability. During the week of August 16, one train of Coney
Island-assigned R-68As was also assigned to D and
remained there through about September 10, using a
different consist each week. Finally, for about two
weeks between September 7 and 17, two trains of R160Bs (cars 8723-42) were temporarily shifted from
Coney Island to Jamaica to insure their continued full
coverage of E service.
R-160 Notes
Since mid-July the Option II R-160A-1s (9943-74)
have been operating completely at-will (mixed and
separately) on J/Z and M, while 8-car sets of CBTCequipped cars from L (8313-76 group) can and do continue to appear on J/Z and M as required, with the
actual CBTC system switched off. Once again there
have been no changes or transfers of R-160 equipment
in this latest interval, aside from the 20 Coney Islandbased R-160Bs mentioned above that were borrowed
by Jamaica. Also, to dispel any lingering doubts, the
Queens-based group of R-160s (9143-9942) is still being regularly used on R to the tune of 3-4 trains daily
into October, 2010, while “seatless” R-160Bs 8713-22
continue to ply E on weekdays. A final close-up observation of this train was made on September 10, at
which time it was discovered that only 4 of the 6 B-cars
(8714, 8716, 8719, and 8721) have the modified seats
and stanchions, but by that time NYCT management
had decided to permanently leave the seats in their
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Car 776 on the H/Pelham Manor Line.
Bernard Linder collection

Third Avenue Railway System car 601.
Bernard Linder collection

Car 722 and 724 on the on Line P at the New York, Westchester &
Boston Railway’s Webster Avenue station in New Rochelle.
Bernard Linder collection

Car 729 at North Avenue and Huguenot Street in New Rochelle.
Bernard Linder collection

Car 273 on Line B at W. 1st Street in Mt. Vernon, 1937.
Bernard Linder collection

Car 602 on the Mt. Vernon Line.
Bernard Linder collection

(Continued on page 7)
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Third Avenue Railway car 324 on Line A.
Bernard Linder collection

Another view of car 324.
Bernard Linder collection

Car 32 on Line B at W. 1st Street and S. 5th Avenue in Mt. Vernon,
May 31, 1946.
Bernard Linder collection

Car 302 on Line A/New Rochelle-Subway and a Twin Coach bus on
Line H/Pelham Manor.
Bernard Linder collection

Car 298 on Line A at S. 5th Avenue and W. 1st Street in Mt. Vernon,
1936.
Bernard Linder collection

Garden Avenue Yard, Mt. Vernon.
Bernard Linder collection
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Commuter and Transit Notes

No. 264
by Randy Glucksman

nary system has been replaced by an “auto-tension”
catenary system that adjusts to temperature extremes.
The old system sags on very hot days and becomes
overly tight on very cold days. Neither is good for operating train service.
There were only minor changes for the Hudson and
New Haven Lines in the timetables which went into effect on October 17 and have an ending date of April 2,
2011. Harlem was unchanged.
HUDSON LINE: Saturday-only Train #8849 (6:16 PM
Grand Central Terminal/Poughkeepsie) added stops at
Croton-Harmon, Cortlandt, Garrison, and Cold Spring to
standardize the stopping pattern.
NEW HAVEN LINE: Weekday Train #1464 (5:57 PM
[Express] Grand Central Terminal/South Norwalk) now
stops at Stamford to reduce a service gap at this station.
Also, several trains have their departure and travel
times adjusted up to three minutes earlier or later to
resolve a variety of issues, from improving connections
to correcting scheduling conflicts.
New Haven Line Shoppers' Specials will operate on
Saturdays and Sundays between November 20 and
December 18. Sunday Shopper's Specials also will operate on December 26. Last year, Metro-North operated
36 Shoppers' Specials each week during the holiday
shopping season, resulting in a 10% increase in ridership over normal weekend levels in spite of the poor
economic environment.
Special timetables will again be issued for Thanksgiving Weekend, Christmas Eve and Christmas Day, weekdays between Christmas and New Year's Eve, and New
Year's Day.
Here is a rolling stock report as of September.
● M-2: All 235 M-2s have been through Critical System Replacement and the program was completed in January, 2010
● M-3: 84 of the 138 cars have been through the inhouse Performance Improvement Program, which
began in February, 2007 and is expected to be
completed in the first quarter of 2012. Under this
program, propulsion, HVAC, brakes, glazing, and
toilets are replaced.
● M-4/M-6: An Inverter replacement program has
been undertaken to replace this high maintenance/high failure system. Testing of a prototype
is underway. Completion of the M-4s is expected
in mid-2011. Metro-North is in the process of deciding whether to replace or repair the M-4s, or
order additional M-8s. The fleet consists of 54 M4s and 48 M-6s
● M-8: 300 cars were ordered from Kawasaki in

METROPOLITAN TRANSPORTATION AUTHORITY
The MTA Board voted on October 7 to raise train,
bus ,and connecting service fares and make the
changes to the fare structure that were reported in the
September Bulletin. For reasons that were not made
known, the effective date will be December 30, 2010,
not January 1, 2011, as was initially reported. Commuter rail fares will rise by 3.8%-14.3%. The cost of a
CityTicket will go from $3.50 to $3.75. The validity period for LIRR and Metro-North one-way tickets has been
reduced from 6 months to 14 days and for 10-trip tickets, from 1 year to 6 months. In addition, should a passenger wish to redeem a ticket, they are now subject to
a $10 processing fee per transaction. Please see page
16 for additional fare increase details.
Ahead of that, on September 30, MTA began posting a
detailed list of late/canceled LIRR and Metro-North
trains on its website.
MTA METRO-NORTH RAILROAD (EAST)
Fortunately for rush hour commuters, the fire that
erupted beneath the (138th Street) bridge used by trains
to traverse the Harlem River between the Bronx and
Manhattan occurred shortly before noon, on September
20. Marine units from the NYC Fire Department responded and brought the fire, which was determined to
be pier pilings, under control at about 1:30 PM. Service
in and out of Grand Central Terminal was suspended
during this period and inbound trains terminated at the
Yankees-E. 153rd Street station. Outbound passengers
were told to take 4 or D to get all Metro-North trains at
Yankees-E. 153rd Street. There were other options:
Hudson Line passengers could detrain at Marble Hill to
transfer to 1 at 225th Street. Harlem riders could detrain at Wakefield to get to 241st Street 2 and New Haven Line could get off at Woodlawn and transfer to 2 at
233rd Street. At 2:30 PM, two tracks were returned to
service, with all tracks back by 4 PM.
In its September edition of On Track, Metro-North
reported that the catenary replacement work is continuing along the New Haven Line. Currently, this work is
being done in two sections: between Green’s Farms
and Bridgeport (started in November, 2007 — completion by the end of 2012) and between Stamford and
South Norwalk (started April, 2005 — completion by
July, 2011). The next phase of the program will take
place between South Norwalk and Green’s Farms
(February, 2013-June, 2019). The final phase is between Bridgeport and Devon (Milford) (February, 2017
until February, 2021.) This project has been reported on
several times over the years, and most recently in the
June, 2009 Bulletin. In case you are keeping track, so
far 132 miles of the original 1907-era “stationary” cate-
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agreed. She quickly ordered the Connecticut DOT to
reject the MTA/Metro-North proposal, a directive read
aloud at the public hearings in Stamford and New Haven. Connecticut commuters have won — for now.”
MTA LONG ISLAND RAIL ROAD
In recognition of 100 years of train service, an exhibit
of photos was posted on the east wall of LIRR’s 34th
Street entrance to New York Penn Station in September.
Here is one final note on the U.S. (Tennis) Open. Due
to rain, Sunday’s (September 12) Men’s Final was
moved to Monday. LIRR arranged for trains to stop at
the Mets-Willets Point station. This was also the first
day of the reduced (hourly instead of half-hourly) service on the Port Washington Branch.
A line of thunderstorms including some tornadoes that
passed through the metropolitan area during the afternoon of September 16 caused trees to fall and knocked
out power to thousands of homes. LIRR suspended
service to Jamaica from New York Penn and Atlantic
Terminal at the height of the rush hour. Police had
closed the station due to crowding. A co-worker who
rides NJ Transit told me that he was not allowed to enter at the 34th Street entrance, but he was successful at
the new NJ Transit entrance at 31st Street, but only after
showing his NJ Transit ticket to the police. Limited eastbound service was restored after 8 PM, and service was
on or close to schedule for the morning rush hour.
On the Port Washington Branch, which was especially
hard hit by fallen trees, partial service was restored
shortly after 7 AM the next morning. By late morning all
services were reported as operating normally. NJ Transit also reported delays on trains arriving/departing out
of New York Penn and on the North Jersey Coast Line
due to a fallen tree.
Newsday reported that in a cost-saving move, the
“Harold Protects,” a pair of locomotives that had been
assigned to Sunnyside Yard, have been eliminated.
These engines had been a staple for more than 20
years and were used to move disabled trains. Railroad
officials were unable to say how often they were used,
but LIRR President Helena Williams said that locomotives could be dispatched from Long Island City or Jamaica relatively quickly. The LIRR will save $234,000
annually.
In an effort to increase revenues, LIRR began selling
advertising on the exterior of its cars. The first four-car
train featured an ad for Optimum Wi-Fi and was displayed on September 21. It is anticipated that 50 M-7s
will be included in this program. MTA-NYCT subway
cars have had this type of advertising for several years.
Timetable cards were issued for:
● The Ronkonkoma Branch – October 9 (midnight 7 AM), in order to permit a Sperry Rail test. Bus
service operated between Ronkonkoma and
Hicksville
● Hempstead, Babylon, Montauk Branches – Octo-
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2006. The last of the 8 prototype cars arrived last
December and the train has been under going
testing. Two production cars are also on the property. CDOT recently received permission from the
Bond Commission to purchase 42 cars and anticipates securing approval for the remaining 38 cars
in the 80-car option. CDOT and Kawasaki are
having discussions about purchasing additional
single cars in lieu of rebuilding the M-4/M-6s
● End-Door Coaches: Overhaul of 104 coaches was
completed in August under a contract that was
awarded to Bombardier in February, 2006. The
contractual completion date was the first quarter
of 2008, but that was extended to August, 2010.
As of August 1, 93 coaches were in service, with
the balance expected to be running by the end of
this month.
In all cases, the MDBF (mean distance between failure) has improved remarkably over the cars that had
not been through these various programs.
● Genesis Dual-Mode Locomotives: General Electric was awarded a contract to overhaul the 31
units. Eighteen have been through the program
and returned to service. Scheduled completion is
set for early 2012
● West-of-Hudson Locomotives: Progress Rail was
awarded a contract in August, 2009 to overhaul
six F-40s along with a presently unfunded option
for two additional units. Some of the work being
done includes replacement of the 1,800-gallon
fuel tank with one that can hold 2,500 gallons, and
installation of new power generator sets that
power the on-board lighting and HVAC. The first
unit was returned to service in September. The
sixth is to be completed in January, 2012
● Diesel/Switcher Locomotives: Brookville Locomotive delivered 12 locomotives and all are in service. Funding has been requested in the 2010-4
Capital Program for five more units that would
completely replace the older fleet.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
Connecticut Commuter Rail Council Chairman Jim
Cameron told WCBS-880 on September 27 that MTA’s
plan to reduce the validity dates of tickets (see page 8)
amounts to a “stealth” fare hike and urged Governor
Jodi Rell to oppose these changes. On October 13, he
wrote the following in Mass Transit Magazine: “As the
Legislature’s appointed advocates of riders in our state,
once again, the CT Rail Commuter Council had its work
to do. First, in publicizing the proposal through the media. Then, in demanding public hearings (though none
were originally planned in Connecticut). And finally, in
rallying commuters to attend and speak out against
these proposals. Governor Rell heard our argument and

(Continued on page 10)
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ber 16–17 (late night and early morning), for track
work between Rockville Centre and Wantagh
As was reported in the September Bulletin, the cutover of the new $56 million signal system at Jamaica
would take place in the fall. To prepare riders for the
major disruption to service that this work would cause,
on September 28 LIRR released these details: The
work has been scheduled for the weekends of October
23-24 and November 6-7. It should be noted that November 7 is the day that the NYC Marathon takes place.
Every branch except the Port Washington is affected. In
the days leading up to the first weekend, ads appeared
in local newspapers and radio stations broadcast this
news as well. Special timetables and a logo (below)
were issued, and LIRR advised that very limited service
would operate and advised the following:
● Use LIRR for essential travel as there will only be
3 trains per hour to/from New York Penn
● Use E to reach New York Penn
● No service between Atlantic Terminal and Jamaica
● Buses replace trains between Queens Village/
Jamaica, and Mineola/Jamaica
● No train/bus Service to/from Brooklyn, Forest
Hills, Kew Gardens, Hollis, Locust Manor, Laurelton, Rosedale, Merillon Avenue, New Hyde Park,
and St. Albans
This is how train service will operate:
● Port Washington – Normal weekend service
● Port Jefferson – Every two hours rather than
every hour and a half between Mineola and Huntington
● Ronkonkoma – Hourly service between Ronkonkoma and Farmingdale using dual-mode trains
from 7 AM-11 PM
● Oyster Bay – Every two hours between Mineola
and Oyster Bay
● Hempstead – Every two hours between Queens
Village and Hempstead
● Long Beach – Hourly between Jamaica and Long
Beach
● Far Rockaway – Every two hours between Valley
Stream and Far Rockaway
● Babylon – Hourly between New York Penn and
Babylon
● Montauk – Diesel service will not operate west of
Babylon and all trains terminate/originate at Babylon

New timetables were to be issued effective November
15. Details will be published next moth.
NJ TRANSIT
Starting September 3 and continuing through January
2, 2011, NJ Transit reduced the one-way fare between
New York Penn and Newark Airport to $12.50. It had
been $15.
The first ALP-45DP was displayed at the bi-annual
InnoTrans Rail Exhibition, which was held during the
last week of September in Berlin, Germany. On July 9,
2008, Bombardier was awarded a contract to build 26
dual-mode (a.c. catenary and diesel-electric) for NJ
Transit. AMT (Montreal) will also be acquiring this
model.
After the October column was completed, Governor
Chris Christie ordered the suspension of new work on
the ARC Tunnel for 30 days so that a comprehensive
review could be undertaken by his staff. The StarLedger reported that the Governor said that he “liked
the idea of the tunnel, but not if I can’t pay for it. And if I
can’t pay for it, then we’ll have to consider other options," making it clear for the first time the project was in
serious jeopardy. Christie blamed the former Governor,
Jon Corzine, saying, "It went from $5 billion to $8.7 billion in what was clearly a rush by the Corzine administration to have gold shovels and put them in the
ground and try to get Corzine re-elected.” In all fairness,
this project has been on the drawing board for many
years.
On October 7, Governor Christie canceled ARC, a
project that has been described as the nation’s largest
public transit project. The following day, after a meeting
with U.S. Transportation Secretary Ray LaHood, Gov.
Christie reversed his decision and agreed to put together a small working group who were tasked to come
up with options within two weeks. Stay tuned.
At Secaucus Junction on October 12, while waiting for
a train to New York Penn, I noticed that on the monitor
that displays the next ten arriving trains, an airplane
symbol had been added to trains that stop at Newark
Airport.
AMTRAK
Amtrak released its plans for “World Class HighSpeed Rail” on September 28. In its press release it
reported that “A Next-Generation High-Speed Rail” service could be successfully developed in the Northeast
with trains operating up to 220 mph (354 kph) on a new
two-track corridor, resulting in lower trip times. For example, a trip between Washington, D.C. and Boston
could be accomplished in about three hours. Most highspeed trains operate at 186 mph (300 kph).
A companion 30-page report, A Vision for HighSpeed Rail in the Northeast Corridor, was also released, and the PDF can be downloaded from Amtrak’s
website on the Reports and Documents page. There
are some maps showing possible alignments for these
(Continued on page 11)
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lines.
In recognition of the 100th anniversary of New York
Penn, on October 18, Amtrak invited the public to enjoy
rare photo imagery, artifacts, and other items commemorating the station's deep and rich history, including
the vital role Amtrak plays in the history of passenger
rail travel. In addition to Amtrak and NJ Transit officials,
author Lorraine Diehl (The Late, Great Pennsylvania
Station) was on hand to reminisce about some of the
station's most memorable moments over the past 100
years. Approximately 550,000 Amtrak, LIRR, and NJ
Transit passengers pass through New York Penn Station each day, which makes it the busiest station in Amtrak's system and one of the busiest transportation hubs
in the world. The aforementioned transit agencies operate over 1,000 weekday trains.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
A groundbreaking ceremony was held at the Wonderland station (Blue Line) on September 14 to mark the
start of construction of a $53 million, 1,465space parking garage, which will be the “T”’s third biggest. The seven-story garage will replace 10 acres of
surface parking and enable construction of
the proposed Waterfront Square, an ocean-facing private development that would bring a 100-room hotel
and 902 residential units as well as office space and
shops to Revere Beach. A little over a year ago I was at
this station and was amazed by the amount of land surrounding this station that was dedicated to parking lots.
October 1 was the date that MBTA started releasing
real-time data on where its subway trains are located
and how long it will take for the next train to arrive. The
move represents a low-cost way for MBTA to offer riders
access to information, and it comes less than a month
after the “T” finished releasing similar data for all 187 of
its bus routes. The “T” has also begun installation of live
maps at subway stations, so riders can see real-time
location and arrival information, without needing a
phone or Internet connection.
During the second week of October, MBTA began
cracking down on fare evasion, stepping up efforts on
commuter rail, subways, and buses against passengers
who attempt to slip through the turnstiles without paying
or sneak by with expired passes and counterfeit passes.
“Unfortunately, there’s always the temptation by a handful of customers to try these tricks, and that is to the
detriment of our paying customers,’’ said General Manager Richard Davey. “If it happens once, that’s too
much.’’
Commuter rail passengers on several trains at North
and South Stations will be asked to purchase tickets
before boarding, and Conductors with UV flashlights will
scrutinize each ticket; special ink causes the orange
11

arrow on the pass to glow in black light. Inspectors will
also be out in force at subway stations, keeping their
eyes peeled for passengers hopping the turnstiles or
piggy-backing their way through. And at stations without
turnstiles, such as above-ground stops on the Green
Line, plainclothes officers will be around, making sure
passengers do not sneak onto the train in back without
paying. Fare evasion is not very common, but it happens, Davey said. When the transportation agency
cracked down last year, officials netted a dozen or so
counterfeit passes and even arrested a man in South
Station for selling them. MBTA will periodically repeat its
concentrated efforts against fare evasion, Davey said.
Member Todd Glickman notes, “I experienced one of
these pass checks at North Station this week. I understand they are using Assistant Conductors-in-training to
do the checks, which is at a point in their employment
before they are in the union. So it's very low-cost to
MBCR (MBTA’s contractor operating the commuter rail).
Sadly, I still see "piggy-backers" every day at the unattended fare gates on the south end of the inbound platform at Kendall/MIT on the Red Line. What they need to
do there is make some arrests, publish pictures in the
newspaper, and prosecute, so people know they can't
get away with it.” Thanks to Todd for these reports.
WARWICK, RHODE ISLAND
MBTA service from T.F. Green Airport to Boston, which
had been expected to open last month, has been delayed until later this year, according to a news report on
WPRI/Channel 12 that aired on October 13. Six trains
will serve the station each weekday.
LINDENWOLD, NEW JERSEY
On September 7, PATCO police began random
searches of passengers at checkpoints that were set up
at its stations in a joint antiterrorism program with the
Transportation Security Administration. The program
was launched at Lindenwold. According to phillynews.com, 660 randomly selected bags were searched
and among the contraband that was found was a crack
pipe, whose owner was arrested on an outstanding warrant from Atlantic County. More searches will be conducted kin the future. Thanks to member Lee Winson
for this news.
PHILADELPHIA, PENNSYLVANIA
Member Dave Safford wrote: “It's been a while since
SEPTA discontinued the ‘R’ designations, but as of midSeptember they haven't changed the signs on the
trains. Occasionally the sign boards are left empty, but
usually the same old ‘R’ signs are being used. Of
course the new designations appear on the LED train
departure boards, which helps keep the passengers on
their toes. Speaking of the boards, I am reminded that
there are no arrival boards. Now that there is no continuity of route designation, the neophyte can't tell when
an arriving train is scheduled to show up. You just have
to know.”
(Continued on page 12)
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Lee visited Chestnut Hill on October 3 and sent this
report. “Street work was done on Germantown Avenue
and the Route 23 tracks and overhead wire — new
poles and brackets were rebuilt — but no trolleys run on
it and it is doubtful trolleys will ever return. SEPTA is
rebuilding the old wooden station buildings along both
Chestnut Hill lines and doing a nice job of it. New platforms and stairs are also being installed. I also visited
Gravers (RDG) and St. Martin's (PRR). The upstairs in
both stations are private apartments. The Mt. Airy
(RDG) station houses a bookstore selling antique
books. The Don Ball book of the Pennsylvania Railroad
has several Philadelphia pictures, including an old one
of a train arriving at St. Martin's. The area looks exactly
the same, even the PRR position light signal with all
yellow bulbs. They're getting rare with other lines replacing them with cab signals or color signals.”
SEPTA has placed the City, Suburban, and Center
City maps on its web site. http://www.septa.org/maps/
region/pdf/phila.pdf. Simply replace “phila” with “suburb”
or “”ccp” to view the others. These are the same maps
that could be purchased for several dollars. Lee wrote
that these maps continue the basic format that was established by PTC in 1940, although the logo with four
vehicles has been updated.
In order to determine whether the West Chester Railroad could operate a fantrip through the Center City
Tunnel, a trial run was made using RS-18u 1803 and
GP-9 6499. This took place during the wee hours of
Sunday morning, August 29, operating northbound on
Track 1 to Wayne Junction and southbound on Track 4
with catenary power “off” and suggested that the GP-9
would have clearance issues. A subsequent trip with
1803 that had power “on” proved that it can be done.
This paves the way for possible West Chester Railroad
charters on the Reading side of SEPTA Regional Rail. A
trip for Lansdale Day is already under consideration.
Thanks to Bob Vogel for this news.
According to The Philadelphia Inquirer, the proposed 21-mile Glassboro-Camden Line will not be operated by the Delaware River Port Authority. The DRPA
Board agreed to pay $450,000 for work already done on
an environmental assessment, with assurances that it
eventually will be reimbursed by NJ Transit. But future
spending on the line remains uncertain because of the
state's financial problems, and several DRPA Board
members questioned the wisdom of using DRPA money
for a line that the agency will not build or run. The funding questions on the proposed South Jersey light rail
line came a day after the Christie Administration indefinitely suspended about 100 other state-funded road and
rail projects. (It lasted one day.) Further details about
this project were reported in the June Bulletin. However, DRPA Chair John Matheussen said he remained
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optimistic the South Jersey rail line would proceed.
Just as I was completing the column, a letter arrived
via the Division’s mailbox (kindly re-mailed by member
Glenn Smith) from member Alfred Gaus Jr. who lives in
Philadelphia. Enclosed was a double-sided, eight-panel
color brochure entitled The Beautiful Ride Preserved,
which describes the work that was accomplished on
Routes 101/Media and 102/Sharon Hill. He also sent
copies of the timetables dated August 30. Mr. Gaus offered to send copies to any member who requests one
for the price of a stamped (61 cents postage) selfaddressed envelope. You may request his address by
sending a message to the email address that appears
at the end of this column.
Mr. Gaus also reported that the Ryers station, which is
one stop before Fox Chase, will receive a high-level
platform. Work began on October 4, and all parking except for one handicapped spot has been eliminated.
Passengers were advised to use specially designated
SEPTA parking spots at the nearby Pathmark supermarket on Cottman Avenue. The new platform will be
constructed on the west side of the roadbed, right next
to the parking lot. It will include a “zig-zag”-type ramp
and will eliminate the long flight of steps currently in
place on the low-level east side of the track area. This is
the third station to receive high-level platforms after
Cheltenham and Olney on the Fox Chase (former R-8)
Line. The Fox Chase station project is almost complete,
with just the roof area and clock tower remaining to be
completed. This station retains its low-level platform due
to the complicated nature of the boarding area and the
parking lots on either side. The station work was performed by outside contractors, using stimulus money;
however, Olney and Ryers are being done by SEPTA
work forces.
WASHINGTON, D.C. AREA
Member Steve Erlitz reported that MTA Maryland unveiled its CharmCard® on September 21, which can be
used for all Baltimore buses, light rail, and Metro. It is
similar to the D.C. Metro SmarTrip® and can be used
on Montgomery County’s Ride On and Prince Georges
County’s The Bus. The difference is the MTA card costs
$2.50 vs. Metro’s $5 (Metro is delaying the reduction of
its Smartrip® indefinitely if not permanently). MTA’s card
will only allow $200 while D.C. has a $300 limit. CharmCard® is not valid on MARC or the MTA commuter
buses operated by private companies.
On September 29, Virginia Railway Express conducted a test using its new engine, V50, pulling a 10-car
train set on Trains #302/307. This is something that this
engine is designed to do.
RALEIGH-DURHAM, NORTH CAROLINA
Just over four years after the proposed 28-mile, 12station DMU line was canceled due to a suspension of
federal funding, local transportation officials have come
up with a new plan for two light rail lines. Hearings were
(Continued on page 13)
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held during September to present the plans. Thanks to
member Ronald Kupin for sending this report.
TAMPA, FLORIDA
Hillsborough County transit officials are “going on the
road” to drum up support for the referendum that is on
the ballot this month for a one-cent sales tax increase
that would fund transportation improvements. Thanks to
member Dennis Zaccardi for this news.
CHICAGO, ILLINOIS
On October 1, Metra announced it was delaying the
construction project on the UP North Line until spring
and reverting to the pre-construction schedule. The
Chicago Tribune reported that Metra was criticized by
rail experts for attempting to operate 70 trains per day
over a single-track line. A new timetable was issued
effective October 3 replacing the August 22 one. One of
the Directors has suggested that Metra include a third
track in the UP North Line rebuilding project — there is
space as there used to be one, which CNW removed
some years back. Thanks to member Jim Beeler for this
news.
MINNEAPOLIS, MINNESOTA
Member Pete Donner reported that he saw Utah Transit Authority Frontrunner engine 12 with three Northstar
coaches parked in the midday storage yard just south of
Target Field on September 17. He subsequently learned
that a trainset was leased as a backup in the event of a
failure of one of Northstar’s trainsets.
DENTON, TEXAS
The “A-Train,” a 21-mile line connecting Denton with
Dallas that was supposed to inaugurate service on December 6, coinciding with DART’s Green Line extension
to New Carrollton (June Bulletin), has been delayed
until next June.
SALT LAKE CITY, UTAH
On September 30, the Utah Transit Authority announced that a pair of light rail openings will take place
on August 7, 2011. They are the Mid Jordan TRAX line,
which will connect the communities of Murray, Midvale,
West Jordan, and South Jordan with the existing Sandy/
Salt Lake TRAX line at 6400 South; and the West Valley
TRAX line, which will extend from the existing 2100
South station in South Salt Lake City to the West Valley
City Intermodal Center, located by West Valley City Hall.
Opening of these lines will increase public transit service to the west side of the Salt Lake Valley.
SAN FRANCISCO, CALIFORNIA
Member Lee Winson’s friend in San Francisco sent
another update about the dismantling of the Transbay
Terminal. “The second Key System trolley bridge over
Beale Street is now gone, and the only vestiges left are
some pylons. Heavy wrapped cables have been placed
around several of these beaten up pylons as makeshift
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trolley wire support poles to hang trackless trolley wire,
including lots of heavy ‘special work’ wiring which used
to be just tacked to wooden boards under the now-gone
bridges. Otherwise, there are giant piles of rubble with
cranes sorting out mangled rebar for recycling. For the
first time since this started, I walked by the site
(previously, I was seriously worried about stray debris). I
visually searched the piles of rubble behind chain-link
fencing to see if there was an old schedule, a transfer,
or maybe a parlor car chair. Nothing but broken concrete, twisted rebar, and dirt. Walking around to the
Transbay Transit Terminal itself, I saw that the structure
is still the same, and the marooned MUNI trolley tracks
in front haven't been yet erased. All the trackless overhead is down, and the doomed terminal has been repainted at street level, and big new posters (some are
Peter Max type) line the walls along Fremont Street. To
cheer myself up, I walked over to California and Market
and watched as tourists boarded California Street cable
cars and historic PCCs and Peter Witts.”
HONOLULU, HAWAII
Just minutes after taking office, Mayor Peter Carlisle
pledged to follow up on his campaign pledge to cut
waste in city spending and also committed to go full
speed ahead on the $5.5 billion rail system. To that end,
he planned a trip to Washington, D.C. to meet with the
Federal Transit Administrator, Peter Rogoff. Thanks to
member David Erlitz for this news.
FROM THE HISTORY FILES
100 Years ago: On November 10, 1910, the Hudson &
Manhattan Railroad extended service to 33rd Street.
This station was closed on December 26, 1937 and
subsequently demolished to facilitate construction of the
IND Sixth Avenue Subway. During that time, trains terminated at 28th Street. Electric Railroads Number 27
(August, 1959), reported that the original plan was to
build the local tracks to straddle H&M’s that were under
the center of the street and then, upon the recapture of
the H&M franchise and trackage, these inner tracks
would be incorporated as express tracks, with the H&M
terminating its operations at 9th Street. A temporary entrance was built at 29th St. The City, however, changed
its plans and decided that it would be too expensive to
enlarge the H&M tunnels for the larger trains. It then
rebuilt the 33rd Street station with the same general
plans, except that it was one block further south and
with an entrance at 30th Street that enabled closing of
the 28th Street station. The current 33rd Street station
opened on November 10, 1938.
70 Years ago: On November 14, 1940, Miami, Florida
ended trolley service. Currently, the Miami-Dade Metropolitan Planning Organization, the county's transportation planning agency, is considering the creation of four
trolley lines.
News items and comments concerning this column may be
emailed to NYDnewseditor@aol.com.
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HARRISON, UPDATED
by Marc Glucksman
(Photographs by the author)
that riders will experience, including new LED signs and
a new suspension system. Also new are security cameras, which have already been used to catch several
criminals. He also showed us several flat cars that were
recently purchased to aid in the completion of the World
Trade Center station reconstruction.
The other effect that the new cars will have is that
Newark to World Trade Center trains will be increased
effective October 25 from 7 to 8 cars for the first time
since September 11, 2001 due to a better car availability factor and increased ridership.
A heartfelt thanks goes out as always to those who
helped to organize this experience.

When the Harrison Maintenance Facility was opened
by PATH in 1990 to replace the Grove/Henderson
Shops, operations were expanded to a new level. That
expansion took another leap two years ago, when the
first of 340 (with an option for 119) cars were delivered
by Kawasaki. A state-of-the-art fleet of cars with the latest in safety technology, these cars are intended to provide service to PATH’s 13 stations well into this century.
The Division’s October 16 tour was a return to the facility, almost two years after our last visit (see December, 2008 Bulletin). In November of 2008, PA-5s had
just begun to arrive. Now they make up a majority of the
fleet. Our host guided our group through the shops and
the new PA-5s. He showed us many of the upgrades

Deliverance - PA-5 5734 is still on the flatbed that brought it to
Harrison.

PA-5 5682 sits in the yard while AMTRAK AEM-7 924 passes in the
background

The not-so-old and the new - PA-5 5679 and PA-4 815 show their
differences.

Car 648, a 1965 PA-1 from the St. Louis Car Company, sits with its
front truck off during inspection.
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“permanent” 412-car allocation of this equipment to Pitkin for A. Starting on August 6 these, too, could be
found on C from time to time, which remained the case
until the 75-footers were again removed. After a lengthy
period of stability, withdrawal of the R-44s from both A
and C resumed on September 14, with final runs on
both routes two days later. The very last train of R-44s
(consist 5380/81/797/8-5428/9/7/6) was used on A on
Thursday, September 16, 2010, having absolutely no
notice or fanfare. Once again, and as intended earlier,
all 272 cars of this type are stored about the system to
await their ultimate disposition and thus (by all appearances) closes the book on their long and controversial
career of 39 years on the New York subway system.
Their removal also concludes the story of the R-160s’
acquisition, at least from an operational perspective,
and we are all left to wait and wonder what will follow in
the years ahead, and when.
A History of the R Train
(Continued from page 3)

end of June, 1990, then on July 9, the first train of rebuilt R-46s was placed in service on R to begin its 30day test. After some minor difficulties it moved over to
E to resume its service career on August 31, and over
the next several months the balance of Jamaica’s 752car R-46 fleet made the trip to Hornell for GOH. As the
delivery of additional rebuilt R-46s began in earnest
they tended to be used on E, but on occasion a train
set or two would continue to appear on R. After November 6, 1990 the unrebuilt R-46s were reduced to
less-than-daily use on R, while some rebuilt consists
were assigned on a full-time basis. This changed again
on December 2, when both rebuilt and unrebuilt R-46s
assumed majority status on R, with the MorrisonKnudsen-rebuilt R-32s being siphoned away for redeployment on E and F. After that time the equipment
assigned to R service settled into a long-term pattern,
with rebuilt R-46s being supported by the remaining
unrebuilt R-46s until the last of these was removed from
service in August, 1991, and Morrison-Knudsen-rebuilt
R-32s appearing from time to time, but just about anytime. This assignment would then remain unchanged for
over 15 years.
After the R-160s started to assume the majority of service at East New York and Coney Island in 2008, the
secondary transfer of Morrison-Knudsen-overhauled R42s and later “Phase I” R-32s to Jamaica led to retirement of all “Phase II” Morrison-Knudsen-rebuilt R-32s
by that October. This reduced, but did not eliminate, the
probability of seeing a rebuilt R-32 train on R right into
15

Bill Zucker reported that the last train of R-46s to be
observed to date on F occurred on July 8, while there
were at least two instances of R-68s or R-68As popping
up on Q, one on July 21 and another August 28. As for
the 75-footers overall, R-46s are now in command on
A, the usual mix of Coney Island R-68s and R-68As
populate B (weekdays only), Concourse R-68s rule D,
Jamaica R-46s are seen on G (in 4-car trains) and R
(in 8-car trains) while Coney Island-based R-68As (with
perhaps an R-68 set thrown in from time to time) are
used along with R-160s on N. The Franklin Avenue
Shuttle continues to utilize 9 single-units R-68s (291624) maintained especially for that purpose.
R-44 Retirements
The following were taken out of service, or restored to
operation through September 16, 2010:
July, 2010:
R-44 5246/7/5337/6, 5312/3/5/4,
5462/3/5/4, 5474/5/7/6 withdrawn from Pitkin (A)
R-44 5246/7/5337/6, 5312/3/5/4, 5320/1/3/2,
(Continued on page 16)

2009. Equipment was switched around again in early
January, 2009 after an abortive attempt to use R-40s,
R-40Ms, and Morrison-Knudsen-overhauled R-42s on
C, with all R-40Ms and most of the Morrison-Knudsenoverhauled R-42s relocated to the Queens IND, and
most “Phase I” R-32s sent to 207th Street as a result.
After initial use on E and F, mixed trains of the R40M/R-42s were assigned to R beginning on July 1,
2009 (in addition to the few remaining Phase I R-32s
and rebuilt R-46s), where they could be seen any day of
the week but were still distinctly in the minority. As time
passed and additional R-160s were placed on E and
F through the remainder of 2009, R-46s were redeployed to R and V, and the remaining R-40M/R-42s at
Jamaica phased out. The R-40Ms made their last trip
on R in a mixed train on August 26, 2009, after which
the Morrison-Knudsen-overhauled R-42s made their
final run on R on December 10. After December 15,
2009 “Phase I” R-32s were no longer used on R,
though one train did make a cameo appearance on
April 6, 2010. On April 3, the first three trains of Jamaica-assigned R-160s (specifically 5-car units of R160A-2s and R-160Bs) entered R service, a quantity
that had increased to as much as eight per day by late
May, 2010. When service changes went into effect on
June 27, 2010, the R-160s became a lot harder to find
on R, being reduced to about 3-4 trains daily, and it
was again dominated by R-46s 5482-5821. These
stayed behind at Jamaica after all sister cars (58226207 and 6208-6252 even) had been transferred to Pitkin for A and continue to provide just about all service
on R through October, 2010.
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Around New York’s Transit System
NYCT Highlights of MTA’s Fare Increase
The highlights of MTA’s fare increase plan, which goes
into effect on December 30, are as follows:
● 30-Day MetroCard increases to $104
● 14-Day MetroCard Eliminated
● 7-Day MetroCard increases to $29
● 7-Day Express MetroCard increases to $50
● 1-Day MetroCard eliminated
● $1 charge for a new MetroCard (deferred until a
future date)
● NYC Transit Single Ride Ticket increases to $2.50
● NYC Transit base fare remains $2.25
● Reduced Fare remains $1.10
● Access-A-Ride remains $2.25
● MetroCard bonus now kicks in with minimum $10
purchase and is reduced from 15 to 7 percent
● Discounts eliminated for WebTicket and Mail and
Ride monthly tickets except for joint MetroCard/
monthly ticket, where discount is reduced from 4
to 2 percent
Changes that solely affect LIRR and Metro-North were
reported under Commuter and Transit Notes.
Brighton Line Station Rehabilitation
In December, 2008, work began at Neck Road and
Avenue U. Rebuilding of Avenue H, Avenue J, and Avenue M began during three weekends in September,
2009 with buses replacing Q trains between Kings
Highway and Prospect Park. Effective 5 AM September
28, 2009, southbound trains operated via the local track
from south of Prospect Park to north of Newkirk Avenue, then used a hard-rail reverse curve connected to
the express track. Trains bypassed Avenue H, stopped
at a temporary platform on the northbound express
track at Avenue J, bypassed Avenue M, stopped at a
temporary platform on the northbound express track at

Kings Highway, and bypassed Avenue U and Neck
Road, which are being rebuilt. Northbound trains made
all local stops.
For the next phase, buses replaced Q trains between
Stillwell Avenue and Prospect Park during the September 10-13 and 24-27 weekends. Buses from Coney Island made all local stops to Kings Highway, then ran
express, stopping at Flatbush and Nostrand Avenues
and at Prospect Park. Buses starting at Kings Highway
made local stops to Prospect Park.
Effective 5 AM September 27, northbound trains operated via the express track, bypassing Neck Road and
Avenue U, which are being rebuilt, and stopping at a
temporary platform on the southbound express track at
Kings Highway. Trains then bypassed Avenue M,
stopped at a temporary platform on the southbound express track at Avenue J, and bypassed Avenue H, after
which they operated on a hard-rail reverse curve connected to the local track. Southbound trains made all
local stops.
At Kings Highway, prefabricated platforms mounted on
flanged wheels were transferred from the northbound
express track to the southbound express track. A truck
with rubber tires and flanged wheels moved the platforms. A similar procedure was probably followed at
Avenue J.
Second Avenue Subway Construction Site Improvements
MTA Capital Construction Company reports that in
response to complaints from people along Second Avenue, sidewalks will be repaired, walkways in front of
businesses will be widened, construction noise will be
reduced, there will be new lighting and maps of businesses, the contractor will have to keep the worksite
clean, and other changes will be made as well.

New York City Subway Car Update

(second time), 5470/1/3/2 (second time),
5478/79/5403/04 withdrawn from Pitkin (A). ALL R-44s
OUT OF SERVICE
Conclusion
Well folks, there it is: the whole kit‘n’kaboodle in fine
detail. As I said the last time around in 2003, I hope you
all have had as much fun and excitement reading this
series as I had in researching and writing it. While the
story of New York’s subways will (hopefully, at least)
never truly end, it looks like things are descending into
a period, however prolonged, of relative quiet, with the
discord of ongoing budget difficulties as a backdrop. If
and when the time is again right and circumstances dictate, we may be back to start a whole new series of Updates for your reading and speculative pleasures, but
that day is not yet in sight. So for the last time, this time:
So long, farewell, and the best of luck to you all!

(Continued from page 15)

5378/79/5381/80, 5382/3/5/4, 5386/7/9/8, 5414/5/7/6,
5422/3/5/4, 5454/5/7/6, 5474/5/7/6 restored to service
at Pitkin (A, C)
August, 2010: R-44 5218/19/21/20, 5458/59/61/60,
5462/3/5/4, 5470/1/3/2 restored to service at Pitkin (A,
C)
September, 2010: R-44 5218/19/21/20 (second time),
5298/99/5301/00, 5316/7/5405/5318, 5320/1/3/2
(second time), 5378/79/81/80 (second time), 5382/3/5/4
(second time), 5386/7/9/8 (second time),
5398/99/5401/00, 5406/7/9/8, 5414/5/7/6 (second time),
5422/3/5/4 (second time), 5426/7/9/8, 5454/5/7/6
(second time), 5458/59/61/60 (second time), 5462/3/5/4
16
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THIRD AVENUE’S SOUTH FERRY BRANCH
DISCONTINUED 60 YEARS AGO
Third Avenue trains started running from
South Ferry to Grand Central on August 26,
1878. At first, trains operated from 7:35 AM to
8:00 PM leaving South Ferry. Trains operated
on a 10-minute headway from 3:00 to 7:00
PM and a 15-minute headway at other times.
Fare was 5 cents in the rush hour, 5:30-7:30
AM and 5:00-7:00 PM, and 10 cents in nonrush hours.
Second Avenue trains, which started running on March 1, 1880, did not run during the
midnight hours. Third Avenue trains continued running to South Ferry during midnight
hours, but were rerouted to City Hall at other
times. Chatham Square passageway, an important transfer point, was congested during
rush hours. It was widened two feet.
Until Unification, June 12, 1940, Second
Avenue and Third Avenue Locals furnished
service to South Ferry most of the time. Rush
hour Queens service was added on July 23,
1917.
During the 1930s, frequent service was operated during midday and evenings. With 47
trains per hour in the morning rush, this
branch was certainly very busy. Two Towermen were on duty at the mechanical interlocking machine in the South Ferry Tower.
When one Towerman got tired, he copied car
numbers while his partner relieved him.

Willets Point
Express

—

4

—

5

—

Astoria Local

—

8 (B)

—

8 (B)

—

(A) Shuttles between Canal Street and South Ferry
(B) Rerouted to City Hall September 18, 1939

At Unification, June 12, 1940, Second Avenue service was discontinued and replaced
by midday Astoria Locals and rush hour Willets Point Expresses. The May 19, 1941
schedule provided for a 6-minute headway to
Astoria. Expresses to Willets Point operated
on a 4-minute headway in the AM rush and a
5-minute headway in the evening rush. Third
Avenue Locals and Canal Street Shuttles
operated continuously. On June 13, 1942,
Queens service was discontinued and replaced by rush hour Third Avenue localexpresses, as shown in the following headway tables:

SOUTH FERRY SERVICE
DATE

MIDAM
NIGHT RUSH

MIDDAY

PM
RUSH

EVENING

WEEKDAY THIRD AVENUE LOCAL
January 19,
1948

20 (A)

4

6

3

8

June 2, 1949;
April 27, 1950

15

4

7

7

10 (A)

July 13, 1950

20 (A)

4

14

7

20 (A)

WEEKDAY THIRD AVENUE LOCAL-EXPRESS

1937 WEEKDAY HEADWAYS
SOUTH FERRY SERVICE
LINE

MIDNIGHT

AM
RUSH

MIDDAY

PM
EVERUSH NING

Second Avenue Local

—

4

4

4

6

Third Avenue
Local

20 (A)

6

5

6

6

January 19,
1948

—

6

—

6

—

June 2, 1949;
April 27, 1950

—

8, 10

—

8

—

July 13, 1950

—

—

—

—

—

(Continued on page 4)
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E SERVICE CHANGES
by Bernard Linder
This is an incomplete record.
DATE

NORTH TERMINAL

SOUTH TERMINAL

August 19, 1933

Roosevelt Avenue

Chambers Street

All local stops

January 1, 1936

Roosevelt Avenue

East Broadway

All local stops

April 9, 1936

Roosevelt Avenue

Church Avenue

All local stops

December 31, 1936

Union Turnpike

Church Avenue

All local stops

April 24, 1937

169th Street

Church Avenue

E express rush hours
EE local non-rush hours

Unless otherwise noted, trains made express stops at all times between 71st Avenue and Queens Plaza, and local stops at all other stations.
DATE

NORTH TERMINAL

SOUTH TERMINAL

July 1, 1937

169th Street
71st Avenue put-ins for AM rush

Church Avenue

September 12, 1938

169th Street
Parsons Boulevard put-ins for AM rush

Church Avenue
Smith-9th Street put-ins for PM rush
Jay Street layups after AM rush

December 15, 1940

169th Street
Short-turns N/A

Broadway-Lafayette Street

January 10, 1944;
December 10, 1945

169th Street
71st Avenue layups after AM rush and put-ins for PM rush

Broadway-Lafayette Street

This is a complete record.
DATE

NORTH TERMINAL

SOUTH TERMINAL

th

October 24, 1949

169 Street
71st Avenue layups after AM rush

(LB) Broadway-Lafayette non-rush
Broadway-East New York rush hours

December 11, 1950

179th Street
71st Avenue layups after AM rush

(LB) Broadway-Lafayette non-rush
Broadway-East New York rush hours

October 30, 1954

179th Street

(LB) Chambers Street non-rush
Broadway-East New York rush hours

June 29, 1956

179th Street

(LB) Chambers Street non-rush
Broadway-East New York/Euclid Avenue/Rockaway Park/Far
Rockaway rush hours

September 17, 1956

179th Street

(LB) Chambers Street non-rush
Euclid Avenue rush hours

September 8, 1958

179th Street (A)

(LB) Chambers Street non-rush
Euclid Avenue/Rockaway Park/Far Rockaway rush hours

September 8, 1959

179th Street (B)

(XB) Chambers Street non-rush
Euclid Avenue/Rockaway Park/Far Rockaway rush hours

January 2, 1973

179th Street

(LB) Chambers Street non-rush
Euclid Avenue/Rockaway Park rush hours

August 30, 1976

179th Street
71st Avenue layups after AM rush

Chambers Street

NOTES:
LB—Local in Brooklyn
XB—Express in Brooklyn
(A) Effective November 3, 1958, 4 AM rush hour trains made express stops from Euclid Avenue to Hoyt-Schermerhorn Street
(B) Effective June 6, 1960, 3 AM rush put-ins and 3 PM rush layups at Lefferts Boulevard
(Continued on page 3)
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E Service Changes
(Continued from page 2)

SOUTH TERMINAL AT CHAMBERS STREET
DATE

NORTH TERMINAL
th

EXPRESS STOPS BETWEEN

LOCAL SERVICE

th

December 11, 1988

179 Street or Parsons-Archer
(southbound only) rush hours
Parsons-Archer other times

179 Street or Jamaica-Van Wyck and Queens Plaza

—

October 1, 1990

Parsons-Archer
71st Avenue layups after AM rush
and put-ins before PM rush

Jamaica-Van Wyck and Queens Plaza

—

May 29, 1994

Parsons-Archer

71st Avenue and Queens Plaza weekday evenings and midnights and all times on weekends
Jamaica-Van Wyck and Queens Plaza other times

—

August 31, 1997

Parsons-Archer

Jamaica-Van Wyck and Queens Plaza rush hours and midday weekdays
71st Avenue and Queens Plaza weekday evenings
71st Avenue and Roosevelt Avenue weekends except midnights

Midnights every
day

December 16, 2001

Parsons-Archer
Several 179th Street put-ins AM
rush and late afternoon
Discharge at Union Turnpike after
AM rush
179th Street layups PM rush and
early evening

Jamaica-Van Wyck and Queens Plaza rush hours and midday weekdays
71st Avenue and Queens Plaza weekday evenings
71st Avenue and Queens Plaza weekends except midnights

Midnights every
day

Effective December 16, 2001, occasional 179th Street
E rush hour service was resumed and E and F trains
were operated on a 4-minute headway. The following
schedule was operated:

The current schedule is nearly the same as the December 16, 2001 schedule.
The schedule has been changed several times since
the Archer Avenue Subway was opened on December
11, 1988. At first, morning rush hour trains operated
alternating from 179th Street and Parsons-Archer on a
combined 4-minute headway south of Briarwood-Van
Wyck. All other E trains, including PM rush hour trains,
operated on a 4-minute headway and were routed to
Parsons-Archer.
On October 1, 1990, 179th Street service was discontinued and all trains operated to Parsons-Archer. Rush
hour E service was reduced from a 4- to a 5-minute
headway and rush hour F service was increased from
a 4- to a 3-minute headway. The F headway was reduced to 3½ minutes on April 15, 1991 and increased to
3⅓ minutes on October 26, 1992. Combined E and F
trains per hour was 32 on October 1, 1990, 27 on April
15, 1991, and back to 30 on October 26, 1992.

LEAVE 179TH
STREET

ARRIVE UNION
TURNPIKE*

ARRIVE 179TH
STREET

7:12 AM

9:10 AM

6:01 PM

7:31

9:34

6:21

7:51

9:54

7:25

8:11

8:05

3:57 PM
4:16
4:36
*These trains discharge at Union Turnpike and are laid up somewhere
on the transit system

The current schedule is similar to the above schedule.
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Third Avenue’s South Ferry Branch Discontinued 60
Years Ago
(Continued from page 1)

Chatham Square, looking north from Chatham Square upper level.
Bernard Linder collection

Franklin Square, looking north.
Bernard Linder collection

Looking north toward Franklin Square, with the Brooklyn Bridge in
the background.
Bernard Linder collection

Abandoned tower, north end of Franklin
Square, looking north, November 26, 1950.
Bernard Linder collection

Fulton Street looking north, August, 1950.
Bernard Linder collection

Hanover Square looking north.
Bernard Linder collection
(Continued on page 5)
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Third Avenue’s South Ferry Branch Discontinued 60
Years Ago
(Continued from page 4)

Coenties Slip, looking north, August, 1950 (taken from front of
train).
Bernard Linder collection

Coenties Slip.
Bernard Linder collection

Hanover Square, looking north, August, 1950 (taken from front of
train).
Bernard Linder collection

Manual interlocking machine in South Ferry Tower.
Bernard Linder collection

North of South Ferry station, looking north.
Bernard Linder collection

South Ferry station, July 2, 1950.
Bernard Linder photograph
(Continued on page 6)
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DATE

Third Avenue’s South Ferry Branch Discontinued 60
Years Ago

MORNING

AFTERNOON

EVENING

(Continued from page 5)
DATE

AM
RUSH

MORNING

NOON
RUSH

AFTERNOON

SUNDAY THIRD AVENUE LOCAL

EVENING
February 8, 1948

16

12

12

June 5, 1949

20, 16

12

7, 14

October 30, 1949

20, 16

14, 7

8, 16

April 30, 1950

15, 10

8

10

July 16, 1950

20 (A)

20 (A)

20 (A)

SATURDAY THIRD AVENUE LOCAL
June 20, 1942;
September 30,
1944

6

February 7, 1948

6

June 4, 1949

6

10

6

10

6

10

6

16

7, 6

12

12

10

16

October 1, 1949

8

16

12

12

16

April 29, 1950

10

16

12

12

20

July 15, 1950

12

16

20 (A)

20 (A)

20

(A) Shuttles between Canal Street and South Ferry

On December 15, 1950, a week before Third Avenue’s
South Ferry branch was closed, rush hour Lexington
Avenue Local service was extended from Brooklyn
Bridge to South Ferry. Locals arriving at South Ferry
from 6:44-10:27 AM and 4:19-8:12 PM operated on
headways ranging from 10 to 16 minutes. Before arriving at the inner loop South Ferry platform, Conductors
locked end doors on front and rear cars while Flagmen
locked end doors on center cars. With expresses operating on a 2-minute headway, the additional locals,
which must have delayed service, operated for only a
week.
Subway and Third Avenue riders were given free
transfers to M-13/First Avenue buses, which stopped
near the abandoned elevated stations.

SATURDAY THIRD AVENUE LOCAL-EXPRESS
AM
RUSH

NOON
RUSH

June 20, 1942;
September 30,
1944

12

—

12

—

—

February 7, 1948

6

—

12

—

—

June 4, 1949

—

—

—

—

—

SIXTH AVENUE SUBWAY IS 70 YEARS OLD
Two special trains were stationed at 34th Street before
revenue service began. Officials boarded the train on
the northbound local track while other invited guests
boarded the train on the northbound express track.
Mayor LaGuardia posed for photographers at the Motorman’s controls in the special train. Shortly after midnight December 15, 1940, both trains were operated to
the 47th-50th Street station, where passengers were discharged and invited to watch a stage show at Radio
City Music Hall.

The Sixth Avenue Subway was opened on December
15, 1940, 57 months after ground was broken. This 2¼mile line cost $26 million per mile, nearly three times
the cost of building the Eighth Avenue Subway. Construction was very expensive because of underpinning
every Sixth Avenue Elevated column and building a new
station at 33rd Street for the Hudson & Manhattan Railroad (the present-day PATH). To eliminate the expense
of supporting streetcar tracks and underground conduit,
subway construction did not begin until buses replaced
the streetcars on March 12, 1936.
6
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MEADOWLANDS TRAIN SERVICE
keep the Amtrak out of the way of the football special,
which is scheduled to leave two minutes before the Amtrak. Unfortunately, this move frequently insures that
any clear shots of the NJT trainset (as it pulls in on the
other side of the mainline) are totally blocked. The Amtrak can then proceed to run "left handed" on what is
normally the eastbound express track and pass the
football train before it reaches New Rochelle as the
special is scheduled to make stops at Greenwich, Rye,
and Larchmont before heading over the Hell Gate
Bridge to New York Penn and beyond.
Our observer took a gamble and lucked out on this
day in three ways:
● The ALP-46 locomotive was in the lead on the
west end of the consist
● Our observer had a clear shot of it at Stamford,
unobstructed by that annoying Amtrak train, which
was 20 minutes late on this day
● Each week that goes by now, the sun sits lower
on the horizon, making for even longer shadows
that will ruin the shot
Enjoy the following photographs.

On October 17, 2010, MTA Metro-North Railroad ran
its joint train service with NJ Transit to the New York
Giants football game at the Jersey Meadowlands stadium. It was a nice sunny morning with absolutely clear
skies in the low 50s, so our observer decided to drive
up to Stamford and add to his photo collection of this
visiting NJ Transit Bi-level push-pull coach trainset operating over Metro-North tracks there.
This particular shot had been particularly elusive since
last year. At that time of day, the regular schedule of
trains stopping at Stamford calls for three eastbound
trains, two Metro-North and one Amtrak. Westbound,
there is one Metro-North scheduled ahead of the football train and an Amtrak from Boston that is slotted just
a couple of minutes behind the special.
Here are a couple of train dispatching tidbits. As it is a
Sunday morning, the Amtrak often arrives at Stamford a
bit early, as there is not much to cause it to be delayed
for even a couple of minutes from Boston. It passes the
football special, which is on the local track between
New Haven and Stamford, and it is routed to the eastbound express track so it can dwell there until its scheduled departure time. This move allows Metro-North to

Westbound at South Norwalk, September 26, 2010.

Westbound at Stamford, October 17, 2010.

First test train eastbound at Larchmont, June 20, 2009.

Westbound at Westport during crew qualification runs, August
23, 2009.
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Commuter and Transit Notes

No. 265
by Randy Glucksman

open until May 23. The Meadowlands trains from New
Haven carried 554 passengers on September 12
(Giants) and 497 on September 26 (Jets).
This year, for the first time since 1962 when the
Gotham Bowl was played at the old Yankee Stadium,
service will be provided to the Yankees-E. 153rd Street
station for NCAA football games. The Army-Notre Dame
football game will take place on November 20 and because the anticipated ridership is expected to be that of
a regular season Yankees game, the standard service
will operate. The second will be the New Era Pinstripe
Bowl college football game on December 30 at 7 PM.
Direct service will operate on all three lines.
Former Metro-North SPVs 290 and 297 remained
stored adjacent to PATH’s Harrison Maintenance Facility employee stop on October 16.
At 5:30 AM November 10, a work train derailed near
the Mt. Vernon East station, delaying commuters up to
14 minutes in both directions. The incident, which involved a crane that is used for moving ties, occurred on
Track 3 (westbound local), which was unavailable for
service until sometime after the train was re-railed at
11:30 AM.
The Fall season, with all of its colorful splendor when
leaves change colors, poses operational problems for
rail operators, and Metro-North is no exception. When
leaves fall to the tracks and are run over by trains, an
oily residue is secreted that can lead to wheel slippage
and flat wheels. In the northeast Metro-North, NJ Transit, and SEPTA, to name just a few, have specialized
equipment to deal with this problem. Metro-North has
taken an approach to reduce further damage to wheels
with the installation of an impact detector that has been
placed at 86th Street in the Park Avenue Tunnel on all
four tracks. As each car passes through this section, if
flat spots are detected, a reader tag that has been installed on every car and locomotive sends an alert and
a follow-up inspection takes place. The severity determines when the car/engine is sent to Croton-Harmon for
wheel truing or replacement. When the M-7s were introduced in 2006, a large number were pulled from service
due to flat wheels. A new computer program was created, which helped to significantly reduce this problem.
Member Bill Zucker asked if any M-1s were still
around, and the answer is that the last ones departed
from Croton-Harmon during August. The M-1s made
their final revenue runs in October, 2009.
MTA METRO-NORTH RAILROAD (W EST)
A Port Jervis/Pascack Valley Line timetable was issued effective November 7. On the Pascack Valley Line,
most changes involved off-peak service. One peak hour

METROPOLITAN TRANSPORTATION AUTHORITY
Barring anything unforeseen, the year 2016 should be
a very exciting transit year with regard to MTA’s two
mega projects. East Side Access is scheduled to open
in September, followed by Phase I of the Second Avenue Subway in December.
The price of alcoholic drinks will increase by 25 cents
on LIRR and Metro-North effective December 30.
MTA METRO-NORTH RAILROAD (EAST)
When the ridership statistics for September were tallied, there was a new “Number 1” in terms of ridership,
and it is Metro-North, which beat out LIRR. Metro-North
carried 6,852,667 and LIRR carried 6,834,000 riders; a
3% increase for Metro-North and a 3% decrease for
LIRR compared to September, 2009. Metro-North President Howard Permut said that it was the first time at
least since the 1940s that his railroad passed its sister
system. Year to date, however, LIRR was still ahead by
about 700,000 riders.
The New York Yankees earned the “wild card” position
for the post-season and won the American League Division Series (ALDS) requiring only one game at home
(#3) on October 3, after sweeping the Minnesota Twins
in games 1 and 2 on their home turf.
In the American League Championship (ALCS), after
splitting the Games 1 and 2 in Texas, the ALCS continued in New York for Game 3 on October 18. Texas took
the first two games from the Yankees, who avoided
elimination by winning Game 5, requiring a return to
Texas, where the Yankees were eliminated by losing
Game 6.
The October 3, 9, 18, and 19 games began at 8:07
PM, while the October 20 game began at 4:07 PM. On
each date, there was one "Yankee Clipper" train on the
Hudson Line from Poughkeepsie, two on the Harlem
Line from Southeast, and two from New Haven. All
made limited stops. PDF versions of these timetables
plus one for Grand Central Terminal/Harlem-125th
Street/Yankees-E.153rd Street were posted on MetroNorth’s website. Following the end of the game,
“Yankee Clipper” trains ran as follows: Hudson Line —
one express to Croton-Harmon, then all stops to Poughkeepsie; Harlem Line — two expresses to Mt. Vernon
West, then all stops to Southeast and New Haven Line
— two locals to Stamford and two expresses to Stamford, then local to New Haven.
The Stamford Advocate reported that Metro-North
earned over $1 million on Yankee Stadium service during the regular season, and profits continued though the
post-season. This year an average of 3,122 fans were
carried to each home game, which is 13% higher than
2009’s average of 2,772. Last year, this station did not

(Continued on page 9)
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(Connecticut Governor Jodi Rell took a ride on November 15.) Once 24 cars are in service, the M-2s will start
to be retired, and after the PCBs are removed, the cars
will be stored in Cedar Hill Yard in New Haven to await
removal by a scrapper.
After years of discussion, work finally began on November 10 to construct the West Haven station. This
$103 million station will fill in the longest gap between
stations on the New Haven Line – nine miles between
New Haven (MP 72.3) and Milford (MP 63.3). There will
be 660 parking spaces and a 3,000 square foot station
with waiting room, restrooms, TVMs, newsstand, and a
pedestrian bridge over the tracks. Opening is scheduled
for late 2012.
MTA LONG ISLAND RAIL ROAD
During the first weekend (October 23-24) of the Jamaica Cutover, ridership was predictably lower. One
report that I heard told of a 50% drop-off; however, ridership increased on the Port Washington Branch. A
(Red/Black) schedule card showing four additional
trains, which provided half-hourly service departing from
Port Washington between 8:40 AM and 12:40 PM and
from New York Penn between 4:19 and 8:19 PM, was
issued. This service operated both weekends. Also published was a schedule card for the West Hempstead
Branch that canceled the last Friday night trains between Valley Stream and West Hempstead. Bus service
was provided between West Hempstead and Valley
Stream and Jamaica. For the record, Hall and Dunton
Towers were cut-over on the first weekend, and Hall
Tower over the second weekend.
New timetables went into effect on November 15 and
will remain in effect through March 6, 2011, although the
covers with “Thanksgiving Greetings” read December
12. There are eastbound "Sundown" trains on Friday
afternoons for the first time on the Port Washington
Branch and the Far Rockaway Branch for those who
must be home before sundown for religious purposes.
Port Washington Branch Train #440 departs from New
York Penn at 3:18 PM, making all stops to Port Washington, arriving at 4:03 PM. Far Rockaway service is
provided by Train #2898, which leaves Atlantic Terminal
in Brooklyn at 2:35 PM, arriving at Far Rockaway at
3:46 PM. There are also adjustments of 1 to 3 minutes
on midday weekday trains along the Main Line affecting
Oyster Bay, Huntington, and Ronkonkoma Branch trains
due to track work.
Holiday Eve service has been scheduled for November 24 and December 23, 24, 30, and 31 on the Port
Washington, Port Jefferson, Far Rockaway, Babylon,
Long Beach, and Montauk Branches. Thanksgiving Day
Holiday Extra trains ran on the Port Washington, Port
Jefferson, Ronkonkoma, Babylon, Long Beach, and
Montauk Branches.
NJ TRANSIT
In the November Bulletin, it was reported that Gover-
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Port Jervis and one Pascack Valley Line train had a
minor connecting train time change, as did one weekend train.
Metro-North, NYSDOT, and the NYS Thruway Authority are involved with the planning for a new Tappan Zee
Bridge, with a goal of replacing the existing one. Built in
1955 with a 50-year life, the Thruway Authority has
spent millions of dollars to maintain the bridge in a state
of good repair. After years of studies, and exploring hundreds of options, including rebuilding the present span,
the decision has come down to two plans that differ only
on where the CRT (commuter rail transit) will be placed.
I attended a meeting on October 15 in which Project
Director Michael Anderson of the Tappan Zee Bridge/
Interstate 287 Corridor Project announced the finalists.
The following presumes that $8.7 billion is available to
build what was described as a “Transit-Ready Highway
Bridge.” What this means is that the transit components,
CRT and Bus Rapid Transit (BRT), will not be operational until additional funding, $8 billion, is secured. The
dual-span bridge, however, will be constructed with
these requirements: four highway lanes in each direction, a shared-use pedestrian and bicycle path, and two
dedicated BRT lanes. CRT would either be in the center
of the bridge on the same level as the vehicle lanes or
below the north span. The CRT will be the Port Jervis
Line, which, instead of continuing to Hoboken as it does
now, would divert eastward after a planned multi-modal
station in Hillburn, which is west of Suffern, then cross
Rockland County on the south side of the Thruway and
over the bridge. Once it arrives in Westchester County,
it very likely will access the Hudson Line via a tunnel to
be constructed under Tarrytown.
Of late, the fiber optic system that powered the ceiling
lights in Grand Central Terminal did not provide the
same brightness as when it was installed in 1997 because the tubes that carried the light became brittle and
brown. On November 9, 59 of the brightest stars in the
winter sky were turned on at a ceremony using new
environmentally-friendly LEDs that are expected to last
50,000 hours and use just 4 watts of electricity each —
60% less than the previous lights. When installed in
1913, 10-watt bulbs were used and replacement required workers to climb into the attic above the sky ceiling. By clicking on the following link, http://
www.mta.info/mta/news/releases/?en=101108-53, you
will find a video that explains how this system works.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
Shore Line East issued new timetables effective October 18, with minor time changes to a few trains. Thanks
to member David A. Cohen for sending copies.
As of mid-November, 22 M-8s had been delivered and
were in various stages of testing, with the expectation of
having one train in service before the end of the month.

(Continued on page 10)
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nor Chris Christie had canceled the ARC Tunnel project,
but, at the request of U.S. Transportation Secretary Ray
LaHood, agreed to delay a final decision for two weeks.
That time went by and on October 27, the decision was
final – the project was dead! There is so much that
could be said, but I’ll leave it to others to say it. U.S.
Senator Frank Lautenberg, a staunch advocate for public transit, launched a federal investigation into its cancellation, and the state of New Jersey must reimburse
the federal government $271 million plus interest. Senator Kirsten Gillibrand (D-NY) requested that Secretary
LaHood make those funds available to the East Side
Access and Second Avenue Subway projects.
On November 8, Amtrak spokesman Cliff Cole announced that exploratory talks had begun with NJ Transit to revise the rail tunnel project. The Star-Ledger
reported that the project could take 20 years and also
that Governor Christie’s office doused the report. Three
days later, Amtrak announced that, "We're not going to
consider the ARC tunnel property — whatever is incorporated into the ARC tunnel project. There were discussions around common opportunities. Those opportunities have ended." ARC had a 2018 opening date.
A revised Atlantic City Line timetable was issued in
August to show the additional service that operated on
August 25 for the Atlantic City Air Show and for the New
Jersey Education Association’s convention on November 4-5.
Observed on the Sport Line on October 16 was a train
of Comet IVs wrapped to advertise Verizon and the
Jets. The consist of 5018-5557-5563-5566-5568-5564
was powered by (F40-PH-2) 4119. While at this station,
a train of multi-levels arrived on Track 2.
Two Comet IIs that were part of Train #6621 (10:45
AM to Dover) derailed while departing from New York
Penn on October 25, blocking Tracks 1-9. This incident,
in which there were no injuries, caused delays which
extended throughout the evening rush, not only affecting NJ Transit but also Amtrak and LIRR. Crosshonoring was in effect on PATH, NJ Transit buses, and
private carrier buses to/from the Port Authority Bus Terminal. Midtown Direct trains were diverted to Hoboken
and passengers for the Main/Bergen, Port Jervis, and
Pascack Valley Lines were advised to ride PATH to Hoboken instead of transferring at Secaucus Junction.
Metro-North reported that the services of its White
Plains-based Wreck Crew and its 80,000-pound crane
were requested, and it proceeded to the site with a police escort and re-railed the two coaches. This crew also
assisted during an LIRR derailment at Jamaica on November 23, 2009 (February, 2010 Bulletin).
At 9:10 PM, NJ Transit reported that Northeast Corridor and North Jersey Coast Line trains were operating
in/out of New York Penn, on time. However, for the re10

mainder of the evening, Midtown Direct trains continued
operating in/out of Hoboken. Service was normal for
Tuesday morning’s rush hour, although there were delays due to congestion which was not related to the
events of the previous day. LIRR spokesman Joe Calderone told WCBS-880 reporters Wayne Cabot and
Steve Scott that because LIRR ceded three of its nine
tracks to NJ Transit, 21 trains had to be canceled. Riders were told to expect delays of up to 30 minutes and
to use train service from Atlantic Terminal.
New timetables went into effect on November 7 that
included “Getaway” and New Year’s Eve service on all
Northern New Jersey lines for November 25 and December 24. Additional Holiday trains will operate on
January 17 (Martin Luther King Day) and February 21
(Presidents’ Day), 2011 on all lines except for Atlantic
City and Pascack Valley. Due to “infrastructure improvements” between Dover and Denville, times have been
revised for certain Montclair-Boonton and Morris & Essex trains. There were no changes on the Atlantic City
and Raritan Valley Lines, but on all others, there were
some time changes.
There is good news for riders who have been enjoying
Quiet Commute cars. On November 10, NJ Transit declared the pilot project on the Northeast Corridor #3900series Outer Zone trains a success. Beginning January
3, Quiet Commute cars will be added to all peak period,
peak direction trains that begin or end their trips at New
York Penn or Newark Penn Station between 6 and 10
AM, and trains that depart Newark or New York between 4 and 8 PM. This will expand the program to Midtown Direct, North Jersey Coast, and Raritan Valley
trains.
Member Stanley Harris reported that the non-binding
resolution regarding building the Northern Line LRT that
took place in Borough of Tenafly (October Bulletin) was
defeated 2,271 (No) to 1,183 (Yes).
PORT AUTHORITY TRANS-HUDSON CORPORATION
During the Division’s October 16 tour of the Harrison
Maintenance Facility (November Bulletin), Assistant
Superintendent Kevin Ledja answered a variety of
questions. Concerning the disposition of the PA-1 to PA3s, approximately 150 of them had already been
shipped to Ohio for recycling. One attendee wanted to
know if PATH intended to keep any of them for a museum train, and the answer was no. Since the PA-5s will
completely replace all of the existing rolling stock, only
about 50 of the best PA-4s will be retained for work
trains. Remember that these cars, which were delivered
in 1986-7, did not have a mid-life overhaul. There was a
PA-5 (5820) mounted atop what appeared to be steel
beams. When I asked about this car, the answer is that
it is a mockup that was used for press purposes and
training. In fact, you will find details in the March, 2008
Bulletin.
As I expected, the trains I saw operating in service
(Continued on page 11)

NEW YORK DIVISION BULLETIN - DECEMBER, 2010
Commuter and Transit Notes
(Continued from page 10)

were mostly composed of PA-4s.
AMTRAK
The Long Island Rail Road marked the 100th anniversary of the opening of Penn Station and the East River
Tunnels on October 8. There is a photo display on the
east wall of the 34th Street Entrance (November Bulletin). On October 18, Amtrak held a ceremony in the rotunda (which I attended), where the speakers representing Amtrak, LIRR, and NJ Transit recognized the
significance of this occasion. Lorraine Diehl, author of
The Late Great Penn Station, also addressed the
crowd. There were numerous enlarged photos of the
original station, and many of the speakers mentioned
what was lost on October 28, 1963 when the demolition
of this station began. A few pieces of memorabilia of the
former station were on display. Later that day, a ceremonial brick wall had been erected so that elected officials could use a sledge hammer to knock it down. This
event took place on the steps of the James A. Farley
(Main) Post Office on Eighth Avenue across the street
from Penn Station and was done to mark the beginning
of construction of the Moynihan Station. The initial funding of $267 million is coming from a TIGER
(Transportation Investments Generating Economic Recovery) grant of $83 million that was authorized earlier
this year plus other stimulus funding. It is expected that
the remainder of the estimated $1.5 billion cost of
Phase II will be provided by the Port Authority of New
York & New Jersey. In addition to new entrances at
street level, the West End Concourse of Penn Station
will be extended and a 33rd Street Connector will be
built. The West End Concourse will also be widened to
serve 9 of the 11 platforms, along with new staircases
and entrances via the W. 31st and 33rd Street corners of
the Farley building. The first phase is expected to be
completed in 2016. Amtrak’s train hall will be built under
Phase II.
On October 28, Amtrak announced that it had
awarded Siemens a $466 million contract to build 70
electric locomotives, which have been designated as
Model ACS-64. Deliveries are expected to start in February, 2013. The first will completely replace all 20 AEM7’s (d.c.), followed by all 29 AEM-7s (a.c.), and then the
15 HHP-8 (High Horse Power-8,000 hp) locomotives,
with the balance of six being used for anticipated serviced expansion. The ACS-64 will have 8,580 hp and be
capable of 125 mph speeds. Construction will take
place in Sacramento, California, Norwood, Ohio, and
Alpharetta, Georgia. AEM-7s were built by General Motors’ Electro-Motive Division between 1978 and 1988,
while Bombardier and Alstom delivered the HHP-8s to
Amtrak between 1999 and 2000. When all units are delivered in 2019, it will be the first time that Amtrak’s electric fleet is uniform.
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New timetables were issued with effective dates of
November 8, 2010-April, 2011. Amtrak’s System Timetable (Form T-1) now resembles a book, as the end is
flat. At 144 pages, it exceeds the previous edition by 8
pages, partly due to advertising.
METROPOLITAN AREA
The Roosevelt Island Tram, which shut down for an
overhaul on March 1, did not open in September as he
March Bulletin reported would happen. It was only in
early October that the new cars were delivered. At publication time, a November reopening was planned.
Because Westchester County’s Bee Line buses use
MetroCards, fares are going up on December 30. The
County had the option of not increasing fares; however,
it then would have been liable to make up the difference
when its riders transferred to New York City subways
and buses.
ELECTION DAY 2010
It may just be that the current government support for
public transportation is ending with the change in political power across the nation. Mass Transit magazine
reported that projects from high-speed rail to filling potholes may be canceled. Wisconsin’s Governor-elect
Scott Walker campaigned on a theme of “stopping the
train,” a proposed $810 million Milwaukee-Madison project, and Railway Age reported that Wisconsin DOT
instructed its contractors to stop work. The Economist
reported that Ohio’s Governor-elect, John Kasich, told
reporters, “The Train Is Dead.” Wisconsin had been allocated $810 million and Ohio $400 million. (Both are
Republicans.) In one of his first acts, New York’s Governor-elect Andrew Cuomo sent a letter to Transportation
Secretary LaHood requesting that those funds be redirected to New York. A few days later, Railway Age
reported that Secretary LaHood had a blunt message
for states that want to spend their high-speed rail grants
on highways or rail freight projects: “Use the grants for
passenger rail or return the money to Washington.” He
was responding to a request from Governor-elect John
Kasich in Ohio to use a $400 million high speed rail
grant to improve highways or freight railroads.
The American Public Transportation Association
(APTA) reported that voters in 14 states approved 22
measures out of 30 state and local public transportation-related ballot initiatives, authorizing nearly $500
million over the next five years. However Tampa was
not one of those, as voters rejected the one-cent sales
tax increase to fund rail, road work, and expanded bus
service. Member Dennis Zaccardi, who sent this news,
also reported that Florida’s Governor-elect, Rick Scott,
voiced during his campaign that his state’s high-speed
rail project should only go forward if the federal government fully funds the project. So far, $2 billion of the $2.6
billion have been committed. Senator-elect Marco
Rubio declined to support HSR during his campaign.
Both are Republicans, and even Florida Representative
(Continued on page 12)
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John Mica, a rail supporter who will likely become the
chairman of the House Transportation Committee, said
that he might revisit HSR spending, including the
Tampa-Orlando route.
2010 IN REVIEW
Each January, we publish a listing of projects that
were scheduled to begin or be expanded during the
year. At the time that this column was being completed,
there was no firm date for two projects (denoted by “*”).
Additionally, these projects have been delayed:
● BART fill-in station between Castro Valley and
Dublin/Pleasanton to 2011
● Hampton Roads Transit (The Tide), Norfolk to
May, 2011
● LACMTA extension from 7th/Metro Center to
Culver to 2011
DATE
March
15

OPERATOR

AREA

LINE

NOTES

Angels Flight
Railway

Los Angeles, California

-

Re-opens

Begins service,
32 miles,
9 stations

March
22

Capital Metrorail

Austin,
Texas

Red
Line
Austin
to
Leander

March
22

New Mexico
Rail
Runner Express

Albuquerque, New
Mexico

-

Kewa station
opens

South
LRT
Phase
II

Extension,
Edmonton
South Campus Station to
Century Park,
2.6 miles, 2
stations

Green
Line

Extension,
Martin L. King
Jr. to Buckner,
7.4 miles,
4 stations

April 25

December 6

Edmonton
Transit System

Dallas Area
Rapid Transit

Edmonton, Alberta

Dallas,
Texas

Dallas Area
Rapid Transit

Dallas,
Texas

Green
Line

Extension,
West End to
North Carrollton/
Frankford,
17.6 miles,
11 stations

December 15

Metra

Chicago,
Illinois

Rock
Island
District

Lovana
S.“Lou”
Jones/
Bronzeville
station opens

December 19

Hillsborough
Area Regional Transit

Tampa,
Florida

TECO

Extension to
Whiting St.,
0.3 mile

December 6

December or
January,
2011*

NJ Transit

Bayonne,
New Jersey

HBLRT

8th Street
station
opens, 1.0
miles

OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
Under a $55.5 million federal stimulus Transportation
Investment Generating Economic Recovery (TIGER)
Grant, the Fitchburg Line is being extended 4.5 miles to
a new station being built at Wachusett. A ceremony was
held on October 18, with U.S. Transportation Secretary
Ray LaHood and a number of Massachusetts elected
officials. Wachusett will serve an estimated 400 commuters when it opens in 2012.
In late October, MBTA conducted an online survey to
determine if riders would like to see a “quiet car” on its
trains. In the email, recipients were informed that this
was just a data collecting survey and not a commitment
that a “Quiet Car” policy will be implemented.
For the first time in five years, the D/Riverside Line is
operating a three-car train in a trial that began on October 25. The train departs from Riverside at 7 and 8:30
AM, and from Government Center at 4 and 5:40 PM.
MBTA General Manager Rich Davey reported that
Green Line management and the Power Department
are closely monitoring the performance of the train. If all
goes well, the plan is to increase the number of trips
made by three-car trains and expand the program to B/
Boston College.
South Station will be expanded with the award of a
Federal Railway Administration grant of $32.5 million to
nearly double its 13 tracks. This station is already at
capacity, with trains arriving or departing every 90 seconds during peak hours. These funds will cover the preliminary design and environmental permitting process,
how much it will cost, where the Postal Service will
make its new home, and when the project will be completed. State officials said the grant provides a necessary early boost for the project and bodes well for its
future.
Kawasaki cars returned to the “North Side” on November 1, when coach 922 was positioned behind the engine (in the "restroom car position") normally held down
by 500-series MBBs. The train was #227, the 4:30 PM
to Haverhill. The plan is to have up to ten 900-series
cars moved to the “North Side” as they come out of
regular maintenance, one per consist.
As is done annually for Halloween, extra service operated on the Rockport/Newbury Line on October 23-24
and 30-31 to handle riders destined to Salem.
October 31 marked the third anniversary of the Greenbush Line, and, as The Boston Globe reported, ridership is far below expectations. The project was built at a
cost of $534 million. Many of the average daily 2,133
riders (4,200 were anticipated) are more likely to be
former riders of the “T”’s commuter boats than motor(Continued on page 13)
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ists lured away from the South Shore’s congested highways.
The Rotem bi-level mockups (numbers 800 and 1800)
were displayed in North Station during the week of November 1-5. MBTA awarded Hyundai-Rotem a $190
million contract for 75 cars: 28 cabs (1800-27) and 47
trailers (800-846) in February 2008. The first four cars
are not scheduled to arrive until next Fall with deliveries
beginning in the Summer of 2012 and continuing
through the Winter of 2013. The 1978-9 PullmanStandard cars, which received an overhaul in 1996, will
be replaced. Thanks to member Todd Glickman for
these reports.
Member Bob Vogel sent digital images of MBTA 1607
and 1634 in Philadelphia on October 23. They were
returning to Boston after rebuilding at the Delaware
Coach Company.
Fifty-eight Red Line cars are being overhauled under
a $46 million program. The No. 2 Red Line cars (0170057) which were built by UTDC and delivered between
1987 and 1989, have reached mid-life, when this work
is typically done. This work is being done by in-house
forces and began over the Summer. The first cars were
to be completed last month, with project completion expected in April, 2012.
WARWICK, RHODE ISLAND
Todd Glickman reported that qualification of crews on
the T.F. Green extension began on October 18. The first
to qualify are spare board and crews that report to Pawtucket Yard, those most likely to run to T.F. Green.
Revenue service, scheduled to begin on November 22,
has been delayed until December 6. A ribbon-cutting
ceremony to celebrate the opening of the airport’s InterLink Transportation Facility was held on October 27.
LINDENWOLD, NEW JERSEY
Following approval by the Delaware River Port Authority on November 3, PATCO will now purchase 20% of its
power from PSE&G. For several years, PATCO has
been purchasing all of its power from PECO, but after
recent power failures due to aging infrastructure, the
Board felt that it should not rely on a single provider.
PATCO will pay about $1.12 million a year to PECO and
about $4.48 million to PSE&G at current rates, which
would be cost-neutral, since rates from both companies
are similar. Thanks to member Lee Winson for this report.
PHILADELPHIA, PENNSYLVANIA
SEPTA placed a request for bids on its website for the
sale of 51 Silverliner IIs (201-209, 211-219, 251-263,
266-269, and 9001-16) and 20 Silverliner IIIs (220-239).
Cars could be purchased individually or as a lot. Successful bidders are responsible for loading and transportation from the Overbrook Rail Facility, and cars will
be available based on the arrival (and acceptance) of
13

the Silverliner Vs starting in January, 2011 through December, 2011. The October 29 date that bids were
scheduled to be opened was postponed to February 9
due to production delays.
The three-car Silverliner-V train made its inaugural trip
in passenger service on October 29 on the Cynwyd
Line, after which it went to Marcus Hook (Wilmington/
Newark Line) and to Chestnut Hill West. SEPTA published a tentative schedule on its website for the period
November 4-7. Lee Winson rode the train a few days
later between Levittown and Trenton and reported:
“Weekend Trenton trains operate with three cars and
the trains were well-filled and were on-time. On my trip
there were a number of railfans and many SEPTA employees aboard. I don't know if the SEPTA people were
joyriding, on duty, or perhaps monitoring the train's performance or taking training. At Trenton, boarding is allowed only just before the train is scheduled to leave, so
there wasn't much time to explore the car's interior or
get pictures before it was loaded with passengers. The
first thing I noticed was the train had powerful acceleration, much more so than existing equipment. If SEPTA
can properly utilize this it may speed up schedules, especially on locals. The ride was smooth and quiet,
though the HVAC blower was loud. The seats were
comfortable, though a little stiff. Parts of the car have 32 seating, other parts are 2-2 seating; there are fewer
seats per car than existing equipment. How this will play
out on crowded rush hour trains I don't know. It may
mean adding a car for certain trains, but that is
costly. That's also cumbersome for many stations because at most SEPTA stations the platforms are very
short and can only accommodate a few cars. The doors
are located at the quarter points like LIRR/MNR
cars. The stair trap is on the inside; the door closes over
the steps (like the old Erie-Lackawanna push-pull cars
which originally didn't have traps). The door closing signal is a series of quiet beeps. The Conductor's signal is
still a traditional buzzer. The windows are much bigger
than other SEPTA cars. The lighting is bright. A major
new feature is the electronic display screens mounted
at various locations inside the car. These show detailed
information, such as the time of day with the route of
the train and the next station stop, along with bus connections available at that station. At other times they
have advertisements or generic scenes of Philadelphia,
such as pictures of rowers on the Schuylkill. On the exterior are small destination signs just showing the terminal station. The PA system is automated with professional voices providing information (similar to that of the
New York City subway). However, while announcing
SEPTA stations the announcer got the inflection/accent
wrong for Levittown and Torresdale. On the outside
there are large SEPTA decorations. The car number is
smaller than on older cars and apparently not illuminated. The marker lights use LEDs. There are destina(Continued on page 14)
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tion signs on the front and side, but to me the signs
were small.”
From Cinders: SEPTA experienced a slight decline in
ridership after the July 1 fare increase. As of July 15,
Silverliner II 214 remained out-of-service at Wayne
Electric Shop. Four other Silverliner IIs (205, 251, 257,
and 9003) plus five Silverliner IIIs (222, 224, 232, 234,
and 237) are at Overbrook. None have been officially
retired. Via DVARP: The ex-NJ Transit Comets may be
retired sometime next year. As of September, these
coaches were assigned to West Trenton Line Train
#6325/Pennypack Limited. Presumably the trainset
would be replaced by Silverliner Vs.
The prototype K (Kawasaki) car 9000, which made its
first revenue trip on Oct 10, 1980, was used to celebrate its thirtieth anniversary with a special charter on
November 3.
Route 15/Girard trolley service was suspended on
October 4 for six weeks during construction of a threeblock loop between Girard and Delaware Avenues. This
is being done to enable trolley service to operate during
re-construction of the I-95 Bridge. Trolley service was
restored effective November 13.
All but one of the July 25 Regional Rail timetables (the
first edition without the “R” numbers) were replaced effective November 7. There were some minor time
changes. Media/Elwyn changed on November 28.
SEPTA lost out on its bid for $29.3 million in TIGER II
grants to help pay for a new electronic fare collection
system. “With no alternative finding sources in sight for
the $100 million project, absent a profit sharing deal
with the successful bidder, the project appears dead.
In anticipation of a contract award next year SEPTA has
been installing fiber optic lines in its subway tunnels.”
The Philadelphia Inquirer reported that SEPTA has
spent over 2/3 of the $191 million in stimulus money it
was awarded and will complete all expenditures by December, 2011. SEPTA’s spokesman stated that it has
another $500 million of
projects
ready
for construction start if it could obtain funds. As was reported last month, work had been completed on the
Media and Sharon Hill Lines using stimulus funds.
Thanks to Dave Safford for sending copies of the timetables and for the three previous reports.
WASHINGTON, D.C. AREA
Virginia Railway Express issued new timetables effective November 8, with minor time changes.
CLEVELAND, OHIO
As of August 22, Cleveland’s RTA no longer operates
weekday service on the 2.2-mile Waterfront Line. Service runs on weekends on 30-minute headways between 9 AM and 6 PM. The line opened on July 10,
1996. This was done as a cost-saving measure due to
low ridership and according to a Press Release, “as a
14

result of the issues in the Flats.” The June 14, 2009
timetable shows weekday service operated only during
commuting hours. Another change is that the Red Line
(Airport-Windermere) has dropped the “Route 66” from
its name. Thanks to member Pete Donner for this news.
TAMPA, FLORIDA
The Board that oversees the Tampa Port Authority has
authorized $150,000 to keep TECO operating for three
years. In recent years, these grants have been limited
to one year.
With the TECO extension to open soon, Dennis Zaccardi, who sent the above report, made a site visit and
reported: “On October 27, after work, I rode into Tampa
to check on the progress on the extension. The ‘official
last stop’ is Dick Greco Plaza (named for a former
Tampa mayor) Station under the Gazebo (near the Convention Center and the St. Petersburg Times Forum). There is another stop (just one block north of that
station) at the Runaround Track, where people are allowed to board across the street from the Convention
Center. There are benches; however, it isn't listed on
maps as a station. North of this is the extension, which
ends just short of Whiting Street. It's been a while since
I've visited Downtown Tampa and there's been quite a
bit of development and like most cities they've relocated
some of the streets, so that it's impossible to get from
Point A to Point B without going around in circles.
“Regarding the extension, all tracks are finished and
part of the overhead wire (some electricians were working on the overhead wire) has been strung. What is left
is a section of the sidewalk. There is plenty of time to
have this finished next month.” The TECO Streetcar
Festival took place on November 13, and Dennis and
his wife attended. One of the handouts had December
19 as the opening date for the Whiting Street extension.
CHICAGO, ILLINOIS
In the October edition of On The Bi-Level, riders were
asked for input on how, if Metra decided to have quiet
cars, it should be done. Apparently, riders want them,
and a pilot program will begin next year.
Metra approved release of its proposed 2011 budget
which includes $634.2 million for operations and a
$407.5 million capital program. No fare increase is
planned in 2011. Thanks to member Jim Beeler for this
report.
With the deadline nearing for completing this column, I
called Metra on November 12, and learned that the
opening date for the Lovana S. “Lou” Jones/Bronzeville
Metra station will be December 15.
On October 18, CTA began testing its 5000-series prototype train on the Orange Line. Since last Spring, this
train, which was built by Bombardier, completed testing
on the Green, Red, and Blue Lines. Thanks to Bob Hansen for this news.
MINNEAPOLIS, MINNESOTA
On Friday, October 29, Northstar launched its
(Continued on page 15)
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“Fabulous Fridays” initiative, a bus departure (Route
887F) departing from St. Cloud at 10:15 AM and making
seven intermediate stops. Arrival at the 5th Street Transit
Center is at 12:45 PM. A return trip departs at 1 PM and
follows the same stopping pattern, arriving in St. Cloud
at 3:30 PM.
On December 2, the Northstar Development Authority
approved a recommendation from its Executive Committee that the application for the extension of Northstar
service to St. Cloud be put on hold at this time. This was
done after review of FTA’s required technical analysis.
According to the press release, “the worst recession in
70 years, high unemployment rates, shifts in traffic volumes, and gasoline and parking price fluctuations have
hampered commuter rail ridership growth on the project’s first phase. Additionally, projected ridership for the
commuter rail extension to St. Cloud and other factors
do not meet the strict standards for federal matching
funds, nor would they allow Northstar to successfully
compete against other transit projects currently under
development across the country.”
Northstar offered free rides on November 16 and 17 to
encourage ridership this Winter.
DALLAS, TEXAS
As previously reported, the Green Line extension will
open on December 6. “Super Saturday” celebrations
were scheduled for December 4. With its new mileage,
the Green Line will stretch 28 miles from Buckner to
North Carrollton, which is a 1:15 ride.
HOUSTON, TEXAS
Mass Transit magazine reported that Houston’s MTA
has been forced to suspend work on 121 light rail projects due to the loss of a $900 million grant from the
Federal Transit Administration. FTA took this action because MTA violated the provisions of “Buy America”
procurement rules when it awarded a contract to a
Spanish firm, CAF, for LRVs. MTA believes that the
funding can be restored by re-bidding the $331 million
contract and having the cars built in the U.S.
PORTLAND, OREGON
I asked member Mark Kavanagh for an update on the
ex-Alaska Railroad RDCs, and he reported: “I have
been riding WES for a couple of months. I heard the
trains have been painted into WES colors, so I drove by
on November 10, and they have been re-lettered and
painted on the banner rail above the windows, and the
ends have diagonal warning striping. The last update
from Trimet alluded to their operation in January.”
SAN FRANCISCO, CALIFORNIA
Caltrain’s Board voted on October 7 to raise fares by
25 cents as of January 1, 2011, eliminate four midday
trains, and close the ticket windows at the San Francisco and San Jose Diridon stations. The latter was
done on October 11. Tickets can be purchased from
15

TVMs. With this fare increase, the one-way fare between San Francisco and San Jose jumps from $7.75 to
$8.50 and the Go Pass will cost $150, an increase of
$15. At the public hearings, requests were made for
weekend express service, and there will be a threemonth pilot project that will cost $107,000. This is being
funded by fuel savings accrued this year.
On October 14, BART awarded a $26 million contract
to build the transfer platform and make some of the necessary rail improvements to begin extending the line 10
miles to Hillcrest Avenue in Antioch. The East Contra
Costa Extension begins at the Pittsburg/Bay Point station. No completion date was given.
TORONTO, ONTARIO, CANADA
On October 14, the Toronto Transit Commission dedicated the first of 39 six-car trainsets in a ceremony at
the Downsview station. Bombardier was awarded a
C$236.7 million contract in December, 2006. Unlike the
existing fleet, there are no doors between cars. The first
train was expected to be in service this month.
MONTREAL, QUEBEC, CANADA
The consortium of Bombardier and Alstom was
awarded a $1.2 billion (CDN and US) contract to construct 468 metro cars (52 nine-car trainsets) that would
replace the 1966 MR-63 fleet. Design, manufacture,
and final assembly will be at Bombardier’s facilities in
La Pocatiere and Saint-Bruno, Quebec and at Alstom’s
sites in Sorel-Tracy and Montreal, Quebec. The prototype train is scheduled to arrive in June, 2013, followed
by base order deliveries between February, 2014 and
September 2018.
BEIJING, CHINA
Todd Glickman began a five-country business trip to
Asia with a stop in Beijing. “It was my first time there,
and with a few hours to explore the subway system,
rode Line 1 and Line 5. Line 1, built in 1971 (with an
extension that opened in 1999), is an east-west line that
uses older, manual control stock. There were a number
of different stock types on that line, with a least one set
wrapped with an ad for Citibank. There are automated
announcements, and trains were at 90-second intervals
during rush hour. My rush hour ride showed how polite
the riders are: They queue at the platform door locations, wait for passengers to exit, and when the doorclosing chime sounds, they stop and wait for the next
train! On the North-South Line 5 built in 2007, I noted
newer, a.c. propulsion, automated operation. Underground stations on Line 5 have platform
screen doors. The fare is a flat 2 Yuan (about $0.30),
with free transfers between lines (except the Airport Express). Navigating the system is easy for a first-timer,
with good English signage and easy-to-use ticket vending machines. The TVMs that vend single-ride tickets
have both Chinese and English menus on the touch
screens, and take both coins and bills. I did make a mistake, however, by buying two one-way tickets in ad(Continued on page 16)
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Around New York’s Transit System
Brighton Line Station Rehabilitation
Reconstruction was not completed, but Q and B
trains stopped at the northbound Neck Road and Avenue U platforms, which were placed in service on October 25, 2010. The B3K shuttle bus service between
Gerritsen Avenue and Avenue U and the Kings Highway
Station was discontinued at the end of the October 22
morning rush.
Brighton Line station rehabilitation is not completed.
The northbound Avenue M, Avenue J, and Avenue H
stations are being rebuilt. Northbound Q and B trains
still bypass Avenue M, stop at a temporary platform
over the southbound express track at Avenue J, and
bypass Avenue H.
Mayor Bloomberg Proposes An Extension to the
Flushing Line Extension
On November 16, New York City Mayor Michael

Bloomberg proposed using funds formerly allocated to
the ARC (Access to the Region’s Core) Tunnel (recently
canceled by New Jersey Governor Chris Christie) to
help finance an extension of the Flushing Line (7) to
Secaucus, New Jersey. Construction of a Flushing Line
extension from Times Square to 11th Avenue-34th Street
is well underway, and it is thought that a further extension to New Jersey can be built for far less than the
ARC Tunnel’s $8.7 billion (or more) price tag. New York
State U.S. Senator Kirsten Gillibrand has asked the federal government to reallocate some ARC funds to New
York State projects, including the Long Island Rail
Road’s East Side Access and NYC Transit’s Second
Avenue Subway. The federal government had allocated
$3 billion to ARC.

Commuter and Transit Notes

opens next year, there will be 31 stations over 22
miles. This is Singapore's first fully automated line, using three-car train sets. I also saw construction for the
fifth line, the ‘Downtown Line,’ that will open in stages
from 2013 through 2017.
"Since it opened, the North-South Line has had visual
indicators of approaching trains, including a countdown
timer on display screens and flashing lights over platform screen doors that will open. Now, there's an audio
announcement too - in the form of a singing jingle: Train
is coming!/Train is coming!/Train is coming!/Start queuing!!/Love your ride!!!
“I saw people humming along with the catchy tune. I
was able to record it with my iPhone memo app, and
you can hear it at: http://web.mit.edu/glickman/www/
audio/smrt.mp3."
FROM THE HISTORY FILES
130 Years ago: On December 3, 1880, the New York
City & Northern Railroad Company operated the first
train between High Bridge and Brewster. In later years,
this line became the Putnam Branch of the New York
Central Railroad Company.
20 Years ago: On December 20, 1990, MTA voted not
to eliminate Long Island Rail Road midnight service
from New York Penn and Flatbush Avenue to Jamaica.
This proposal was made in response to a budget crisis
caused by a $27 million budget gap. At the same time,
the Board reduced the number of trains to be canceled
and reversed its decision on station ticket office closings.
News items and comments concerning this column may be
emailed to NYDnewseditor@aol.com.

(Continued from page 15)

vance. It turns out that they can only be used at the station of purchase for a one-way trip, so the second ticket
was rejected when I tried to use it for his return. Tickets
are plastic cards using RFID technology, and are retained by the exit fare gate at the end of the journey.
You can also purchase a declining balance card that
can be topped-up at a different machine. The stations
were relatively clean — not as clean as Singapore or
Bangkok, but much better than New York or Boston. Up
on the street, I saw at least one surface line operated
with articulated electric trolley buses.”
JERUSALEM, ISRAEL
With a scheduled May 2011 opening, member Dave
Klepper wrote this Jerusalem LRT report. “The wire
construction is interesting. There is not direct connection from the ‘ears’ holding the contact wire to the sidebracket arms and span wires (both types used). Instead
there is in wire form, an upside-down flattened ‘V’ connected to the contact wire with two ears and the apex
connected to the span wire or side bracket by a small
pulley. And the contact wire is interrupted with side by
side location with another, and then run to a pulley on a
pole with a container and a weight to provide single-wire
constant-tension ‘catenary’ without the expense of normal catenary construction.”
SINGAPORE
Todd also visited Singapore and noticed two new
things since his last stop there earlier this year. “More
stations have opened on the ‘Circle Line’ (Singapore's
fourth line), now totaling 16. When the final portion

16
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IRT AVOIDED BANKRUPTCY 90 YEARS AGO
The Transit Commission’s 1921 and 1922
reports contain interesting information about
IRT’s financial condition.
In 1921, the financial situation had become
so precarious that the Transit Commission
took steps to prevent a receivership. It held
conferences with company representatives,
security holders, and bankers, and was able
to announce a plan of reorganization early in
October, 1922. Details are as follows:
● The $4.2 million per year fixed annual
rental payment to the Manhattan Railway Company, 7 percent of Manhattan’s stock, should be reduced to a reasonable rate
● The company should eliminate completely the Interborough-Consolidated
holding company, the successor to Interborough-Metropolitan, with its $114
million securities
● Future dividends of Interborough stock
should be limited to 7 percent payable
only when earned. During the next five
years, no dividends should be paid on
Interborough stock. All revenue should
be devoted exclusively to service
● The five-cent fare must not be increased
● The company should provide funds for
new cars, additional power supply, and
other equipment necessary to comply
with the Commission’s orders
Hearings were held on October 17 and 27,
1922, and the Commission approved the
plan, which was put into effect before the end
of the year. After this plan was implemented,
the danger of receivership had practically
disappeared, and the company found $15
million to pay for capital improvements.
The Transit Commission believed that the
1

company would have avoided the threat of
receivership if a similar plan was in effect
before World War I. As soon as the subway
opened in 1904, riding was greater than anticipated and the company became very
prosperous. From 1904 to 1919, the company paid dividends in the sum of $65.6 million. Rates were as follows:
YEAR

PERCENT DIVIDEND

1912

16

1913

12

1914

15

1915

20

1916

20

1917

20

1918

17.5

1919

5

It was obvious that the war would produce
an upheaval in transportation. There were
higher prices for materials and higher wages
for labor, with no great increase in income.
The Commission found that the Directors of
the company were warned by its bankers
against the declaration of these excessive
dividends. IRT’s President, Frank Hedley,
testified that the company would have maintained its equipment and given better service
during World War I if these dividends were
retained as a surplus.
In 1922, there were 644,975,474 IRT subway riders, an increase of only 5,589,694
over the previous year, compared to the 53
million increase from 1920 to 1921. Some
subway lines showed an actual loss. Ele(Continued on page 4)
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E HEADWAYS
by Bernard Linder
WEEKDAYS
DATE

MIDNIGHT

AM RUSH
NORTHBOUND

MIDDAY

SOUTHBOUND

PM RUSH

EVENING

NORTHBOUND

SOUTHBOUND

This is an incomplete record.
September 7, 1933

12

4

4

5

4

4

6, 8

July 1, 1937

12

4

3 (A)

5

3, 4

4

6, 8

January 10, 1944

15

4

4

6

4

4

8

This is a complete record.
October 24, 1949

15

4

3

6

3

4

8

December 11, 1950

15

4

3½, 4

6

3½, 4

4

8

June 30, 1952

20

4

3, 4

8

3½, 4

4

8

November 1, 1954

20

4

4

8

4

4

10

April 6, 1964

20

4

3½

8

4

4

10

July 11, 1966

20

4

4, 3½

10

4

4

12

November 1, 1971

20

4

4

10

4

4

12

January 19, 1976

20

4, 5

4

10

4, 5

4, 6

12

August 30, 1976

20

4

4

10

4

4

12

November 17, 1986

20

4

4

10

4, 5

4, 5

12

October 1, 1990

20

5

5

10

5

5

12

September 8, 1998

20

5

5

7½

5

5

12

December 16, 2001

20

4

4

7½

4

4

12

April 27, 2003

20

4

4

7½

4

4

6, 8, 10

(A) Peak 2-minute headway for 12 minutes—September 12, 1938 schedule

The November 14, 2004 schedule is the most recent schedule in our files.

SATURDAY
DATE

AM RUSH

MORNING

AFTERNOON

EVENING

This is an incomplete record.
September 9, 1933

5, 4

5

5

6, 8

October 7, 1933

5, 4

5

5

6

January 15, 1944

5, 4

6

6

8

5

6

6

8

May 17, 1947

This is a complete record.
December 16, 1950

6

6

6

8

January 5, 1952

6

7

7

8

July 5, 1952

8

8

8

8, 12

December 2, 1967

8

8

8

8, 10

November 6, 1971

10

10

10

12

December 17, 1988

10

10

8

12

2002

8

8

8

10, 12

The November 14, 2004 schedule is the most recent schedule in our files.
2

(Continued on page 3)
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SUNDAY
DATE

MORNING

AFTERNOON

EVENING

This is an incomplete record.
September 10, 1933

7, 6

5

6, 8

January 9, 1944

8, 6

6

8

This is a complete record.
October 23, 1949

6

6

8

October 22, 1950

8, 7

7

8

December 30, 1951

10, 8

8

8

October 30, 1954

12, 10

10

10

12

12

12

November 11, 1973

15, 12

12

12

April 14, 1991

15, 12

12

12, 15

12, 10

10, 8

10, 12

12, 10, 8

8

8, 10, 12

July, 1971

2002
February 22, 2004

The November 14, 2004 schedule is the most recent schedule in our files.

E CAR SERVICE
DATE

NUMBER OF CARS
MIDNIGHT

AM RUSH

MIDDAY

PM RUSH

EVENING

Weekdays
September 7, 1933

2

3

2

3

2

January 16, 1934

2

3, 4

2

3, 4

2

2

2

2

Saturday and Sunday
September 9, 1933

2

2

SUBDIVISION “B” CAR ASSIGNMENTS
CARS REQUIRED DECEMBER 12, 2010
LINE

AM RUSH

PM RUSH

LINE

AM RUSH

PM RUSH

A

304 R-46

304 R-46

L

152 R-143, 40 R-160A

152 R-143, 24 R-160A

B

104 R-68, 112 R-68A

88 R-68, 104 R-68A

M

176 R-160A

160 R-160A

C

144 R-32

136 R-32

N

48 R-68A, 170 R-160B

32 R-68A, 180 R-160B

D

240 R-68

224 R-68

Q

50 R-160A, 180 R-160B

50 R-160A, 170 R-160B

E

220 R-160A, 40 R-160B

220 R-160A, 40 R-160B

R

216 R-46, 20 R-160A

216 R-46, 20 R-160A

F

270 R-160A, 170 R-160B

260 R-160A, 160 R-160B

S
(Franklin Avenue)

4 R-68

4 R-68

G

52 R-46

36 R-46

S (Rockaway)

12 R-46

12 R-46

40 R-42, 112 R-160A

40 R-42, 112 R-160A

J/Z

3
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Hi-V train at Buhre Avenue, Pelham Line, October 2, 1955.
Bernard Linder photograph

Pay car Hi-V 3342 at E. 180th Street, Dyre Avenue Line, June 29,
1955. Built by the Pennsylvania Railroad, this was the first steel
railroad car in the United States.
Bernard Linder photograph

Hi-V 3421 was outfitted with four doors as an experiment in 1909.
Bernard Linder collection

Hi-V 3493 on the Pelham Line at Whitlock Avenue, April 28, 1946.
Bernard Linder photograph

Deck roof Hi-V 3680 at 125th Street-Broadway.
Bernard Linder collection

Interior of a deck roof Hi-V from the 3650-3699 series before the
center door was added.
Bernard Linder collection
(Continued on page 5)
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Hi-V 3893 at 125th Street-Broadway.
Bernard Linder collection

Flivver pay car in E. 180th Street Yard, June 5, 1959.
Bernard Linder photograph

Flivver trailer 4171 in 239th Street Yard, September 2, 1958.
Bernard Linder photograph

Lo-V train in E. 180th Street Yard, June 11, 1957.
Bernard Linder photograph

Hi-V interior (3700-4024 series).
Bernard Linder collection

Lo-V interior.
Bernard Linder collection

(Continued on page 12)
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Commuter and Transit Notes
MTA METRO-NORTH RAILROAD (EAST)
As reported in last month’s Bulletin, additional service
operated for the Army-Notre Dame game at Yankee
Stadium on November 20, 2010, and mirrored what is
typically operated for Yankee games. PDF copies of the
schedules were posted on the Internet. Pre-game, six
Football Specials (one Hudson, two Harlem, and three
New Haven) operated, making limited stops. Also, five
Upper Hudson expresses that are not scheduled to
make a Yankees-E. 153rd Street stop did so. Post-game,
there were two Hudson Line trains: one all stops to Croton-Harmon, and one express to Croton-Harmon and
then local to Poughkeepsie. Two Harlem Line trains
made limited stops between Bronxville and Southeast.
The New Haven Line offered three options: local to
Stamford; express to Stamford, then local to New Haven; and all stops from Mt. Vernon East to New Haven.
MTA METRO-NORTH RAILROAD (W EST)
On December 30, 2010, Metro-North increased fares
and NJ Transit riders who use the Main/Bergen and
Pascack Valley Lines also saw their fares go up, although for them, the effective date was January 1, 2011.
The reason is that for several years fares at some New
Jersey stations were “held down” so that they would not
exceed those charged in New York. Under the terms of
the service agreement with NJ Transit, Metro-North is
required to make up the difference in cost between what
is charged and what the fare should be on tickets sold.
In past years when Metro-North raised its fares, NJ
Transit waited until it had a system-wide increase; however this time it is being implemented because it was
part of the fare increase package that went into effect
on May 1, 2010. But wait, that is not all. Passengers
boarding at Suffern and Mahwah and from Montvale to
Westwood destined to New York Penn are still liable for
an additional fare increase the next time that MetroNorth raises its fares. The same holds true for Hoboken
passengers at all stations from Suffern to Allendale and
Montvale to Woodcliff Lake.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
On November 15, 2010, Governor Jodi Rell took a
ride on an M-8. An article in The Stamford Advocate
pictured the Governor in front of car 9111, which had
her name in a sign above the windows.
The inaugural run of the M-8s did not occur in December. On December 15, 2010, CDOT announced that it
would take place after the first of this year due to an
electrical interference problem, which must be addressed. At the time, 24 cars had been delivered by Kawasaki. Thanks to Progressive Railroading for this report.

No. 266
by Randy Glucksman

MTA LONG ISLAND RAIL ROAD
Port Washington Branch service was suspended
shortly after 7 AM on November 19, 2010 due to a person being struck and killed by a train at Auburndale.
Limited service resumed at 7:39 AM, with 20-minute
delays reported.
Timetables with “Season’s Greetings” and effective
dates of December 13, 2010-March 6, 2011 were issued. In addition to the Holiday Eve service, which was
reported in the December 2010 Bulletin, extra New
Year’s Eve service to/from New York Penn operated on
the Port Washington, Port Jefferson, Ronkonkoma,
Hempstead (inbound only), Far Rockaway, Babylon,
Long Beach, and Montauk (outbound only) Branches.
Additional train service will operate on January 17, 2011
(Martin Luther King Day) on the Port Washington, Port
Jefferson, Ronkonkoma, Babylon, and Montauk
Branches. And finally, because on Presidents Day
(February 21) a weekend schedule is being operated,
trains have been added on the Port Washington, Port
Jefferson, and Ronkonkoma Branches.
Taking a cue from PATH’s successful “Meet the Managers” program, LIRR will hold its first one on January
25, 2011 with a kick-off at New York Penn, Kew Gardens, Forest Hills, and Woodside between 4 and 7 PM.
A different branch will be represented each month.
NJ TRANSIT
TGIF notwithstanding, if you were aboard or about to
board a Northeast Corridor train just before 7 AM on
Friday, November 19, 2010, your commute was a bit
tough, especially of you were aboard Train #3703 (6:17
AM New York Penn/Jersey Avenue) when this train became disabled near Metropark as a result of damage to
the overhead wires. Three of the four tracks were affected. This resulted in significant delays and a temporary suspension of outbound service from Rahway to
Trenton while Amtrak crews worked to make repairs.
Cross-honoring was in effect on NJ Transit and private
carrier buses to/from the Port Authority Bus Terminal.
Starting at 7:25 AM, train delays were reported in the
30-60-minute range. At 7:55 AM, westbound service
was suspended. Service was restored to two of the
three affected tracks at 8:30 AM, yet the 30-60-minute
delays remained. Westbound trains continued to bypass
Metropark due to Train #3703 blocking the tracks. Passengers were unable to disembark from the disabled
train until a rescue train could be moved into position on
the adjacent track. This took some time because the
overhead wires had to be stabilized at the scene. As a
result, the passengers aboard Train #3703 were delayed about two hours, until they could be transferred to
(Continued on page 7)
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there was just one on the Raritan Valley Line.
The Board of Directors voted to hire a law firm to seek
legal advice “to protect rider interests and insure a fair
resolution” of the Federal Transit Administration’s request for repayment of $271 million that was spent on
the now-cancelled ARC project. Also approved was a
resolution to contract with the lowest responsible bidders for components for an in-house reliability project
for 170 (of 230) Arrow IIIs. The project, which will see
replacement of main inductors, inter-car control cables,
air spring locks, air suspension bellows, and car body
resurfacing membrane material, is estimated to cost
$15.6 million.
PORT AUTHORITY TRANS-HUDSON CORPORATION
A new timetable dated November 7, 2010 replaced the
April 26, 2009 edition.
On December 3, 2010, the Port Authority released a
preliminary $7.2 billion FY 2011 budget that calls for no
increase in the $1.75 PATH fare. $247 million is provided for the PA-5s and upgrade of the signal system.
AMTRAK
Since the Keystone Line (Philadelphia to Harrisburg)
was upgraded in 2006, there has been a 40% increase
in ridership. Amtrak and PennDOT spent $145 million
on his project. Thanks to the Delaware Valley Association of Rail Passengers for this news.
For the first year of expanded Lynchburg/Washington,
D.C. service (October 1, 2009-September 30, 2010),
ridership exceed expectations. 126,072 passengers
were carried, exceeding the goal of 51,000 by 147.2
percent. Also exceeded was the revenue goal of
$2,580,000 when $6,337,457.42 (145.6% over the goal)
was generated. Thanks to Bob Hansen for this report.
The usual Thanksgiving (November 23-29, 2010)
timetable for Northeast Corridor services (Form T-5)
was issued. To make it easier to determine which day
each train would operate, the format was changed to list
all of the days in a grid so that if the train operated, the
box below was shaded and had a check. This made the
booklet almost an inch larger. The timetable listed four
“Holiday Extra” trains (numbered 1054 and higher) in
each direction between New York Penn and Washington, D.C., which all ran on Sunday, November 28. Last
year there was on less westbound train. Amtrak again
reported that cars could be borrowed from commuter
rail agencies. There were reports of additional Holiday
Extras in the form of digital images courtesy of member
Bob Vogel.
METROPOLITAN AREA
The newly rebuilt Roosevelt Island Tramway opened
on November 30, 2010 after a $25 million makeover.
This line, which had been out of service since March 1,
had been due to reopen between last August and September (March, 2010 Bulletin).
MISCELLANEOUS
Theodore W. Kheel, the long-time labor negotiator,

Commuter and Transit Notes
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the rescue train – #3705 (6:42 AM New York Penn/
Jersey Avenue), which was likewise delayed. Normal
service resumed at Metropark at 9:30 AM, but delays
continued throughout the morning. Crews worked
through the day to make repairs. Commuters were advised to expect 10-15-minute delays for their homebound trips.
The month of December, 2010 began with another
service disruption on the Northeast Corridor. At 11:48
AM, catenary wires west of Secaucus came down,
causing extensive delays. Cross-honoring was in effect
on PATH at Newark, Hoboken, and 33rd Street. Midtown
service was diverted to Hoboken and hourly service
was operated between Newark and Trenton and Long
Branch. By 5:45 PM, all tracks were returned to service;
however, Midtown Direct service continued to operate
to/from Hoboken until the first train on December 2 –
Train #6201 (12:40 AM New York Penn/Dover).
On December 6, 2010, Train #6610 (5:52 AM Dover)
became disabled with stuck brakes at around 7 AM
west of Portal Bridge. Because the crew was unable to
rectify the problem, a rescue locomotive was dispatched; however, releasing the brakes proved to be a
lengthy process. Ultimately the passengers on this train
were delayed 90 minutes. Immediately, cross-honoring
on PATH was put into effect. Up to 60-minute delays
were reported for Midtown Direct, Northeast Corridor,
and North Jersey Coast Line trains. By 11 AM, the delays were down to 10-15 minutes and at 2 PM, service
was reported operating on or close to schedule.
The third incident had a shorter duration (7:13-7:45
AM) on December 9, 2010. It was again caused by
catenary problems and resulted in a temporary suspension between Trenton and Princeton Junction. Crosshonoring was in effect on NJ Transit and Suburban
buses. Trains were reported as operating normally
shortly after 9 AM.
In all of the aforementioned incidents, buses were
used to substitute for disrupted rail service. However,
on December 13, 2010, due to a protracted early morning delay on the George Washington Bridge, bus tickets
were cross-honored on the Main/Bergen and Pascack
Valley Lines.
Twenty-one additional trains operated on Thanksgiving Day to and from New York on the Morris & Essex,
Northeast Corridor, and North Jersey Coast Lines; however, this information was not conveyed in the regular
timetables, but could be found online. The Morris & Essex added three trips in each direction. Because there
is already half-hourly early morning service on the
Northeast Corridor from Trenton, only one additional
train, at 6:44 AM, was necessary. Outbound, there were
eight extras between 9:03 AM and 1:35 PM. The North
Jersey Coast Line had two extras in each direction, and

(Continued on page 8)
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passed away on November 12, 2009 at the age of 96.
The New York Times described him as the go-to guy,
be it a newspaper, teacher, or transit strike; he mediated
them all, on the local level and the federal. President
Lyndon Johnson called on him to mediate 10 days of
negotiations that averted a nationwide rail walkout in
1964.
HIGH-SPEED RAIL
In a follow-up to last month’s news concerning the
newly-elected governors who campaigned against rail
projects in their respective states, Railway Age reported that the Wisconsin Sierra Club staged a series of
demonstrations in support of the project on November
22, 2010. Mass Transit magazine reported that despite
what could happen in Wisconsin, the states of Minnesota and Illinois are continuing their own work on this
project. Dan Krom, Director of the Minnesota Department of Transportation’s high-speed rail office, said that
until told otherwise his team “will continue planning train
service from the Twin Cities through Wisconsin. Wisconsin contributed $300,000 to MnDOT's $1.2 million
rail planning, which will identify the best route from Minneapolis to Milwaukee.”
It was announced on December 9, 2010, that the
$1.95 billion in high-speed rail funds which were forfeited by the states of Ohio and Wisconsin would be
reallocated to California ($624 million), Florida ($342
million), and New York ($7.3 million). The remainder will
be distributed to ten other states.
According to a report in Mass Transit magazine,
Talgo will shut down its manufacturing operations in
Wisconsin next year due to the cancellation of the rail
project. It plans to keep a maintenance base to service
the two trainsets that it is building for Amtrak’s Hiawatha
(Milwaukee/Chicago) service.
DATE

January
or February

May

June 11

August 7
August 7

OPERATOR

AREA

LINE

Sacramento
RTD

Sacramento,
California

Green
Line

Hampton
Roads
Transit

Norfolk,
Virginia

The Tide

Denton,
Texas

A-Train

Denton
County
Transportation
Authority
Utah Transit Authority
Utah Transit Authority

Salt Lake
City, Utah
Salt Lake
City, Utah

MidJordan
Extension
South
Jordan
Extension

December

Dallas
Area Regional
Transit

Dallas,
Texas

Orange
Line
(Phase I)

December

GO Transit

Toronto,
Ontario

Georgetown Line

?

NJ Transit

Bayonne,
New Jersey

HBLRT

?

Los Angeles Metropolitan
Transportation
Authority

Los Angeles, California

Expo Line
Phase I

?

BART

San Francisco,
California

Dublin /
Pleasanton

Bachman to
Las Colinas
5.4 miles
2 stations
Extension
to Kitchener
4 stations,
33.5 miles
8th St. Station opens,
0.3 mile
7th / Metro
to Expo/
Crenshaw
Culver City,
8.6 miles,
7 stations
West Dublin, a fill-in
station between Castro Valley
and
Dublin/
Pleasanton

SCHEDULED FOR 2011
In the table below is latest available information about
transit projects and expansions of service that are
scheduled for this year.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
Four years after $55 million was approved to upgrade
the area surrounding the Yawkey station, work began
on November 15, 2010. Of that amount, $13.5 million
will be used to improve the rail station. The balance has
been designated for improvements to the area. When
completed next year, the “T” will double the number of
daily trains and offer direct access to South Station to
the east and Framingham and Worcester to the west.
Timetables dated November 22, 2010 were issued for
all lines except the Needham, Greenbush, and Old Colony Lines, as these were not changed nor reprinted.
The current timetables still say "Reprinted January 11,
2010, Effective May 18, 2009." Member Todd Glickman,
who sent copies, added that the South Station/Back
Bay Timetable was not printed due to lack of requests;
it's on-line only.
Although not in time for this past holiday season,
MBTA issued a request for proposals with the goal of
getting a vendor on board to market “T” merchandise. In
2000, the transit agency invested $27,000 in inventory,
$9,000 for a company to manage a Web store,
and between $1,500 and $4,000 to repaper highway
billboards to direct people to Gifts@MBTA.com, and
sold just $2,500 in merchandise in six weeks. After being criticized by a Boston Globe columnist, thenGeneral Manager Kevin Sullivan closed down the operation and donated most of the goods to charity. The
belief is that this time the venture will be more success-

NOTES
1.1-mile
extension to
Sacramento
International Airport
Begins
service,
7.4 miles,
11 stations
Denton to
North Carrollton
21 miles, 5
stations
10.6 miles,
10 stations
5.1 miles,
4 stations

(Continued on page 9)
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way fares by 10% effective January 1 as follows:
Lindenwold, Ashland or Woodcrest and Philadelphia $3.00, a 30 cent increase
● Haddonfield, Westmont, or Collingswood and
Philadelphia - $2.60, a 25-cent increase
● Ferry Avenue and Philadelphia - $2.25, a 20-cent
increase
● Broadway or City Hall and Philadelphia - $1.40, a
15-cent increase
● Any two New Jersey stations - $1.60, a 15-cent
increase
● Any two Philadelphia stations - $1.40, a 15-cent
increase
On December 15, 2010, PATCO’s Board awarded a
$194,197,337 contract to overhaul all 120 cars to
Alstom. The Federal Transit Administration is providing
$69 million in funding. PATCO President John J.
Matheussen said that this is the most cost-effective way
to deal with the issue of aging equipment, since replacing the cars was estimated to be considerably more
expensive. The work being done includes installation of
new brake, propulsion, and signaling systems, door operators, HVAC systems, lighting, signing and messaging
systems, and floors; adding an on-board diagnostic system; and ADA improvements. The news is not good for
railfans, or many others who enjoy looking out the front
window, but the Operator’s cab will be enclosed. There
will also be new, modern interiors, including new seats.
PHILADELPHIA, PENNSYLVANIA
Things are not going well for the Silverliner V test
train, according to an article from The Philadelphia
Inquirer (November 19, 2010) sent by member Dave
Safford. “The train that has been in revenue service
since October 29, 2010 continues to have problems
(although it has been in service), causing delivery of
further production cars to be set back pending solutions. Internal communications problems and poor adhesion causing it to stall on hills are the major issues.
SEPTA blames the problems on software. Three production cars were to be delivered and six more were
due by the end of last month, but in addition to the technical problems there have been problems hiring competent staff at the South Philadelphia assembly plant
(what 10% unemployment?) and late delivery of material from South Korea where the components are made
for assembly in Philadelphia. Rotem has promised to
hire more workers (competence not specified) and send
over more South Koreans to supplement the local workforce. No revised delivery date was specified.”
Member Bob Wright sent this Silverliner V report. “The
cars are getting onto just about all the lines. I happened
upon them on a late-PM peak run on the Chestnut Hill
West Line a few weeks ago as they were pulling into
Market East Station. I was entering the other platform to
catch a train on my ‘home’ line – Norristown, and they
turned a number of heads as they came into the sta-

Commuter and Transit Notes
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ful as on-line shopping has grown considerably. There
is a site, www.zazzle.com, which sells “T” merchandise,
and when apprised of this, General Manager Richard A.
Davey said, “I’m going to have to have my lawyers call
Zazzle. I’m not sure they’re a licensed broker.’’
On November 28, 2010, The Boston Globe reported
that there was a limited amount of licensed merchandise being sold by Boston Jean Company, and a few
days later, GM Davey signed a contract with WardMaps
of Cambridge, a Porter Square business specializing in
original and reproduction antique neighborhood maps.
The “T” will earn 10% of each sale.
Ridership was at its highest level in two years in October, 2010, when there were 1.3 million riders on an average weekday. The gains occurred despite a slight
over-the-year drop in the number of bus riders and a
larger decrease in commuter rail users. The overall
gains represented a nearly 1% increase over October, 2009, with the biggest gains taking place on the
Red, Orange, and Blue Lines, where average weekday
ridership in October totaled 532,400, its highest level in
four years. Ridership growth occurred in eight of the
first ten months of 2010, after the numbers fell in every
month of 2009.
This month, the ”T” will begin a three-month test of
Quiet Cars on the Fitchburg and Franklin Lines. One
car on each train will be so designated. The results of
an on-line survey conducted in October (December,
2010 Bulletin) found that in just two weeks, more than
4,400 people responded, 86% of whom endorsed the
idea. More than 2,000 posted comments such as “Yes,
yes! A thousand times yes!’’
There is a correction to the report in last month’s Bulletin regarding the cars that would be replaced by the
Rotem bi-levels. The current word is that the 500- and
1500-series MBBs will be replaced first, but time will
tell. Thanks to Todd Glickman for these reports.
BUFFALO, NEW YORK
Railway Age reported that problems in overhauling
Niagara Frontier Transportation Authority (NFTA)
Metro’s 27 LRVs have led to the layoff of 23 employees
at Gray Manufacturing Industries (GMI), which is located in Hornell, New York. GMI is working as a subcontractor to AnsaldoBreda. So far, just two of the cars
have been completed as of last July, and were awaiting
return to NFTA. It appears that quality control, including
problems with the communication system and concerns
over what effects would result from fire, is the cause.
The issues can be addressed, according to NFTA
spokesman C. Douglas Hartmayer, adding that NFTA
has asked the head of AnsaldoBreda’s North American
operations to meet with NFTA to discuss the problem.
LINDENWOLD, NEW JERSEY
Member Lee Winson reported that PATCO raised one-

(Continued on page 10)
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tion. I was thinking about taking a quick hop up and
back on them but didn't have time. As it turned out, that
was a good move on my part, as they conked out on
that run and were unable to make the turn for their inbound trip (they have had a few break-in problems). This week they were concentrating on the Cynwyd Line, which has limited service and can (and frequently does) operate with a single car. I've heard that
701 served the line on its own a few times and the 80102 train filled in on other runs. I went to ride them on a
run to Trenton on the morning of November 13, 2010,
but they did not make the trip and a train of Silverliner
IVs subbed for them. Last Saturday (November 20,
2010) I tried again and they were running. The ride is
nice and the announcements are automatic and very
clear, supplemented by video screens and an LED display at each interior end. The Conductors were kept
busy lifting and dropping the traps between stops even
though most of the stops are low-level platforms. I only
had time to ride to Holmesburg Junction, where I turned
for an inbound that showed up a few minutes late. It
was an impressive ride and I look forward to riding them
more as they go into service. They did not operate over
Thanksgiving weekend.”
Bob also reported: “the 'R' signs on the cars are becoming harder to find as the new gray signs are more
common. I noticed that University City Station has had
the R-1/2/3 designators on its sign panels covered over
and this seems to be happening slowly at other stops
that have the 'R' signs on the station name panels. I see
Manayunk and Wissahickon daily and the R6 lives on at
both stops, at least for now.”
Dave Safford also sent the next two reports: “SEPTA
is giving up on its parking lot payment cards, saying that
the magnetic stripes were being disturbed by being carried near cell phones and the like. So it's back to quarters, because SEPTA can't handle paper money or
make change at its parking lots. The Delaware Valley
Association of Rail Passengers noted acidly that this is
on a par with SEPTA’s abandonment of its ticket vending machines in 2007 when U.S. currency was redesigned, while NJT managed just fine. Their spokesperson wondered if SEPTA could be trusted to operate
their proposed fare collection system if they can't manage the much simpler and now abandoned systems.
“SEPTA has received an Energy Star award from EPA
for cutting energy use at its headquarters at 1234 Market Street by 12%. Not so exciting? But this saved
$100,000 in energy costs in fiscal 2008-9, money which
is now available for other budgetary needs. LED lighting
and wind turbines on the building roof are the next steps
to be explored.”
In SEPTA’s 2012 Capital Budget, Lee Winson found
10

the following under 2015-2022:
● Trolley Routes 23 & 56 Infrastructure Improvements: $189,000,000
● Trolley Routes 23 & 56 Vehicle Purchase:
$130,000,000
● Elwyn to Wawa Rail Service — Restoration of rail
service from the existing Media/Elwyn Regional
Rail Line terminus at Elwyn, to a new terminus at
Wawa: $57,370,000
Lee also reported that SEPTA is extending Route 15
to the new Sugar House Casino on Delaware Avenue,
the first new trolley track built in many years. Some
photos showing the construction can be seen at http://
www.trainweb.org/phillynrhs/RPOTD101111.html. This
site reported: “The use of the term ‘new’ rail is relative,
as during the excavation of the street, a previous incarnation of a trolley line, complete with rails and cobblestones, is being unearthed. The single track ran to Delaware Avenue and had not seen revenue service since
the 1920s when it was PRT's Route 59, although it was
used by work cars to access PRT-owned piers along
the river into the mid-1950s.”
PITTSBURGH, PENNSYLVANIA
The Pittsburgh Port Authority (PPA) on November 24,
2010, announced that Pittsburgh public transit services
will be cut 35% on March 13, 2011 due to a $7 million
budget shortfall, in turn due, in part, to a $27 million cut
in state funding. Forty-seven transit routes will be eliminated completely. Adding insult to injury, transit fares
are rising this month by 25 cents in zone 1, and 5 cents
in zone 2, with an extra 25 cents for transfers. The PPA
Board estimates that an additional 9,000 cars will come
in and out of downtown Pittsburgh as a result of these
changes. Thanks to Dave Safford for this report from
The Philadelphia Inquirer.
WASHINGTON, D.C. AREA
In May, 2009, MTA Maryland put out a request for
proposals for a new rail operator to take over the operations of the Camden and Brunswick Lines from CSX,
which had expressed its intent to get out of the passenger business. However, on November 15, 2010, the
contract was withdrawn prior to the bids being opened
because the state decided that the level of competition
was insufficient. The contract will be re-bid in the future.
In the meantime, CSX is under contact until 2012 and
will continue operating the two lines but at an additional
$1 million cost to taxpayers. Thanks to member Steve
Erlitz for this news.
TAMPA, FLORIDA
On December 6, ahead of its December 15, 2010
opening, member Dennis Zaccardi and his son visited
the Whiting Street Extension and found that everything
seemed to be completed except for placement of
benches.
CLEVELAND, OHIO
(Continued on page 11)
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Member Andre Kristopans reported that after carefully
investigating, he found that the Waterfront LRT went to
weekdays only on April 4, 2010 (December, 2010 Bulletin). On August 22, there was just a minor schedule
change. Additionally, service was cut from "full service"
to weekday rush and weekend daytime November 9,
2008.
CHICAGO, ILLINOIS
Metra ridership declined on seven of the eleven lines
during September, 2010, due to the recession and unemployment. The largest decline (10%) occurred on the
UP North (Kenosha) Line, where the ill-fated schedules
with the single-tracking finally had to be withdrawn.
These comparisons were made to September, 2009
ridership.
Based on the emails of nearly 1,000 people, Metra
plans to test Quiet Cars this month on the Rock Island
District. The policy will be in effect between 6-9 AM and
3:30-6:30 PM in the first and last cars of each train. The
reason that this line was selected is that it is owned by
Metra and is self-contained with a downtown station and
yard that is not shared with other lines. With the addition of Metra and MBTA (please see above), of the six
largest commuter systems, only the MTA railroads,
LIRR and Metro-North, do not yet have such a program.
SEATTLE, WASHINGTON
An across-the-board 25-cent fare increase was implemented on January 1, 2011. There was also a change
in the use of bus transfers, which limits their use on
neighboring transit systems.
PORTLAND, OREGON
Civic Center Drive in Gresham became TriMet’s 85th
MAX station when it opened on December 1, 2010. It is
located between the Gresham City Hall and Ruby Junction/E. 197th Avenue stations. Planned since 1997, construction of this $3 million station was deferred until
there was enough development and density in the area
to support it.
SAN FRANCISCO, CALIFORNIA
Beginning January 3, 2011, Phase Two of the California Cable Car Infrastructure Improvement Project
caused a six-month closure. In this phase, SF Muni and
the Department of Public Works will replace aging underground components and repave 17 blocks between
Drumm Street and Van Ness Avenue. Look for a July reopening.
On December 6, 2010, SF Muni and the Market Street
Railway Company unveiled PCC 1071, the first of 16
PCCs that are being rehabilitated by Brookville Equipment under an $18.7 million contract. Ten cars from this
group were originally purchased by the Twin City Rapid
Transit Company, which sold 30 to Public Service Coordinated Transit in 1953. PSCT eventually became NJ
11

Transit, which sold the 11 PCCs in 2004. This project is
part of a larger $31.5 million fleet expansion program
that calls for overhauling 26 additional historic cars. The
project is expected to be completed in two years.
Thanks to Progressive Railroading for this news.
LOS ANGELES, CALIFORNIA
The much-awaited debut of Metrolink’s cars with
crash-resistant technology occurred on December 9,
2010. Metrolink has dubbed these stainless steel bilevel Rotem-built cars as “Guardian.” Ten cars entered
service across the Metrolink system, and as more cars
are approved for service, they will be used to augment
Metrolink’s current fleet. All 137 cars are expected to be
in service by late 2012.
OCEANSIDE, CALIFORNIA
Steve Erlitz reported that while driving on I-5 in December, 2010, he spotted 6-7 NJ Transit Comets still
with NJ Transit markings in the Coaster yard.
HONOLULU, HAWAII
According to a study completed last month, the cost of
building Honolulu’s light rail system will be at least $7
billion, not the $5.27 billion that was estimated by the
city. This determination was based on the theory that
construction and operating costs will replicate the experience of many peer projects in cities without previous
rail development, or the optimistic federal fund assumption will not be fully realized. Thanks to member David
Erlitz for this news.
TORONTO, ONTARIO, CANADA
On November 22, 2010, the Toronto Transit Commission awarded a US$274 million contract to extend the
Yonge-University-Spadina Line 1.6 miles from Downsview and build two stations: Sheppard West and Finch
West. Construction was to begin immediately, with an
expected late 2015 opening. Future contracts will extend the line 3.7 miles and add four stations: York University, Steeles West, Highway 407, and Vaughn Corporate Centre.
By the end of this year, GO Transit plans to extend the
Georgetown Line to Kitchener-Waterloo, Guelph, and
Acton with two morning and two evening trains. Some
new infrastructure is being built, including a storage facility in Kitchener and ticketing service at new stations in
Acton, Guelph and Kitchener. This extension, which will
cost $18 million, adds 33.5 miles to the system.
FROM THE HISTORY FILES
80 Years ago: Between January 6 and January 25,
1931, the Lackawanna Railroad initiated electric service
to Gladstone and extended electric service to Dover.
50 Years ago: On January 24, 1961, the final “Almond
Joy” cars for Market-Frankford Elevated service arrived.
Philadelphia’s own Budd Company constructed 270,
which ran until they were replaced by the ABB-built M4s at the end of 1999.
News items and comments concerning this column may be
emailed to NYDnewseditor@aol.com.
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Around New York’s Transit System
New Transfer Point in Downtown Brooklyn
On December 10, 2010, a new free transfer connection was opened between the Jay Street ACF station
and the Lawrence Street NR station. It is anticipated
that 35,000 passengers will use this connection each
day.
The north end of the Lawrence Street station is only a
short distance from the Jay Street station. Two escalators, one stairway, and an ADA elevator were installed
at this connection.
The Jay Street-Borough Hall station, newly renamed
Jay Street-Metrotech, was rehabilitated. Two ADA ele-

vators were installed, the fare controls at the south end
of the station were rearranged, and the power supply
was upgraded. New lighting a new communication system, new flooring, and new wall tiles were installed. Additionally, the Lawrence Street station was renamed Jay
Street-Metrotech, so the entire complex is known by
one name.
Next year, two new free transfer points will be placed
in service — Broadway-Lafayette BDFM to uptown
6 at Bleecker Street, and 7 at 45th Road-Courthouse
Square to G at Court Square.

IRT Avoided Bankruptcy 90 Years Ago

114.70. Very frequent service was provided by 4,148
cars, whose age was shown in the table on the left below. Average speed was 16.7 miles per hour.
From 1910 to 1916, the average wages of employees
rose one cent or less each year. It rose slowly during
the wartime years and rapidly as a result of the postwar
inflation (see table on right below).
Because the company was not allowed to charge
more than five cents, it had difficulty making a profit. To
remain solvent, IRT’s engineers used the latest technology to perfect several labor-saving devices, which will
be described in the next issue.

(Continued from page 4)

vated riding declined appreciably. In 1922, there were
25,775,835 riders less than the previous year, compared to 1921, which showed a slight gain over 1920.
The Sixth Avenue Elevated, which was only a short distance from BRT’s Broadway Subway, lost nearly 11 million passengers while BRT’s subway line gained more
than 15 million passengers. It is believed that many elevated passengers eventually preferred the subway.
In 1921, IRT operated a large rapid transit railroad.
Miles of road were: subway 72.82; elevated 41.88; total
YEAR

NUMBER OF IRT CARS BUILT

Prior to 1890

717

1891-5

169

1896-1900

—

1901-5

1,220

1906-10

325

1911-6

931

1917

309

1918

477

1920-1

—

TOTAL

4,148

AVERAGE HOURLY WAGE OF EMPLOYEES (CENTS)
YEAR

MOTORMEN

CONDUCTORS, GUARDS,
AND TICKET AGENTS

1916

28.67

24.63

1917

30.99

27.52

1918

33.98

28.53

1919

47.43

41.28

1920

61.88

55.03

1921

65.31

57.27

SUBDIVISION “A” CAR ASSIGNMENTS
CARS REQUIRED DECEMBER 12, 2010
LINE

AM RUSH

PM RUSH

LINE

AM RUSH

PM RUSH

1

340 R-62A

290 R-62A

5

330 R-142

330 R-142

2

330 R-142

330 R-142

6

400 R-142A

400 R-142A

3

250 R-62

240 R-62

7

352 R-62A

330 R-62A

4

240 R-142, 110 R-142A

240 R-142, 100 R-142A

S

10 R-62A

10 R-62A
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LATE DECEMBER BLIZZARD PARALYZES
METROPOLITAN AREA
by Bernard Linder and Randy Glucksman
On mid-Sunday morning, December 26,
2010, it began with light snow flurries, but by
the time it ended the next afternoon, it was
rated as the sixth worst storm to hit the metropolitan area. This storm was certainly one
for the history books. The snowfall amounts
ranged from 12 to 32 inches (Rahway, New
Jersey), but with the high winds, the drifts
accumulated to several feet. As could be expected, the railroads were especially hard hit,
and below are summaries of each. It should
be noted that railroad crews worked around
the clock to restore service.
MTA LONG ISLAND RAIL ROAD
It is almost unbelievable, but there was a
period of time during the blizzard when there
were no LIRR trains in service. Service was
suspended at 10:30 PM Sunday. Tickets
were being honored by New York City Transit
at New York Penn Station, Atlantic Terminal,
and Jamaica. The railroad has a policy that it
will not operate when snow accumulates
above 10-13 inches to prevent trains being
stuck on the road. That said, there was a report that 11 trains never made it to their terminals and were returned to the nearest stations or Jamaica, where passengers were put
on buses to their stations. Trains with heat
and light were available for those who were
stranded in New York Penn Station and Jamaica. Partial service returned to the Port
Washington Branch at 5:30 PM Monday, and
the following morning on the Ronkonkoma,
Huntington, and Babylon Branches. By evening, only the Far Rockaway, West Hempstead, Ronkonkoma to Greenport, and Spe1

onk to Montauk remained suspended. The
next morning Far Rockaway and West
Hempstead got their service back. As
Wednesday dawned, trains ran on all
branches, albeit with a few cancellations. Bus
service was provided east of Ronkonkoma
and Speonk. Rail service returned between
Speonk and Montauk on Wednesday evening, while the service from Ronkonkoma to
Greenport had to wait until Friday morning.
Member Larry Kiss and his wife were aboard
Train #203 (12:41 PM Greenport/
Ronkonkoma) when he overheard the Conductor telling a passenger that it was a lastminute decision at 3 AM to restart train service. In fact he said that the replacement bus
for the first trip out of Greenport had not been
cancelled and was waiting at Greenport.
MTA METRO-NORTH RAILROAD
At 5 AM Monday, with a Sunday schedule
in effect, service was suspended on the New
Haven Line due to equipment and switch failures related to the blizzard. The Harlem Line
was next at 8:30 AM. At 9:30 AM, all service
was halted while crews worked to inspect
switches in the Bronx. There were hourly departures to Poughkeepsie at 12:45 PM,
Southeast at 12:48 PM, and New Haven at
12:52 PM, making all stops. Inbound service
resumed at roughly the same time, also making all stops. On Tuesday, a Saturday schedule was in effect. Normal service resumed on
Wednesday morning.
NJ TRANSIT
An “enhanced” weekend schedule was in
(Continued on page 6)
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BROOKLYN’S LITTLE BIRNEY CARS
by Bernard Linder
were renumbered 7200-5 in 1919 and were operated on
the Nortons Point Shuttle and Gravesend Avenue Lines.
The following cars were sold to F.B. Cutter Company
of Terre Haute, Indiana on May 18, 1923, which sold
them to several street railways: 7001, 7005, 7008,
7022, 7025, 7027, 7030, 7031, 7056, 7062, 7070, 7072,
7074, 7076, 7078, 7079, 7082, 7094, and 7101-7.
The following cars were renumbered to fill in the missing numbers in the 7000-99 series:
The new roster was 7000-82, 7108-7205.

The Birney car, named after Charles Birney, the master mechanic of the Stone and Webster Engineering
Corporation, was a one-man, single-truck lightweight
car. It was developed about 1915 and was usually purchased by companies that could not afford a doubletruck car.
The safety equipment in most Birneys included a combination brake, sander, and door operator with deadman controls. We do not know whether this type equipment was installed in the Brooklyn cars.
Birney was able to produce a lightweight car by specifying an arch roof instead of a deck roof and using steel
instead of wood.
In 1919, Brooklyn Rapid Transit wanted to convert its
lightly travelled lines to one man and replace its oldest
single-truck cars. Instead of converting two-man to oneman cars, the company decided to buy one-man Birney
cars, which cost only $5,680 each. The company hoped
that it would attract additional riders by running these
small cars more frequently than the large cars.
Like all single-truck cars, Birneys were rough riding.
We never rode the Brooklyn Birneys, but we rode Third
Avenue’s 100-series single-truck cars, whose front and
rear platforms bounced up and down as soon as the car
picked up speed. Passengers sitting in the center of the
car were not as uncomfortable.
Before ordering several hundred cars, Brooklyn Rapid
Transit tested six demonstrators. Cars 341-345 and
350, built by the American Car Company in 1918-9, arrived in Brooklyn on February 23, 1919. One car was
placed in service at 9 AM February 23 on the 65th
Street-Fort Hamilton (Third Avenue) Line. Three others
were operated later in the day. At 5:50 AM the next day,
three cars were placed in service and ran all day. Running time was 12 minutes with 3 minutes layover for
changing ends, raising and lowering trolley poles, and
reversing cross seats. Because the cars were smaller,
service was increased from a 5– to a 3½-minute headway in the rush hour and a 10– to a 7½-minute headway in non-rush hours.
These six demos were sold to the Connecticut Company in early 1920 after the 7000s entered service.
The first shipment of the 7000s arrived in Brooklyn
during the week of December 14, 1919. Roster is as
follows:
CAR NUMBERS

MANUFACTURER

YEAR

7000-7199

J.G. Brill Company

1919

7200-7205

Cincinnati Car Company

1918

ORIGINAL
NUMBER

NEW
NUMBER

ORIGINAL NUMBER

NEW NUMBER

7083

7082

7092

7031

7084

7079

7093

7030

7085

7078

7095

7027

7086

7076

7096

7025

7087

7074

7097

7022

7088

7072

7098

7008

7089

7070

7099

7005

7090

7062

7100

7001

7091

7056

Car 7068 was rebuilt to surface rail grinder on September 30, 1930 and was renumbered 9998. It was
scrapped March 26, 1955.
Car 7082 was rebuilt to rapid transit rail grinder on
September 30, 1930 and was renumbered 5004. It was
scrapped in July, 1954.
Car 7203 was sold to Bush Terminal Railroad on May
31, 1933.
Scrapping dates are as follows:
YEAR

(A)
(B)

NUMBER OF CARS
7000S

7100S

7200S

1923

18 (A)

8 (A)

—

1932

7

3

—

1933

31

9

6 (B)

1934

25

24

—

1935

9

13

—

1937

8

43

—

1954

1

—

—

1955

1

—

—

Sold to dealer
Includes one car sold to Bush Terminal Railroad

Because they were flimsy and rough-riding, most Birneys were scrapped long before the older, heavier, and
smooth-riding double-truck cars.
(Continued on page 3)

Cars 7200-5, which cost $5,500 each, were purchased November 29, 1918 by the South Brooklyn Railway Company. Original numbers were 7000-5. They
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Brooklyn’s Little Birney Cars
(Continued from page 2)

A Birney demonstrator on the Third Avenue Line in 1919.
Bernard Linder collection

A Birney car on the Williamsburg Bridge during municipal operation
(1923-31).
Bernard Linder collection

Birney 7141 in 1921.
Bernard Linder collection

Birney 7141 at Second Avenue and 58th Street in 1921.
Bernard Linder collection

Bush Terminal Birney 1 (ex-BMT 7203) at 43rd Street Yard in
December, 1934.
Bernard Linder collection

Interior of Birney 7026.
Bernard Linder collection

(Continued on page 4)
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sengers was 4 and the maximum was 24 in 1921 and
28 in 1922. The fare was only two cents. Passengers
were lucky that the company subsidized this deficit.

Brooklyn’s Little Birney Cars
(Continued from page 3)

MUNICIPAL OPERATION ON THE
WILLIAMSBURG BRIDGE

BUSH TERMINAL RAILROAD COMPANY
This company was incorporated January 17, 1903.
Construction began in July, 1905 and was completed in
the fall of 1906. Operation began April 1, 1906. The
company operated an electric railroad principally to
transport freight between the buildings in the complex
and lighters in connection with interstate traffic. It was
awarded a franchise for the following route in Brooklyn:
From 28th Street and Second Avenue via Second Avenue, 41st Street, and First Avenue to 58th Street.
The company also operated trolley cars. We do not
know when this service began or ended, but we have
the following incomplete record from Public Service
Commission and Transit Commission reports:
CAR
NUMBER

MANUFACTURER

TYPE

YEAR
BUILT

REPORT DATE

1

Brill

Semiconvertible

1907

July 20, 1916March 12, 1923
reports

3

St. Louis

Closed

1912

July 20, 1916March 12, 1923
reports

579 (exBMT)

American
Car

Closed

1898

First listed July
15, 1923
Returned to BMT
June 30, 1924
report
Listed again
January 1-June
30, 1926 reports

2192 (exBMT)

Briggs Car
Company

Closed

1899

June 30, 1924July 24, 1925
reports
January 1-July 1,
1927 reports

1

St. Louis

N/A

1927

In service December 17, 1927
March 7, 1928January 18, 1933
reports

1

Cincinnati
Car Company

Birney

1918

(A)

Birney cars were operated by the city on the Williamsburg Bridge from 1923 to 1931 because BMT refused to
provide service. The company complained that through
service was operated at a loss. Local service was profitable, but the city collected the profits. Therefore, the
company refused to pay tolls amounting to $60,000 per
annum. By not paying the tolls, BMT diverted $231,317
in tolls. The city obtained a judgment, but was unable to
collect. The company was not required to run cars on
the bridge because it had no franchise, but had only a
permit.
Municipal operation began at 3:45 AM December 1,
1923 with 50 cars operating on a 30-second headway.
Fare was 3 tickets for a nickel. Transfers were not issued to BMT cars.
The city assembled a fleet of 53 second-hand cars,
including 20 box cars and 30 Birneys, 201-233, built by
Brill in 1921. The next day, the city operated only 130
cars per hour during rush hours, much less than the
174 cars per hour previously operated by BMT. There
was a 200 percent overload because the big BMT double-truck cars held almost twice as many passengers as
the single-truck Birneys. Many passengers who formerly
rode BMT trolley cars across the bridge took Third Avenue Railway cars or the train, which was overcrowded.
BMT trolley cars started crossing the bridge again on
February 15, 1931 and transfers were issued to all intersecting lines at Bridge Plaza.
The Birneys were sold to several street railways and
the 20 box cars were sold to the Eighth and Ninth Avenue Railroad Company.

(A) Car 7203 was sold to Bush Terminal May 31, 1933 and was
renumbered 1. It was operated only in rush hours from 58th Street and
First Avenue to 39th Street and Second Avenue until 1936 and was
probably the last trolley car operated by the company. It was
scrapped in 1940.

PASSENGER TRAFFIC STATISTICS
In 1921 and 1922, the company owned three trolley
cars operating on a 0.98-mile line, probably between
39th Street and 58th Street. The average number of pas-

Box car rebuilt by Second Avenue Railway for municipal operation
on Williamsburg Bridge.
Bernard Linder collection

4

NEW YORK DIVISION BULLETIN - FEBRUARY, 2011

OLD SINGLE-TRUCK CARS
(ALL PHOTOGRAPHS, BERNARD LINDER COLLECTION)

Single-truck car.

Interior of single-truck car 1141.

This was the first type of closed electric car, with a 12-foot body, 1892.

Interior of single-truck car 2382.

Mail car 216, built by the Brooklyn Heights Railroad in 1899.

Brooklyn Rapid Transit car 102.
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way and to Broad Street every 25 minutes. The Hudson-Bergen Light Rail was suspended until 2 PM Tuesday.
Bus service in New Jersey was suspended from Sunday afternoon until Tuesday morning.
JFK AirTrain service was suspended for several days.
The one time that I checked SEPTA’s website on Monday, Regional Rail was reporting 40-minute delays on
all lines except for the Cynywd Line, which was not operating. Member Bob Wright reported: “the snow event
did cause a number of problems on the transit system,
of course nowhere near what the New York area experienced. We got 12 inches in the immediate city area and
the net result was that most Regional Rail lines were
running with delays on Sunday and Monday. The Silverliner Vs were making a trip on my home line, Norristown, on Monday, and I was considering a ride, but the
snow took care of that. When I resumed regular riding
on Tuesday, there were many cars out of service and
short trains, but this seemed to be remedied by
Wednesday. SEPTA Transit was somewhat impacted
and a number of bus routes were detoured or shortened
until late in the week. The 36 trolley was not going beyond Elmwood Depot for a few days because of vehicles abandoned on Island Avenue.”
AMTRAK
Normal service between New York and Boston, which
was suspended on Monday, resumed on Wednesday.
MTA NEW YORK CITY TRANSIT
The blizzard deposited 20.1 inches of snow in Central
Park. Wind gusts reached 59 miles per hour at JFK Airport and the barometer was unusually low, under 29.00,
like the reading during a class 3 hurricane.
Because the National Weather Service originally forecast a light snowfall, city and transit officials were unprepared for the blizzard. When the revised forecast
predicted severe weather, they could not respond
promptly. Unfortunately, rail transit and vehicular traffic
were disrupted.
As soon as it started snowing, IRT cars were transferred from the yards to the underground express tracks
north of Times Square and Grand Central. Trains operating in the subway were unaffected by the storm and
trains operating on the structure kept running because
the snow fell through the ties. Service was curtailed or
discontinued on all or portions of 5, A, B, D, F, L,
M, N, and Q operating on the surface, embankment,
and open cut. There was no service to Coney Island,
Franklin Avenue, the Rockaways, or Dyre Avenue. Unfortunately, we were unable to find out when service
ceased or resumed. However, trains were probably running on all lines by December 30.
The Central Park record of 26.4 inches is still held by
the December 26-27, 1947 blizzard followed by 21
inches during the famous March 12-14 Blizzard of 1888.

Late December Blizzard Paralyzes Metropolitan Area
(Continued from page 1)

effect on all lines except for Atlantic City, which ran its
regular schedule. Passengers were instructed to use
January 17 (Martin Luther King, Jr. Day) as the basis for
what trains would operate. This amounted to a handful
of extra trains on all branches except for Atlantic City,
Main/Bergen, and Pascack Valley. Traveling into and
out of New York would prove to be difficult. Once at
work, I kept receiving email alerts about train delays.
Adding to the weather-related problems was a signal
problem, which began after 4 PM and soon caused a
suspension of service between New York and Newark.
Passengers were told to go to Hoboken. NJ Transit tickets were being honored. PATH was not operating its
normal schedule, and although I thought that I had allotted sufficient time for the 14-minute ride between 33rd
Street and Hoboken, with the extremely crowded train
and increased dwell times at the intermediate stations,
a group of passengers including me missed our train by
about one minute. I found out that the NJ Transit personnel on duty at Hoboken had not communicated with
PATH regarding the very limited schedule that they
were operating and so no trains were held. At that time
of day on most lines there are one-hour headways. The
next train, although scheduled to depart from Hoboken
1 hour and 9 minutes later, actually left 1½ hours later
due to late arrival of the train and its crew. It was one
trip home that I will not forget.
On Tuesday, the same “enhanced” weekend schedules were in effect and ridership was significantly
greater. All four trains that I rode were extremely
crowded, from the 4-car Pascack Valley Line to the 9car multi-level Northeast Corridor Line. I barely made it
on to the train at Secaucus Junction for the short ride to
New York Penn Station. Thankfully, the regular schedules returned on Wednesday and it was once again a
pleasure to ride the train.
PORT AUTHORITY TRANS-HUDSON RAILROAD
On Monday morning at 1:44 AM, PATH service was
limited to Grove Street via Hoboken to 33rd Street and
Grove Street to World Trade Center on 30-minute headways. Shortly after 10 AM, the service plan was modified so that trains ran between Journal Square and
World Trade Center. Starting at 6 AM Tuesday, trains
were operating on 10-minute headways. (Under normal
conditions, peak hour headways range from 4-6 minutes depending on the line.) Due to the lack of service
at Newark Penn Station, passengers were advised to
use NJ Transit to reach New York. Regular service returned on December 29.
MISCELLANEOUS
During the blizzard and its aftermath, during daytime
hours, Newark Light Rail operated between Grove
Street and Newark Penn Station on a 10-minute head6
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...AND ANOTHER MAJOR SNOWSTORM
by Randy Glucksman
(Bombardier coaches) were sent to the New Haven
Line to replace aging M-2s. A couple of “mini-Bomb”
sets were held as reserve trains for use as fill-ins for
those sets. My son Marc observed one of these, a 3-car
train powered by one of the Metro-North Brookville engines, at Marble Hill late Wednesday night. With the
Hudson & Harlem M-7 fleet being reasonably reliable in
heavy snow and the New Haven EMU fleet being so
vulnerable, all of the longer push/pull sets were sent to
New Haven, which totaled 6 sets of equipment to utilize
in place of the EMUs. On Wednesday, an all-diesel
shuttle service operated between New Haven and
Stamford, with EMUs operating to Grand Central Terminal. Regular weekday schedules were back in effect the
next morning, except for Waterbury, where busing continued through Thursday. On Friday, the rail service returned.
NJ TRANSIT
The regular weekday schedule was operated, but it
was anticipated that Wednesday morning service would
also operate with possible delays. The first change was
to cancel all 3500-series (South Amboy) trains. Passengers were picked up by Woodbridge Expresses. Also
canceled was Train #872 (6:43 AM Hackettstown/
Hoboken). During the peak hour, 20-minute delays were
reported, and by late morning, trains were reported as
operating on or close to schedule.
PORT AUTHORITY TRANS-HUDSON CORPORATION
Starting at 7 AM, PATH went on 10-minute headways
instead of its usual 4-6-minute headways. At 9:30 AM,
the regular schedules went back into effect.
AMTRAK
Ahead of the storm, five southbound and four
northbound Empire Service trains were canceled. At
11:30 AM, Northeast Corridor service was suspended
between New York and Boston due to a fallen tree near
Sharon, Massachusetts that damaged the catenary
wire. Amtrak also suspended service on its “Inland
Route” via Springfield. Normal service resumed the next
day.
MTA NEW YORK CITY TRANSIT
Subway service was not curtailed.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
Twenty-minute delays were reported on the Green
Line. However on the D/Riverside Line, for a period of
time, buses replaced the trolleys between Riverside and
Reservoir due to a fallen tree. There were no reported
delays on the Red, Orange and Blue Lines.
PHILADELPHIA, PENNSYLVANIA
The only delays and cancellations that were reported
occurred on a number of bus lines.

Over the weekend of January 8-9, meteorologists
were predicting a significant snowfall, and as Tuesday
approached, the predictions wavered and finally settled
at 12”-14”, with higher amounts in eastern Long Island
and Connecticut. When it was all over, Central Park
recorded 9.1 inches. Here is a sampling of the amounts
around the region: New Jersey (New Brunswick) 16
inches and Connecticut (North Haven) 29.5 inches.
Tuesday evening, January 11, all railroads operated
their normal schedules. Below are details on how the
service operated during this storm.
MTA LONG ISLAND RAIL ROAD
In anticipation of the snowstorm, which, when compared to the one of December 26-27, 2010 (cover
story), amounted to almost nothing, LIRR operated additional trains on the Port Washington (1), Port Jefferson (3), Far Rockaway (1), and Babylon (3) Branches.
These trains are the same ones that operate on Holiday
Eves.
In order to protect trains from becoming snowbound
out east, there was no train service east of Ronkonkoma and Speonk. Buses were provided east of Speonk
starting with Train #2720 (8:53 PM Jamaica/Montauk).
On Wednesday, January 12, 23 westbound peak hour
trains were canceled on all branches plus two reverse
peak trains (one each from New York Penn and Atlantic
Terminal). Throughout the day there were additional
cancellations. Montauk train service was restored
Wednesday night with the departure of the 8:53 PM
train (the same one that had been cancelled the previous evening). Earlier, buses replaced some rail service
due to winter storm conditions. Remember that LIRR
does not run trains when the snow accumulates to 1013 inches. Rail service east of Ronkonkoma occurred in
time for Thursday morning's rush hour. However, a few
hours later, buses replaced the midday trip between
Greenport and Ronkonkoma due to snowdrifts.
MTA METRO-NORTH RAILROAD
On Wednesday, a Sunday schedule was in effect, except for the Waterbury Branch, where there was no service. Special timetables, available on the Internet, were
issued for Metro-North’s connecting services: Newburgh-Beacon Ferry, Haverstraw-Ossining Ferry, and
Hudson Rail Link (serving Riverdale and Marble Hill).
This was done because a Sunday train schedule was in
effect, and those services do not operate on Sundays.
Between 8 and 10 AM, service was suspended on the
New Haven Line east of Stamford due to a disabled
train at Bridgeport. While that was going on, the Danbury Branch was closed due to snow conditions in Danbury.
In order to protect service, 7-car trains of push/pulls
7

NEWYORK
YORKDIVISION
DIVISIONBULLETIN
BULLETIN- FEBRUARY,
OCTOBER, 2000
NEW
2011

Commuter and Transit Notes

No. 267
by Randy Glucksman

the council, ably led by Jim Cameron of Darien, has
fought for new rail cars, much-needed station improvements and better station parking, and fought against
steep fare increases. The council is in part responsible
for increases in transit ridership, which lowers pollution
and energy use and encourages transit-oriented development in towns lucky enough to be served by transit.”
Congratulations to the council.
MTA LONG ISLAND RAIL ROAD
Over the first weekend of 2011, a problem with Sprint
communication lines rendered LIRR’s TVMs unable to
process credit or debit card transactions. Passengers
were told to use cash at these machines. Metro-North
was also affected.
An email that I received reported that 760 LIRR M-1s
were purchased by Bombardier and removed on the
same flat cars that delivered the M-7s. The first 350
went to Mexico and the rest to Quebec, Canada. MetroNorth disposed of its 178, which went to Ohio for scrapping.
NJ TRANSIT
Where have all of the ALP-44s gone? During December and January, I did not see any, as all Northeast Corridor trains that were not Arrow-IIIs were powered by
ALP-46s. According to one Engineer I asked, “They’re
still around.”
Between December 27 and 31, 2010, Trains #3922 (7
AM Trenton/New York Penn), #3126 (7:36 AM New
Brunswick/New York Penn), and #3218 (6:27 AM Long
Branch/New York Penn) did not operate.
On December 31, 2010, a modified weekday schedule
was in effect with additional eastbound service on all
lines to New York Penn Station between 10 AM and
noon. In addition, four Northeast Corridor, two North
Jersey Coast Line, three Raritan Valley, and one Morris
& Essex Lines train did not operate due to weatherrelated issues. On New Year’s Eve, many lines had special late-night trains.
Unanswered in last month’s Bulletin was the disposition of the 60 Arrow-IIIs that will not be rebuilt. Member
Jack May learned that they will be offered for sale. Another recipient of the email suggested that SEPTA might
purchase them, as they are newer than any of SEPTA’s
MUs. The Silverliner IVs are the equivalent of an Arrow
II in terms of age.
During late December, members Larry Kiss and Barry
Zuckerman took a ride to Hackettstown via the Morris &
Essex Lines. At Port Morris, which is west of Netcong,
they observed a group of Comet-Ibs (former Arrow-Is).
In connection with the expansion of “Quiet Commute
Cars” (January Bulletin), which began January 3, I

MTA METRO-NORTH RAILROAD (EAST)
When the October 17, 2010 timetables were issued,
included were a number of peak hour trains that were
not scheduled to operate between December 27 and
30. Additional trains were scheduled later in the morning.
The 2010 edition of the New Year’s Weekend Timetable was exactly that – Christmas was not included. I
checked my timetable collection for the last time that
New Year’s Day occurred on a Saturday, and it was in
2004. At that time, Christmas week was included. Because of the post-New Year’s Eve extra service, MetroNorth, for at least this one day, became a 24-hour railroad.
If you were in Grand Central Terminal during the holidays, you might have noticed that the laser show on the
ceiling was not there. Well it turns out that you were not
alone because this very question was sent to
fyi@nytimes.com. The answer is that no sponsor could
be found for the event, which had been presented since
1998. In 2009, also absent a sponsor, Metro-North paid
the almost $200,000 cost. However, this year, given the
economic problems facing MTA, it was felt that absorbing the cost would send the wrong message.
For the second consecutive year, new timetables without the Christmas-New Year’s extra service were not
issued.
MTA METRO-NORTH RAILROAD (W EST)
The locomotives in the west-of-Hudson engine fleet
that were not overhauled under the program, which was
done several years ago, are in the process of having
that work done. All are model F-40 and will continue the
4900-series, which previously ended at 4906. 4907-10
were formerly 4191-4, while 4911-4 are ex-NJ Transit
4115, 4116, 4123, and 4125.
Last year, the icing of the Hudson River affected the
Newburgh-Beacon Ferry on January 5. This year, service was suspended on January 17, with bus service
replacement. So far, the Haverstraw-Ossining Ferry,
which is 28 miles south, was not affected.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
A New Shore Line East schedule with minor changes
was issued effective December 13, 2010, replacing the
October 18, 2010 edition. This was the seventh one for
2010. Thanks to member David Cohen for sending copies.
In this column I have written about the Connecticut
Rail Commuter Council, who are advocates for MetroNorth and Shore Line East commuters. The council,
which was created by the Connecticut General Assembly, recently celebrated its 25th anniversary. According to
The Hartford Courant, “Over the past quarter-century,

(Continued on page 9)
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May 13. This is due to low ridership. Member Bob Vogel, who has frequently photographed the train, wrote
that he had purchased a ticket for the “last train” on
January 9 the previous week when it was $29. Earlier in
the week it the price was $39 and on January 7, $49.
PORT AUTHORITY TRANS-HUDSON CORPORATION
The same email cited above (please see LIRR) reported that the PA-1 to PA-3s are being flat-bedded to
Ashtabula, Ohio for scrap. Two PA-4s are destined to
Branford, 18 will be retained for work trains, and 74 are
being sold to Kawasaki, which will ship them to Lima,
Peru either for rebuilding for a transit system or scrapping. Kawasaki delivered 94 PA-4s between June, 1986
and December, 1987.
As of January 11, the Pavonia/Newport station has
been renamed “Newport.” According to Port Authority
spokesman Ron Marsico, “the name change is just one
of many changes being implemented as part of the
PATH modernization project and was done for simplicity's sake.” New blue signs with “Newport” were installed, and changes have also been made to the automated voice announcements. The name change, he
said, “would also make a stronger tie-in with the Newport Mall shopping center.” NJ.com reported that
Pavonia means “land of the peacock” and was part of
New Netherland, the first European settlement on the
west bank of the Hudson River.
There were comments on the Internet citing the loss of
the “history” associated with this change. Opened on
August 2, 1909 by the Hudson & Manhattan Railroad
(H&M), it was originally named Erie Station and enabled
passengers arriving upstairs at the Erie Railroad passenger terminal to use the Erie’s own ferries or H&M to
reach New York City. In late 1956, the Erie started shifting its trains to the Lackawanna’s Hoboken Terminal.
Pavonia closed on December 29, 1958.
METROPOLITAN AREA
Walkway Over the Hudson, the now-pedestrian bridge
over the Hudson River, which opened on October 3,
2009, has recorded more than 750,000 visitors, including yours truly and his wife (October, 2009 Bulletin).
The non-profit group of the same name that operates
the bridge has applied for a $10,000 grant to be used to
train volunteers who would provide information to visitors and lead tours that would be on this ex-New Haven
Railroad bridge.
MISCELLANEOUS
Eugene K. Garfield, who started the Auto-Train and
the Florida Fun Train, died on December 26, 2010, at
the age of 74. According to his obituary in The New
York Times, while he worked for the Transportation
Department in the Johnson Administration in the 1960s
he conducted a study for that agency for an auto-ferry
service between the northeastern United States and
Florida. The conclusion was the service could be potentially profitable. After President Johnson decided not to

Commuter and Transit Notes
(Continued from page 8)

heard PA announcements being made on eastbound
trains leaving Secaucus and on westbound trains departing from New York Penn Station informing passengers of the location of these cars (first and last) and the
requirements for being in those cars. Some crewmembers even went so far as to identify the car numbers.
This initiative is in effect weekdays between the hours
of 6-10 AM and 4-8 PM on Midtown Direct, Morris &
Essex, Northeast Corridor, North Jersey Coast Line,
and Raritan Valley trains, essentially the entire Northeast Corridor.
A Newark Light Rail timetable was issued effective
January 8, which replaced the September 4, 2010 edition. There were a few minor changes to some weekday
trips.
On January 13, I was forwarded an email that announced that a ceremony to mark the opening of the
HBLR 8th Street extension was scheduled for January
31.
In a change from previous years, where the regular
schedule was used, an “enhanced” weekend schedule
was operated on January 17 (Martin Luther King, Jr.
Day). Please see the cover story for details.
Having canceled the ARC Tunnel project, Governor
Chris Christie put forward a plan on January 6 to fund
transportation projects. He has asked for $1.8 billion
from the Port Authority to pay for four highway projects.
$4.4 billion in bonds would be issued, that would be
repaid in equal payments over 30 years, and additional
funds would be diverted from the NJ Turnpike Authority.
The Governor would give $672 million annually to NJ
Transit and an additional $200 million would be spent
each year on local projects. Kate Slevin, the executive
director of the Tri-State Campaign, would prefer that
Governor Christie raise the state’s gas tax to pay for
road work.
Member David Safford sent this report: “The Philadelphia Inquirer, in a rather rueful editorial today (January
10), echoed my thoughts on Governor Christie's transit
funding program. Given Christie's commitment to keeping NJ's low gas tax low, it was possibly the best that
could be done in the short term, but it is still essentially identical to the funding system he excoriated during his campaign, and provides not even a hint of a
long term solution.”
What was described as a “glitch” caused a message
to display on NJ Transit’s website on January 13 that
the domain name was for sale. NJ Transit spokesman
Dan Stessel told the news media that the incident would
be investigated, but that it owns the name for the next
20 years.
A note on the ACES website advises that the company
is transitioning its service to a seasonal schedule and
will not operate from the weekend of January 14 until

(Continued on page 10)
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run for re-election, Mr. Garfield returned to the private
sector. His daughter was quoted as saying that, “he
came home one day and said to my Mom, I’m going to
run a train.” The Auto-Train Corporation operated between Lorton, Virginia and Sanford, Florida, a distance
of 855 miles, from December 7, 1971 until financial
problems caused it to end the service on May 1, 1981.
Amtrak restarted the service on October 30, 1983.
While the Auto-Train had been profitable for most of its
existence, Florida Fun Train was not, operating from
October 15, 1997 until September 17, 1998. Here is
another quote from his daughter: “He was a train nut.
He just loved trains. He had a little sign in his room that
said: I Still Play With Trains.”
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
MBTA officials are looking at several options to avoid
raising fares. Under consideration are selling long-term
parking revenue to investors in exchange for a lump
sum, which could generate $325 million. This would
help close a projected deficit of more than $100 million
for the coming fiscal year. The “T” would also like to go
to a single Operator on the Red Line. (On July 1, 2010,
the Orange Line was converted to Single Person Train
Operation (SPTO), something the Blue Line has had
since about 1996.) Machines would replace parking lot
staff, and in-house personnel would do some presently
contracted maintenance work. Under the proposal, a
subsidiary would be created to sell most or all of that
projected parking revenue for a set period, e.g., 20 or
25 years, as tax-exempt debt, in exchange for an upfront payment of perhaps $250 million to $325 million.
The “T” would retain control over its garages and lots,
including the ability to set the parking fee, and would
also collect any annual surplus that comes in on top of
the parking revenue guaranteed to investors. About
46,000 parking spaces in 100 garages are owned by
MBTA.
Last year, MBTA had successes with IPhone and Android phone apps when the agency put out real-time
information displaying when the next bus or subway
train would be arriving. In the first quarter of this year,
the plan is to launch the commuter rail version. This
year, MBTA would also add countdown information for
its subway lines. Thanks to member Todd Glickman for
these reports.
LINDENWOLD, NEW JERSEY
Bob Wright also reported: “the 10% PATCO fare increases that were scheduled for January did not occur. PATCO and its parent, the Delaware River Port Authority (DRPA), are enduring a good deal of political
gamesmanship these days and the scheduled bridge
toll increases and PATCO fare hikes were delayed, possibly until September, while the political machinations
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continue.”
PHILADELPHIA, PENNSYLVANIA
Here is more from Bob: “The Silverliner Vs continue to
show up in revenue service on various lines. SEPTA
has published a schedule of where they will be on its
website, although they don't always follow this. On December 15 they were supposed to make an evening
rush hour run on Chestnut Hill West, but I saw them at
30th Street on a Newark, Delaware train, and the same
run scheduled for December 29 had Silverliner IIs subbing for them. They did not run Christmas Eve or the
following weekend. There are still a few minor teething
problems being worked out. The second set of cars
(703 and 803-4) were supposed to be moved from the
Rotem facility in South Philadelphia to Wayne Junction
on December 26, but the snowstorm canceled that, and
they were finally moved December 29. Whether they
will run as a separate 3-car train or be coupled up with
the currently in-service cars to make some rush-hour
runs remains to be seen. The Silverliner Vs have 2-2
seating between the doors and 3-2 seating from each
door to the car end, with the exception of a longitudinal
seat next to the left-side door (don't recall if this is at
both ends of the car), which folds up for wheelchair accommodation. This is a deliberate reduction of seating
capacity because, as we know if we are riders, the 3seaters only get fully used in crush load situations (the
'dreaded middle seat'). I can't say it's SEPTA’s official
policy, but trains do seem to have cars assigned to account for this now, so the effective capacity of a 3-car
Silverliner V train compared to the same length of
Silverliner IVs is probably comparable. I do know one
issue that may come into play is the crew size, where
each Silverliner V car may need a Conductor to watch/
tend the traps — on the Silverliner IIs, IIIs and IVs, a
Conductor is usually expected to cover 1½ cars, so a 3car train of Silverliner Vs may need one more Conductor than a 3-car train of IVs. We shall see.
“The new Frankford/Girard loop for Route 15 is taking
shape — I walked on Frankford Avenue last week (first
week of January) and noticed that all track is in and
paved, for the most part (some paving remains to be
done adjacent to the outer rails on Frankford Avenue
and in the loop area). Poles are up except in the loop
area and many span wires and hangers are in place,
waiting for trolley wire to be installed. Our recent and
expected snow may delay this to some extent, but the
new segment of line is pretty far along and could probably be operational within a month.“
Member Charles Anderson wrote that I should have
mentioned in the report that appeared in last month’s
column that the primary reason that the Route 15 loop
was constructed is that a total reconstruction of I-95
from the New Jersey to Delaware borders is now underway. He writes: “The interstate in the immediate area is
elevated and will require substantial reconstruction...
(Continued on page 11)
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beyond that normally encountered. Within a half-mile,
Girard Avenue turns left into Richmond Street, which is
directly adjacent to the elevated I-95 ROW. Since
this area is difficult, it will be the initial part of the highway’s reconstruction. Richmond Street will be shut
down for the duration, resulting in the need for a new
‘turn-back loop’ to temporarily replace the existing loop
at Richmond & Westmoreland. In addition, I-95 traffic
will be seriously impaired and will be diverted to Columbus Boulevard, thus making a difficult situation impossible for a year or more! I wouldn't want to be
in a position to cross the street from the trolley to the
casino!”
Dave Safford sent the following two reports: “Another
dream ends: the imposing, yet graceful, ex-PRR Manayunk bridge over the Schuylkill, for decades the key to
SEPTA’s planned extension to Reading, will become
another foot/bicycle trail. The right-of-way from the end
of service at Cynwyd is already cleared for rail use, and
will now be extended over the bridge through Manayunk
to tie in with an existing riverside trail which is largely
also on old Pennsy right-of-way. With the Schuylkill
bridge in Reading already a trail (a major roadblock to
the extension to begin with), this appears to drive the
final nail in its coffin. The extension has been delayed
for over twenty years, despite heroic efforts from transit
and governmental personnel, by a persistent lack of
funding for transit projects.
“FAA has given final approval to a $5.2 billion expansion plan for the Philadelphia Airport. The plan includes
provision for an ‘automated people mover’ between the
existing airport terminals and a new commuter terminal
to be located some distance to the northeast. It is unclear how this would interface with the existing Airport
regional rail line, which currently terminates at Terminal
E, never having been extended to serve terminal F. I
was unable to find any other details of this project.”
From Cinders: A general reissue of Regional Rail
timetables will take place on March 13. However, beginning on March 6, seven Sunday round-trips between
Wilmington and Philadelphia will be added to take advantage of the opening of the annual Philadelphia
Flower Show. These are the same trains that operate
every two hours between 8:36 AM and 8:36 PM on Saturdays. Funding is provided by the state of Delaware.
Norristown High Speed Line timetables will display the
inbound and outbound trains on the same side of the
timetable rather than the back-to-back format. Other
notable changes will be reported when known. Among
the better performing SEPTA routes are MarketFrankford and Broad Street Lines where the operating
ratio (OR) is 45%; Warminster, 54%; and Media-Elwyn,
63%. To meet heavy ridership demand, a seventh MU
car has been added to Train #6576, The North Penn
11

Limited (5:12 PM 30th Street/Doylestown) on Monday
through Thursday afternoons.
PITTSBURGH, PENNSYLVANIA
Transit fares went up effective January 2. The base
fare is now $2.25 and the highest zone fare is $3.25, a
fifty-cent increase. The cost of a transfer went from 25
cents to $1. Member Mel Rosenberg, who gave me this
information, added that many bus routes have already
been eliminated (January Bulletin), but there are still
more to come. On the rail side, headways have been
lengthened. This is all due to financial problems.
In fact, on January 12, the Port Authority approved a
plan to reduce the current service levels by 15% starting
March 27. Twenty-nine routes will be entirely eliminated,
affecting 13,000 riders, about half of whom will shift to
other routes. The Harmar and Collier bus garages will
close, with a loss of 430 jobs.
WASHINGTON, D.C. AREA
On December 30, 2010, WMATA received a $150 million grant from U.S. Transportation Secretary Ray LaHood. These funds, along with an equal amount from
the states of Maryland and Virginia and the District of
Columbia, will be used to as follows: $79.3 million for
the purchase of 300 7000-series cars to replace the
original 1000-series cars and $44.4 million for track rehabilitation and for other infrastructure and safety improvements. The 1000-series cars were identified by
the National Transportation Safety Board as having contributed to the death of the Train Operator in the June
22, 2009 Red Line crash near the Ft. Totten station.
NORFOLK, VIRGINIA
“The Tide,” the 7.4-mile LRT, will not open in May. Already 16 months behind (as of January) and $106 million over budget, Hampton Roads Transit officials are
still expecting an opening this year, barring any unforeseen catastrophe. The latest problem to surface is the
upgrade of the communication system. Nonetheless,
beginning January 10, HRT increased testing of its cars
on Ballentine Boulevard to Newtown Road and from the
NSU station to the EVMC/Ft. Norfolk station.
ATLANTA, GEORGIA
On September 25, 2010, MARTA reduced rail service
by 14% and bus service by 10%. Not surprisingly, following a fare increase on October 3, 2009, rail ridership
declined by 37,000 and bus ridership by 325,000. Comparing these two months, these numbers are 0.5% (rail)
and 5.6% (bus) lower. Thanks to member Joe Canfield
for this report from The Atlanta Journal-Constitution.
CHICAGO, ILLINOIS
On January 10, the first day of the Quiet Cars program, Rock Island District commuters were no different
than other commuters as they welcomed the Quiet Cars
(January Bulletin). The first and last cars of all Rock
Island District trains between the hours of 6 and 9 AM
and 3:30 and 6:30 PM are the cars where commuters
are asked to refrain from using cell phones and other
(Continued on page 12)

NEWYORK
YORKDIVISION
DIVISIONBULLETIN
BULLETIN- FEBRUARY,
OCTOBER, 2000
NEW
2011
Commuter and Transit Notes
(Continued from page 11)

electronic media, to speak quietly, and to insure that
headphones cannot be heard by anyone else. By all
accounts, everywhere they have been introduced, riders
are pleased. According to an article in The Chicago
Tribune, it is an unqualified success and will likely be
extended to all 11 lines once the 3-month pilot program
is completed. Thanks to member Jim Beeler for sending
this report.
A factory will be built in Rochelle, Illinois to manufacture the $560 million, 160-car order of Highliners. Sumitomo and Nippon-Sharyo selected this location after
reviewing the proposals from 50 other sites. N-S will
invest $50 million and the State of Illinois an additional
$12 million to build the plant. The 400,000-square-foot
facility is expected to open in May, 2012 and employ
250 people. The first cars are expected to be delivered
in late 2012.
Testing of the train of ten 5000-series cars moved to
the Purple and Yellow Lines on January 17. It was most
recently on the Pink Line and previously saw service on
the Brown, Orange, Blue, Green, and Red Lines.
On January 8, a beta version of the CTA Train Tracker
was launched. Using a desktop computer or mobile
web-enabled devices, such as iPhones, BlackBerries,
or smartphones will provide estimated arrival times for
all eight rail lines. Thanks to Bob Hansen for these two
reports.
AUSTIN, TEXAS
The Lone Star Rail District is a public agency created
by the Texas State Legislature to study, plan, construct,
and operate a new 120-mile regional intercity passenger rail service (called "LSTAR") from Georgetown
through Austin to San Antonio. The agency recently signed a Memorandum of Understanding with the
Union Pacific Railroad to study an alternative through
freight alignment between Seguin and Taylor (dubbed
the "Austin Bypass") that will take 20 to 30 through
freight trains per day out of the current UP route between San Antonio and Austin (Austin Mainline 1 Subdivision) to open capacity for future LSTAR passenger
service. Future plans for passenger service include 15
to 20 round trips per day, featuring both local and intercity express trains. At the present time there is no date
when the service will begin due to unresolved items
such as freight relocation alignment and the Texas Department of Transportation’s completion of a comprehensive state Rail Plan.
SACRAMENTO, CALIFORNIA
The table for “Scheduled in 2011” in last month’s issue
contained an error. The first item – Sacramento —
should not have been written that it was an extension to
the Sacramento Airport, which eventually it will reach,
but as a 1.1-mile extension of the Green Line that will
not take place until mid-year.
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SAN FRANCISCO, CALIFORNIA
Weekend “Baby Bullet” service began on January 1,
with two trains in each direction. Trains #801 and 803
depart from the San Jose Diridon station at 10:35 AM
and 5:35 PM, while Trains #802 and 804 depart from
4th/Townsend in San Francisco at 11:59 AM and 6:59
PM. The intermediate stops are Sunnyvale, Mountain
View, Palo Alto, Redwood City, Hillsdale, San Mateo,
and Millbrae. The three-month pilot project has a goal of
attracting 1,000 riders each day.
With the contract with Amtrak, the current operator of
Caltrain service, expiring on June 30, last September
27, the Peninsula Corridor Joint Powers Board (JPB),
which owns and operates Caltrain, received proposals
from these firms: Keolis Rail Services America, Peninsula Corridor Rail Services (a joint venture of Amtrak
and Bombardier), Peninsula Rail Services (a joint venture of Rail America and RATP-Dev), Transit America
Services, Incorporated (a subsidiary of Herzog), and
Veolia. Amtrak, which has had the contract since 1992,
can continue to operate the service on a month-tomonth basis. JPB has conducted evaluations of each
proposal and conducted interviews with firms found to
be in the competitive range. The current timeline calls
for negotiations to be concluded in late spring and a
recommendation of contract award to be presented to
the board by early summer. The new contractor is expected to be on board by the end of the year.
Another change came to Caltrain riders on February
1, when 8-trip paper tickets were discontinued. They
continued to be sold until January 31. Those who wish
to continue to use them were told that they had to purchase them on the regional fare card – the Clipper SM
card. Clipper SM is now fully operational on Caltrain, as
well as on five other Bay Area transit systems – BART,
SamTrans, Muni, Golden Gate Transit and Ferry, AC
Transit, and the Santa Clara Valley Transportation Authority. Beginning March 1, Caltrain monthly passes will
only be available on the Clipper SM card. Paper one-way
tickets, Day passes and zone upgrade tickets will continue to be sold at Caltrain ticket vending machines.
Although demolition of the Transbay Terminal began
last year with an expectation that construction would
begin before the end of the year, that has not been
done. According to an article sent by member Lee Winson, the earliest date could be by the end of this year or
early next year, and that is assuming that the economy
picks up. Besides the centerpiece, a $1.2 billion Transbay Tower, there will be at least six other high-rise buildings that could redefine that section of the city. Transbay Tower would also be the hub of transit for much of
downtown San Francisco.
JERUSALEM, ISRAEL
Member Dave Klepper reported that, “the opening of
the light rail has again been moved from May to November of this year, and I think this time it will stick. The
(Continued on page 13)

NEW YORK DIVISION BULLETIN - FEBRUARY, 2011
Commuter and Transit Notes
(Continued from page 12)

Mayor is trying to force the test operation to carry people, so riding may come sooner.”
TAIPEI, TAIWAN
Todd Glickman wrote: “I've been to Taipei a number of
times, but this was the first time that I didn't have with
me colleagues who believe that a car and driver is better than taking public transportation. And so today, I got
to ride the rails. I took the Taiwan High Speed Rail
(HSR) from Taipei to Hsinchu, about 85km (53 miles),
and the ride took 32 minutes. Top speed is 300km/hr
(186 mph), and the trainsets are based on the Japanese Shinkansen and built by Kawasaki Heavy Industries. Trainsets have 12 cars, with car #6 being business
class, and the rest standard class. Odd-numbered cars
have restrooms. Southbound, I made a reservation for a
standard car (290 Taiwan New Dollars, or about
US$10), and the ticket vending machine spit out a ticket
marked with the car number and seat number — mine
was Car 3, Seat 4A, a window on the ‘three
side.’ Seating is 2x3, with limited recline. The car was
about 70% full, but I had the three seats to myself.
Northbound, I chose business class for 510 Taiwan New
Dollars, or about $17.50. Business class has 2x2 seating with much better recline, and you get free snacks
and non-alcoholic drinks served by an attendant from a
cart. There is in-seat audio and power supply. My seat
was Car 6, Seat 4A; the coach was about 50% full, and
I had no seatmate. Most occupants (both classes) were
using their cell phones, but in muted tones.
“Returning from Hsinchu, I took the Taipei MRT back
to my hotel, then the ‘Blue Line’ from the Taipei Railway
Station three stops east, and changed for the ‘Brown
Line’ one stop north. The one-way, single fare was 20
Taiwan New Dollars, or about $0.70. The Red Line,
opened in 1999, features modern heavy rail rolling
stock with a.c. propulsion. There is a driver, but the train
is under automatic train control. This line's trainsets
have six cars, with the ability for passengers to pass
from car to car. Major stations have platform doors that
come up to about five feet above the platform. The
Brown Line, opened in 1996, runs two 2-car trainsets
with rubber tires, though each car is self-contained and
passengers cannot move between cars. It is a driverless system with a panoramic windshield giving great
views. Imagine a JFK AirTrain-like ride 30 feet above a
busy Manhattan avenue. There are numerous new lines
and extensions under construction, and it seems as if
most major thoroughfares in Taipei are impacted by the
work.”
SHANGHAI, CHINA
This was another stop on Todd’s Far East trip.
“Shanghai has one of the world's largest metro systems, and it is expanding rapidly. Currently it has 12
lines, nearly 300 stations, and over 420km (260 miles)
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of track. I had the opportunity to ride a few lines, mainly
Line 2, that is one of the oldest and busiest. Fares are
distance-based, and my ride from People's Square to
LongYang Road to get the Maglev (seven stations) was
RMB4, or about $0.60. This line runs eight-car unitized
sets of Alstom-manufactured equipment, in ATO. There
is a driver who opens the doors, monitors the flow of
passengers, and then closes the doors. When the train
platforms, he opens his cabin door, exits the train, surveys the platform, then reaches in to open the train
doors (and platform screen doors at stations soequipped). On the platform at his position is a set of TV
monitors, allowing the driver to see the entire length of
the platform. When ready to depart (which can be delayed by a countdown clock if the train is running early),
the driver in military-like fashion points along the platform, then to the monitors, and closes the doors. Finally,
he looks to the track ahead and the leaving signal,
points to it, enters his cabin, and closes its door so that
the train may proceed. This process is modeled after
the Japanese safety system seen on their metro. I've
made a video available that shows the actions of a
driver at the end: http://www.youtube.com/watch?v=Q4k918TuhY.
“Next, I rode the world-famous Shanghai Maglev
(Shanghai Transrapid) that runs between Shanghai Pudong Airport and a terminal in Pudong — 30km (18.6
miles) in under eight minutes. Top speed is 431km/hr
(268 mph). The ride is remarkably smooth, though
there's a bit of a rumble. It can be hard to focus on the
passing scenery at high speeds. There is a window into
the driver's cabin, and it's possible to see out the front
of the train. The driver sits at a desk, and monitors computer screens. I didn't see any manual controls, though I
assume it can be run manually if need be. The fare is
RMB50 (about $7.50) each way, or RMB80 (about
$12.15) round trip. I've made two videos available - inside the train and into the driver's cabin: http://
www.youtube.com/watch?v=EqbqY9-9dKI and http://
www.youtube.com/watch?v=_5st3hXKut4.
FROM THE HISTORY FILES
60 Years ago: On February 6, 1951, the San Francisco Municipal Railway ordered 25 PCCs from the St.
Louis Car Company in what would be the final domestic
delivery of PCCs. Cars 1016-40 were delivered between October and November, 1951. Several have
been preserved, including1040.
30 Years ago: On February 9, 1981, the Metropolitan
Transportation Authority awarded the Budd Company a
contract for 130 M-3s (70 for the Long Island Rail Road
and 60 [M-3As] for the Metropolitan Region, which became Metro-North in 1983). Styled after the M-1, deliveries arrived between 1983 and 1986. Ultimately, LIRR
would receive 174, and the Metropolitan Region 142, for
a total of 316.
News items and comments concerning this column may be
emailed to NYDnewseditor@aol.com.
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Around New York’s Transit System
Increased Subway Fare
On December 30, 2010, NYC Transit increased its
subway and bus fares. Base fare remained at $2.25
and reduced fare also remained at $1.10. To cover the
printing costs, single-ride tickets were increased to
$2.50. The 30-day MetroCard was increased to $104
and the 7-day MetroCard rose to $29. The 14-day and
1-day MetroCards were discontinued. Passengers paying a minimum of ten dollars receive a bonus of 7 percent, which was reduced from 15 percent.
Rockaway Line Station Rehabilitation
On December 22, 2010, the rehabilitated Rockawaybound platforms at the B. 105th Street-Seaside and B.
90th Street-Holland stations were reopened. The rehabilitation of these stations is part of a $117 million project involving nine stations on this line. Work includes
new canopies over the stairs and platforms, redesign of
the area around the station booth, renewal of mezzanine and platform floors, replacing platform edges and
ADA tactile warning strips, installation of vandalresistant fluorescent lights, and a new high-fidelity public address system. ADA elevators will be installed at the
Far Rockaway-Mott Avenue station.
Rockaway Line stations are a part of the grade crossing elimination project that began in 1939, reaching
Hammels in 1941, and Far Rockaway in 1942. Trains
operating on the surface reached Far Rockaway on July
29, 1869 and B. 116th Street-Rockaway Park on July 4,
1872.
The Manhattan-bound platforms of the B. 25th StreetWavecrest, B. 44th Street-Frank Avenue, and B. 67th
Street-Gaston Avenue stations were scheduled to reopen in January, 2011. The Manhattan-bound platforms
of the B. 36th Street-Edgemere and B. 60th StreetStraiton Avenue stations closed in January, 2011 for
approximately 18 weeks. Work on the Far Rockaway
Branch should be completed by the end of 2011. Weekend closures of the B. 90th Street-Holland, B. 98th
Street-Playland, and B. 105th Street-Seaside stations
have ended, but work continues on other station components. It is anticipated that work on Rockaway Park
Branch stations will be completed in the fall of 2011.
One Hundred Countdown Clocks are in Service
On or about December 21, 2010, the Houston Street
station on 1 became the 100th station with countdown
clocks. This exceeds NYC Transit’s goal of 75 stations
with clocks in 2010. This improvement is being activated in 195 stations along the numbered (former IRT)
lines. These Public Address/Customer Information
Screens, commonly known as countdown clocks, inform
passengers when the next several trains will arrive at
the station. Information distributed through this system
originates from NYC Transit’s Rail Control Center,
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where Customer Service Agents provide subway riders
with up-to-date service status.
Culver Viaduct Rehabilitation
Preparation work for the Culver Line rehabilitation project took place on the January 14-17, 2011 weekend.
Free shuttle buses replaced F and G trains between
Jay Street-Metrotech and Church Avenue while transit
workers constructed temporary platforms at the SmithNinth Street and Fourth Avenue-Ninth Street stations.
F trains operated in two sections — between Jamaica179th Street and Jay Street-Metrotech then via Fulton
Street Local to Euclid Avenue, and between Church
Avenue and Coney Island.
From 5 AM January 17 to May, 2011, Manhattanbound F and Queens-bound G trains will operate as
follows: They will stop on the express track at Church
Avenue, bypass Fort Hamilton Parkway and 15th StreetProspect Park, stop on the express track at Seventh
Avenue, and stop at a temporary platform accessed via
the Coney Island-bound platform at the Fourth AvenueNinth Street station. Manhattan-bound F trains bypass
Smith-Ninth Street, while Queens-bound G trains stop
at a temporary platform at this station.
From late autumn, 2011 to spring, 2012, Coney Island-bound F and Church Avenue-bound G trains will
stop at a temporary platform at the Fourth Avenue-Ninth
Street station, then stop on the express track at the
Seventh Avenue station, bypass the 15th StreetProspect Park and Fort Hamilton Parkway stations, and
stop on the express track at Church Avenue.
The Smith-Ninth Street station will be closed completely for rehabilitation from late May, 2011 to spring,
2012, after which Coney Island-bound F trains will bypass this station from spring to autumn, 2012.
“NO TOKENS” Message on Turnstiles
Someone asked The New York Times FYI why turnstiles still display the message "NO TOKENS" even
though tokens have not been used since the end of
2003.The answer is money. According to spokeswoman
Deidre K. Parker, "Eliminating the message is a costly
software change that would require resources that are
better utilized on other maintenance functions."
Broadway-Nassau Street Station is now Fulton
Street
In December, 2010, the Broadway-Nassau Street station, Eighth Avenue Line, was renamed Fulton Street.
This unifies the station names throughout the fourstation complex (Lexington Avenue, Seventh Avenue,
Nassau Street, and Eighth Avenue Lines) and ties the
name to the Fulton Street Transit Center under construction above the complex.
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HUDSON-BERGEN 8TH STREET EXTENSION OPENS
by Marc Glucksman
(Photographs by the author)
On clear, crisp Monday, January 31, NJ
Transit opened its most recent extension.
The Hudson-Bergen Light Rail (HBLR) line
was extended from its previous terminal at
22nd Street and Avenue E to 8th Street and
Avenue C. At a cost of $58.4 million, the onemile extension brings the light rail to its farthest point south. Service will continue in the
existing pattern (Tonnelle Avenue-West Side
Avenue/8th Street-Hoboken Terminal). Headways range from a best of 3 minutes to 30
minutes at night/weekend. The Bayonne Flyers, trains that skip several stops in a rush
hour directional service, have also been extended.
While two NJ Transit bus routes do stop at
the station, for now MTA NYC Bus continues
to serve the 34th Street station exclusively
with route S89. And while 34th Street and 22nd
Street are in locations that are more conveniently accessed from Route 440 (a highway),
8th Street is located in a commercial area of
Bayonne.
The mayor of Bayonne, Mark Smith, began
the ceremony by introducing guests and giving effusive praise to the politicians and NJ
Transit employees who made the event possible by helping to secure funding and passing legislation. There were more than a few
mentions of the lack of "Bergen" in HBLR,
and several of the speakers made mention of
the continuing work of extending light rail to
the former Erie Northern Branch.
When CNJ trains rolled past the 8th Street
station in Bayonne for the last time, it was
1978. What had at one point been the CNJ

Mainline was reduced to the Cranford to
Bayonne Scoot (usually operated with RDCs)
from the 1967 Aldene Plan re-alignment until
the termination of service. Member Jack May
recalled riding here on the former Central of
New Jersey main line. He pointed out that
while the architecture of the light rail station
is very similar to the CNJ station that had
been there, it faces the opposite direction,
away from the tracks. The extension itself
narrows to one track south of 22nd Street before platforming two tracks at 8th Street.
The pace of light rail, both electric and diesel, continues unabated in New Jersey. NJ
Transit cites a daily ridership of over 40,000
(out of a statewide total of 895,000) on HBLR
alone, and credits all three lines with environmental and economic benefits. Hopefully we
will have many more openings to attend in
the future.

NJ Transit's newest extension at 8th Street, decked out
with bunting for the occasion.
(Continued on page 6)
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BROOKLYN TROLLEY WORK CARS
by Bernard Linder
9558-64 were built for the American Express Company and were later used to deliver the newspaper
Brooklyn Eagle.

In 1908, Brooklyn Rapid Transit operated a very large
system that included 2,803 trolley cars in Brooklyn and
portions of Queens. In 1906, the company renumbered
its 555 work cars into the 9000-series, whose 1910 roster was published in the August, 1973 Bulletin. In this
series, we will furnish a brief description of each type of
work car.

9601-8 — MAIL CARS
Mail cars were operated from 1899 to August 31,
1914.
Single-truck electrified horse cars were converted to
mail cars.

9001-11—DERRICKS AND CRANE CARS
Cars were equipped with derricks, cranes, or hoists.
In September, 1962, cars 9006 and 9007 were transferred to NYC Transit’s rapid transit system and numbered 20101 and 20102. The latter was renumbered
again to 21 in 1966. In January, 1958, car 9011 was
dismantled and the crane was installed on rapid transit
flatcar 3074.

9621-41—WRECKERS
Passenger cars were rebuilt as wreckers.

9651-99 — SAND AND SALT CARS
9651-60 were originally small single-truck 11-foot
plows.
9671, 9673, 9675, and 9676 had root snow scrapers
and side wings added in 1926.
9699 was rebuilt as a rail grinder in 1930. A curved
roof replaced the deck roof in 1936.

9101-83 AND 9200-45 — GONDOLAS
There were 114 standard double-truck gondolas, 12
small single-truck gondolas, and 3 single-truck trailer
gondolas. 9112 was rebuilt with cabs at both ends. It
was used as a flatcar for wheels and trucks.
9114-8 were single-truck ash cars.
9131-7 were flatcars with hoist for carrying track rails.
9138-9 were rebuilt to boxcars with snow plows at
each end.
9155 was a single-truck car used for carrying car
house scrap.
9161 was transferred to Branford on February 17-18,
1964.
9235-8 were single-truck cars used for carrying ashes
and scrap metal.
9240 had a snow plow attachment.
9241 was sold to New York Rapid Transit Corporation’s subway division in 1929 and renumbered to 3156.
9245 was a line car trailer.

9728-51—SAND CARS
Cars were originally passenger cars.
9730 was transferred to Branford on November 8,
1950 and renumbered to the original 1792.

9780-9809 — SNOW PLOWS
9780 was a double-track heavy plow. B&QT bought
this plow from Richmond Railways, Staten Island, in
1934. The original number was 02.
9780-91 were small snow plows-blade plows.
9792-9800 were blade plows.
9799 and 9800 were bought by Branford for $200
each. They arrived there on May 3, 1957.
9806 and 9807 were rotary plows.
9810-23 were root scrapers and snow plows. Cars
were converted from single-truck passenger cars. 9810
was transferred to Warehouse Point, Connecticut on
August 14, 1951.

9401-49 — BOX FREIGHT CARS

9826-99—SNOW SWEEPERS

9408-25 were sand storage cars at the depots from
1933 to 1951.
9425 was transferred to Branford on February 18-24,
1964.
9445-6 were converted to Electrical Department work
cars.
9447 was converted to an Electrical Department tower
car.

9826 and 9827 were bought from Richmond Railways,
Staten Island, in 1934.
9831-46 were single-truck sweepers.
9832 was transferred to Branford on November 14-15,
1956.
9851-85, with open platforms at each end, were enclosed from 1906-8.

9900-99—MISCELLANEOUS WORK CARS

9551-64 — EXPRESS-BOX FREIGHT CARS

First series 9900-16 were scrapped 1907-33.
9900 was bought from Citizens Street Railroad, Detroit, Michigan in 1897. Its hydraulic lifting jack was removed and the car was renumbered Brighton 97 in
1899. It was converted from a parlor car to a pay car in
1907 and was renumbered to 9900 in 1906.
9901 and 9902 were rebuilt as pay cars in 1899 and
1900.

Express service was operated from June 15, 1896 to
January 1, 1909.
9551 was sold to South Brooklyn Railway in 1924 and
was transferred to a siding at 15th Avenue under the
Culver Line. Motors were removed and it was designated Kensington Freight Station. It was burned at the
site in January, 1950.
9553-4 were converted to money collection cars.

(Continued on page 3)
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9980 was an ash dump car.
9981-6 were air dump cars transferred to New York
Rapid Transit in 1916 and renumbered 3074-9.
9987– and 9988 were double-truck trailers that carried
rails and heavy elevated girders.
9989 was a pay car. All pay cars were discontinued in
April, 1932.

Brooklyn Trolley Work Cars
(Continued from page 2)

9903 was Built by Nassau Electric as private car 98
for its President and Directors. It was converted to a
transfer distribution car and renumbered to 9903 in
1915.
9904 was a test car. It was scrapped in 1907.
PARLOR CARS
9904 (second car) was a double-truck passenger car
From 1896-1907, parlor cars were operated as charter
rebuilt as a transfer distribution car in 1922.
cars.
9905 was a small 2-foot gauge locomotive used by
ORIGI- NUMDATE
9000REDATE TYPE OF
the Power Department.
NAL
BER
ASSERIES NUMCAR
9907 was converted to Supply Car 6 in 1906. It was NAME
SIGNE
NUMBERED
rebuilt into single-truck passenger car 193 in 1909 and
D
BER
TO
(A)
a one-man safety car in 1919.
9910 and 9914-6 were converted to line cars.
99
1907
9990
798
1915 Passenger
Colum-

SECOND SERIES 9900-9916

9900-4 were double-truck sweepers bought from
Eastern Massachusetts Street Railway in 1936.
9904 (second series) was a transfer distribution car.
9905 was express car 9903 from 1906-15. It was renumbered in 1915 and converted to a Track and Tool
Department compressor car.
9907 was a bond test car.
9908 was a Track and Tool Department supply car.
9909 was converted from a pump car to a bond test
car in 1911.
9910 was a rail testing car.
9911-3 were tower cars.
9914 was a line car.
9915-9 were sprinklers.
9920-9 were small single-truck gondolas and scrap
metal cars.
9930 was a supply car rebuilt to single-truck passenger car 194 in 1910.
9931 was a scrap metal car (gondola).
9932 was an air compressor car.
9933 was a wrecker rebuilt to passenger car 181 in
1910.
9934-5 were line cars.
9936 was a wrecker rebuilt to passenger car 182 in
1910.
9937 was a wrecker rebuilt to passenger car 179 in
1910, then converted to a root scrapper in 1921 and
renumbered to 9821.
9938 and 9939 were line cars.
9940-59 were air dump cars bought for subway construction work. The cars were transferred to New York
Rapid Transit in 1916 and renumbered 3052-73 (not in
order).
9960-3 were snow pushers and tow cars
9964-73 were ash dump cars.
9974 was a Blacksmith’s wagon car.
9975 was a welding car or cupola car for welding rails.
9976-9 were double-truck trailers that carried rails and
heavy elevated girders.

bia
Montauk

95

1907

9991

796

1911

Passenger

Amphion

96

1907

9992

797

191

Passenger

Brighton

97 (B)

1906

9993

9900

1916

Pay

—

98 (B)

1906

9994

9903

1915

Transfer
distribution

(A) Number was not painted on car
(B) Never used this number

9998 was Birney car 7068 converted to a rail grinder
from September-November 30, 1931.
9999 was converted to an instruction car on December 31, 1937.

SECOND WORK CAR RENUMBERING
In November, 1948, the work cars that were still in
service were renumbered again as follows:
SWEEPERS

PLOWS

SALT CARS/
SCRAPERS

NEW
OLD
NEW
OLD
NEW
NUMBER NUMBER NUMBER NUMBER NUMBER

OLD
NUMBER

1-22

9826-47
in order

61-71

97929802 in
order*

81

9700

23-31

9849-57
in order

72

9804

82

9706

32

9859

73

9805

83

9810

33

9864

74

9809

84

9811

34

9865

75

9138

85

9812

35

9866

76

9139

86

9813

36

9870

87

9815

37

9871

88

9818

38

9873

89

9819

(Continued on page 4)
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Brooklyn Trolley Work Cars
(Continued from page 3)

Bond test car 9907 at Avenue Z and Shell Road, March 24, 1955.
Bernard Linder collection

Pay car 9902 at Ninth Avenue Depot in 1930.
Bernard Linder collection

Rail grinder 9699.
Bernard Linder collection

Rail grinder 9998, ex-Birney 7068, at Avenue Z and Shell Road,
March 24, 1955.
Bernard Linder collection

Sweeper 21 in Flatbush Depot
Yard, November 30, 1949.
Bernard Linder photograph

Interior of rail grinder 9998.
Bernard Linder collection
(Continued on page 5)
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Brooklyn Trolley Work Cars
(Continued from page 4)

Sweeper 9, May 3, 1951.
Bernard Linder photograph

Snow plow 9780 in Flatbush Depot, November 30,
1949.
Bernard Linder photograph

Box freight car 9422, January 24, 1952.
Bernard Linder collection

Your Editor-in-Chief in box freight car 9422,
39th Street Yard, January 24, 1952.
Bernard Linder collection

Tower car 9913.
Bernard Linder collection

Tower car 9913, March 11, 1955.
Bernard Linder photograph
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Hudson-Bergen 8 Street Extension Opens
(Continued from page 1)

Dignitaries, including NJ Transit Executive Director James Weinstein,
Bayonne Mayor Mark Smith, and U.S. Senator Robert Menendez
cutting the ribbon.

A two-car train heads northbound over the viaduct.

A northbound train leaves the station from Track 1.

A southbound train enters Track 2.

Looking south from 22nd Street station—two tracks become one.

On May 6, 2010, the 8th Street station was under construction. A
sign showed the $58 million cost.
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Commuter and Transit Notes

No. 268
by Randy Glucksman

were invited to join Metro-North, CDOT, and elected
officials to express their frustrations.
Ridership increased last year by 1.5%, making it the
second busiest year (2008 was higher, 81.1 million vs.
82.3 million). After 15 consecutive months of ridership
declines, March marked the reversal of this trend. Here
are the results by line: Hudson (+1%), Harlem (+0.3%),
and New Haven (2.8%), with the largest increase coming from the intra-Connecticut section between Stamford and New Haven.
On-time-performance (OTP) for 2010 was 97.5%. Remember that only the December 26-27, 2010 blizzard
has been taken into account, as all of the other storms
took place this year. 2010 also marked the first complete year that the new Yankees-E. 153rd Street station
was open. It accounted for 700,000 rides, about
250,000 more than in 2009. Regular, non-game day
ridership more than doubled from 2009. For this year,
the railroad is anticipating a modest 0.7% ridership increase.
Metro-North riders may now receive train schedule
information via their cell phones through a program that
was launched on February 18. This is the same program that LIRR debuted as a pilot on January 25, 2010.
To obtain information on either railroad, simply text your
request to 266266 (which spells CooCoo) (as an example “Tarrytown to Grand Central”), and you will get an
immediate response. The service is free, but standard
text messaging fees apply.
Mileposts for January reported that the finishing
touches on upgrades were recently applied to Philipse
Manor, Scarborough, and Ossining, where new platforms with canopies were installed. At Philipse Manor
the existing overpass was rehabilitated, and a new one
was installed. Elevators were added and the stairs were
enclosed. Sixteen Hudson Line stations have now been
rehabilitated.
Installation of a new signal system on the 24-mile
Danbury Branch continues on schedule. For those who
are interested in the technical aspects, Mileposts reported the following installations:
● 38 of 114 welded-in-place insulated joints
● 23 of 24 GPS-located milepost signs
● 1 of 13 dual-track electric/manual switch machines
● 21 of 33 track signal foundations
● 8 of 31 utility poles for the new catenary
A locomotive-driven cable plow train ran over the entire branch and plowed to a depth of five feet below the
surface adjacent to the track to identify underground
obstructions that could hinder the installation of new
power, signal, and communication cables, work that is

MTA METRO-NORTH RAILROAD (EAST)
On January 19 and 20, in order to repair catenary in
the vicinity of Noroton Heights, four AM westbound
trains were canceled/combined. In addition, one eastbound and two westbound Shore Line East trains that
normally operate through to Stamford were terminated
in New Haven. Passengers were accommodated on
other trains.
President Howard Permut announced on February 1
that the railroad was forced to take the unusual step of
cutting New Haven Line peak hour service by 10% due
to more than half of the cars being sidelined with storm
damage. At one point, 163 out of 320 active electric
cars were sidelined. (LIRR had 146 out of 1,006 out of
service.) A Reduced Winter Schedule was issued for the
period February 7-March 6, and for each intermediate
Saturday, a Sunday schedule was operated. When I
picked up copies at Grand Central Terminal, I was surprised to see that it was not the usual professional timetable folder, but two stapled, double-sided pages, copied on 8½” x 14” paper. The first of the pages had a letter from President Permut detailing the reasons that this
was being done; the schedules were on the other page.
“Real” copies were available the following week. Of note
is that in the regular timetable (October 17, 2010-April
2, 2011), a bicycle symbol indicating that up to 15 bicycles are permitted per train appears above the train
number on selected trains. On the Reduced Winter
Schedule Timetable, bicycles are not permitted. One
final note – the “Martini-style” glass that denoted the
presence of a Bar Car has been removed from this edition.

For weeks, 67,000 New Haven riders had to squeeze
into overcrowded cars with barely room to stand. Additional diesel-hauled trainsets have been brought over
from the Hudson and Harlem to replace some M-2/M-4/
M-6 sets, and buses have replaced some runs on the
branches.
On February 4, Connecticut Governor Dannel P.
Malloy announced a plan to add rail cars to the New
Haven Line. I wondered where these cars were coming
from. Had Metro-North made arrangements to lease
some of the idle NJ Transit Comet IIIs, or were the cars
coming from elsewhere? The answer was found in The
NC Advertiser, which reported that the Governor had
authorized the replacement of two 7-car diesel
Waterbury Branch trains with CT Transit buses. In fact,
buses had been replacing trains on this branch as early
as January 25.
The Connecticut Rail Commuter Council held a special meeting in Stamford on February 16 to discuss the
recent problems on the New Haven Line. Commuters

(Continued on page 8)
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ton (6), Port Jefferson, Ronkonkoma and Far Rockaway
(1 each), Long Beach (2), and Babylon (5). Commuters
were accommodated on trains that departed between 1
and 7 minutes later, but there were three trains for
which the delay was 11, 18, and 20 minutes. NJ Transit
reported train delays of 20-30 minutes due to an inability to get some trains out of Sunnyside Yard. The Acela
was not re-railed until after the PM rush.
NJ TRANSIT
Over the weekend of January 22-24, Track 5 at Newark Penn Station was out of service to allow preliminary
construction work for the new interlocking that was authorized in 2006. When completed, Raritan Valley Line
riders will have the same transfer capabilities at Newark
Penn Station as do other Northeast Corridor riders.
Weather greatly affected January’s on-time performance (OTP), which was the worst since January, 2005.
The Star-Ledger reported that trains were late six or
more minutes 8.8% of the time. Here are the statistics:
Atlantic City (96.9%), Main/Bergen (93.3), MontclairBoonton (91.7), Morris & Essex (91.7), Northeast Corridor (86.1), North Jersey Coast (89.7), Pascack Valley
(95.3), and Raritan Valley (94.3). Some of the reasons
can be found further in this column.
On January 26, the state of New Jersey responded to
the Federal Transit Administration (FTA) that it would
not repay the $271 million that has been demanded in
repayment for the canceled $8.7 billion ARC Tunnel
Project. “Repayment isn’t required because the project
couldn’t proceed for reasons beyond the state’s control.
In addition, the Federal Transit Administration is seeking
far more than it advanced to New Jersey under its New
Starts transit-funding program,” the state said. “There is
no legal basis to require NJT to repay any of the funds
in question. Repaying any amount would be deeply
counterproductive and harmful to the citizens and taxpayers of” New Jersey.” Stay tuned.
Continuing on this subject, New Jersey’s two U.S.
Senators, Robert Menendez and Frank R. Lautenberg,
announced a new Hudson River Tunnel proposal at a
press conference on February 7. No representatives
from either the Governor’s office or NJ Transit spoke.
Guess what – it is what was originally proposed years
ago, a connection to the existing NY Penn Station, but
is being referred to as “Penn Station South.” Some of
what differs from the now-killed ARC project is that Amtrak would be involved and there would be no deepcavern station under 34th Street. Amtrak is proposing to
spend $50 million for preliminary engineering and design on what is called the “Gateway Project,” which
could cost $13.5 billion. This price includes a new Portal
Bridge and a four-track right-of-way east of Newark.
The tunnel would accommodate thirty additional trains
per hour. The table below shows how the increased service would affect each railroad.

Commuter and Transit Notes
(Continued from page 7)

scheduled to begin in May. Other construction activities
continue through the winter months and beyond. When
completed in the fall of 2012, the Danbury Branch will
have a state-of-the-art signal system and Centralized
Traffic Control. All trains will be seen and controlled
from Metro-North’s new Operations Control Center.
Since November 23, for $5 (adult), $4 (seniors/
disabled), and $1 (children), you can rent an audio device at the specially marked “GCT Tour” windows
across from the gold kiosk topped by a clock, and learn
everything that you ever wanted to know about this historic station, which will celebrate its centennial in 1913.
Depending on your time and interest, this self-guided
tour can take anywhere from 30 minutes to an hour.
Also available is an IPhone App, or an MP3 player
download, which can be purchased for $3.99.
MTA METRO-NORTH RAILROAD (W EST)
As was reported last month, icing conditions on the
Hudson River caused the Newburgh-Beacon Ferry to
be replaced by buses on January 5. It took until the afternoon of January 24 to affect the Haverstraw-Ossining
Ferry. A few days of warmer weather allowed restoration
of the latter effective February 15; however, NewburghBeacon remained suspended at publication time.
West of Hudson ridership grew by 5% last year on the
Pascack Valley Line, but on the Port Jervis Line there
was a decline of 4.8%.
The overall OTP for the lines was 96.5% and 95.4%,
respectively.
Two public hearings were held February 16 on a proposal to raise fares on the Tappan Zee Express (TZX),
Transport of Rockland (TOR), and TRIPS, the dial-aride service for the disabled and elderly. Fares were last
increased on May 1, 2009. TZX fares would go from $2
to $3, senior/disabled from 60 cents to $1, and transfer
charges would be eliminated. TOR and TRIPS fares
would rise from $1.50 to $2, transfers from 30 cents to
50 cents, senior/disabled from 40 cents to 75 cents, and
transfers would go from 15 cents to 25 cents. In addition, there would be service reductions on all routes. If
approved, the changes would likely go into effect on
April 4.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
The latest report is that the long-overdue inaugural
run of the M-8s is to take place next month.
MTA LONG ISLAND RAIL ROAD
Due to a derailment of Acela #2158 (9 AM Washington, D.C., 12 noon New York Penn), which was headed
to Boston, PM Peak LIRR service was affected on February 7. There were no reported injuries. TV news video
showed lead car 2007. This incident took place at 12:25
PM, and blocked one of the four East River Tunnels.
Sixteen eastbound trains were canceled: Port Washing-

(Continued on page 9)
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area. Numerous meetings have been held over the past
year with members of the community and commuters,
who for the most part have supported the construction
of the arts center but oppose moving the station. The
most recent news, as reported by the Trenton Times
on February 2, is that the university abandoned its plan
to build the center after local officials declined to voice
their support for zoning approvals at a lengthy public
meeting on January 31. The issue of continued support
of the shuttle service between Princeton and Princeton
Junction on the Northeast Corridor came up, when the
Princeton University spokesman presented a letter from
Governor Christie supporting the project, but indicated
that the state would not give a guarantee that service
would continue. He then argued that the university’s
plan offered the best promise for the “Dinky”’s survival.
According to Division members at the meeting, the
townspeople felt that the best way to preserve the operation was to increase ridership, and that would be by
not moving the station farther away from the center of
Princeton, where a sizeable number of passengers walk
to reach the MU cars. The subject of converting the line
to light rail, so it could be extended to run through the
campus and via University Place to Nassau Street, was
also brought forth by several speakers from the town.
On February 3, an article in the Princeton Planet reported that Deputy Majority State Assembly Leader
Reed Gusciora (D-Princeton), commended Princeton
University President Shirley Tilghman's decision to keep
the “Dinky" in its current place and move the location of
the proposed arts center.
On January 31, a ceremony was held at 8th Street in
Bayonne to mark the opening of Hudson-Bergen’s 24th
station (and last for a while). (Please see story on page
1.) Member Jack May analyzed the new schedule and
reported, “on weekends the headways between the two
services when they run together between Liberty State
Park and Newport, instead of a 10-minute combined
headway, cars in one direction come with alternate gaps
of 5 and 15 minutes and in the other with 6 and
14. That’s terrible scheduling.”
A new interlocking south of Danforth Avenue was recently placed into service south of this station. Concurrent with the new schedule, two outbound AM trips drop
out at Danforth Avenue and go into service northbound.
They follow Bayonne Flyers, which operate via express
to Essex Street. There is also one of these turns in the
afternoon. The federal stimulus program funded this
$15 million project.
An alignment for a HBLR extension from West Side
Avenue station has been recommended by a consultant. It was selected from three options and would run
from the West Side Avenue station through the parkand-ride lot, the lot of a vacant warehouse, over Route
440, ending south of the car dealerships near the Bayfront site. The Board of Directors is expected to approve

Commuter and Transit Notes
(Continued from page 8)
SERVICE
Amtrak – Northeast Corridor
Amtrak – Empire Service
NJ Transit
Long Island Rail Road
Metro-North (Hudson & New Haven Lines)
TOTAL

EXISTING
4
1
20
37
0

PROPOSED
12
3
33
38
6

62

92

This proposal also contains a plan to extend MTA
NYC Transit’s 7, not to Secaucus, but for it to curve
east five blocks to a location south of Penn Station at
approximately Seventh Avenue.
In the January/February 2011 issue of Railgram, The
Lackawanna Coalition, a commuter advocacy group,
suggested that NJ Transit, instead of purchasing 100
additional multi-level cars and 10 dual-mode locomotives, use that $386 million for another purpose. Since
Governor Christie canceled the ARC Project, there is no
need for this equipment. The idea is to overhaul all 230
Arrow IIIs, not only the 170 NJ Transit has committed to
doing, because an MU fleet is better suited to handle
the hilly terrain and frequent stops along the Morris &
Essex Lines. In addition, the group recommends that
NJ Transit install dual-tap motors and transformers, with
automatic switching between the two electrical systems
(12kv and 25kv). This would allow through service to
New York Penn Station.
I received a report that Comet-Ibs 5224 (trailer) and
5155, 5158, 5159, and 5166 (cabs) were spotted in Amtrak’s Chicago coach yard on January 27. The sender
believed that the cars belong to Caltrain, and were
headed to Amtrak’s Beech Grove Shops for overhaul
and eventual service on the Capitol Corridor.
While waiting for my train at Secaucus during the evening of February 17, I saw an eastbound train that was
departing from the lower level and observed that locomotive 1001 was leading the six-car train of Comet Vs,
which had PL42 4000 on the west end. I could not determine whether the first Comet V was a cab or trailer,
so unanswered was the question: was there no available cab car, or was the 1001 placed there for some
other reason? It was certainly the first time I had seen
1001 with an in-service train. This engine is one of a
group of locomotives that were rebuilt by MPI from a
model GP-40-FH-2 to a MP-20-GP switcher. 1001 (ex4130) was one of ten second-hand locomotives (41309) that were acquired in 1987 and rebuilt by MorrisonKnudsen. They were formerly Burlington Northern, Conrail, Milwaukee Road, Missouri-Pacific, Rock Island,
and Union Pacific locomotives.
There has been a continuing battle over Princeton
University and its plans to move the Princeton railroad
station 460 feet south of its existing location so that it
can construct a brand new arts center in the

(Continued on page 10)
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the $214 million project at next month’s meeting, and
forward it to the NJ Transit Transportation Planning Authority, which is expected to hear it by the Summer. One
comment that added to this report from The Jersey
Journal, was, “NJ Transit tore down the old CNJ bridge
over West Side Avenue, replaced it with a brand new
pedestrian crossing, and will now have to replace that!”
The eight PCCs that are being held for the onceproposed Bayonne trolley to the former Military Ocean
Terminal are still at the HBLR yard. The cars are shrinkwrapped to help prevent further deterioration.
PORT AUTHORITY OF NEW YORK & NEW JERSEY
What was termed a commercial power outage caused
a suspension of Newark AirTrain service for about 1½
hours during the late afternoon of February 7. Buses
were used to shuttle passengers over the route. Newark
Airport (Terminals A and B) and a number of communities surrounding Newark and were also affected.
PORT AUTHORITY TRANS-HUDSON CORPORATION
Last year ridership increased on PATH by 2.3% over
2009. The 73.9 million trips taken amounted to 1.6 million additional riders. This increase has been attributed
to the improving economy and to the defection of NJ
Transit riders who saw their fares increase by 25% last
May 1.
AMTRAK
Believe it or not, on May 1, Amtrak will celebrate its
40th anniversary, and will kick off a yearlong celebration.
Some of what is planned includes issuance of a commemorative book and documentary by an Emmyaward-winning producer, which will be available for purchase. There will also be a “museum” train consisting of
one F-40, one P-40, three baggage cars to display historical exhibits, and an Amfleet dining car that will tour
the country. Four P-42DCs representing the different
color schemes (phases) are being repainted into historic
colors. Phase I to Phase IV are locomotives 156, 66,
145, and 184. According to member Dennis Zaccardi,
who sent this report, 145 has been painted silver, with
red/white/blue striping. The years “1971” and “2011”
bracket the engine number on the sides.
On February 14, Amtrak announced that it would begin the procurement process for 40 Acela cars, which
would be added to the 20 Acela trainsets. It has been a
well-known fact that the 8-car sets are vastly overpowered and adding two cars per set would not diminish
their performance, but would add 130 seats per train.
Once the funding is approved, it is expected that the
cars would be in service in FY 2014.
INDUSTRY
In Charlotte, on January 20, Kinki-Sharyo unveiled its
model LFX-300 low-floor hybrid LRV, which the company now refers to as ameriTRAM™. This car was
10

tested on Charlotte’s 9.6-mile light rail system. According to Railway Age, “The company says ameriTRAM™
is powered by e-Brid™, a propulsion technology that
enables operation powered by overhead catenary or
on-board lithium-ion batteries. The e-Brid™ technology
charges the batteries while running on catenary power.
In battery mode, e-Brid™ uses electricity stored from
regenerative braking. Depending on conditions, ameriTRAM™ can run on battery power for up to five miles,
seemingly addressing concerns of range limitations expressed by some skeptical rail advocates.”
METROPOLITAN AREA
On February 10, the Staten Island Ferry Governor
Herbert H. Lehman was being auctioned on eBay with a
starting price of $500,000. When launched in 1965, it
was one of three boats that were purchased at that time
– the others were the John F. Kennedy and the American Legion. This ship was retired in 2007 and was purchased by a Bronx salvage company for $152,500, but
it opted to leave the boat intact. Several days after the
date of sale, there was no further information.
MISCELLANEOUS
With the change in leadership in the House of Representatives from Democratic to Republican control
comes a threat to the pro-rail policies of the previous
years. News reports on February 10 told of possible
cuts of $244 million in Amtrak funding and $1 billion
from the high-speed rail program. This came a day after
the Obama Administration called for a $53 billion investment in high-speed and inter-city rail over the next six
years.
REST IN PEACE
Joe Gagne, ERA #308, who had been our longesttenured member, passed away of cancer on February 7.
Joe joined ERA on December 8, 1935, and told me that
meetings were held in the New York City apartment of
founder E.J. Quinby. Joe graduated from Pratt University as an engineer and worked for General Electric and
later the Long Island Rail Road. In those years, he lived
in Amagansett, New York. Many years ago, Joe became
a contributor to this column, sending articles about TriRail. We spoke regularly and I visited him several times
during visits to Florida, where he resided after retiring
from LIRR.
HIGH SPEED RAIL
On February 16, Florida’s Governor, Rick Scott, saying, “the risk far outweighs the benefits,” killed the
state’s high-speed rail project, becoming the latest
(Republican) governor to cancel an already-approved
rail project. The other states are Ohio and Wisconsin.
According to the article in The Tampa Tribune, members of Florida’s Congressional delegation were
stunned by this announcement and promised to explore
ways to retain the project. With this action, Governor
Scott rejected $2.6 billion in federal funds and the pos(Continued on page 11)
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sibility of creating more than 20,000 jobs. John Mica
(R), the Florida Congressman who is the Chairman of
the House Transportation and Infrastructure Committee,
even made a last-minute plea to keep the project, which
would have linked Tampa, Orlando, and Miami. California Governor Jerry Brown has already requested that
those funds be redirected to his state for its high-speed
rail project.
MORE WINTER STORMS OF 2010-2011
It started with the Blizzard of December 26-27, 2010,
where an average of 12-20 inches fell. During January
and February, 2011, the Northeast was hit by snowstorms on an average of every 3-4 days, which began
on January 7 (6-12 inches) and January 11 (9-24
inches), all of which were covered in the February Bulletin.
Storm #4 arrived on January 20, leaving 1-8 inches.
LIRR, Metro-North, and NJ Transit ran regular weekday
schedules. NJ Transit implemented systemwide crosshonoring and advertised that trains could operate with
10-15 minute delays. PATH reported no delays.
Due to the brutally cold weather, on January 24 Amtrak service between New York City and Albany was
suspended. In its press release, Amtrak explained that
the sub-zero temperatures caused some signals and
equipment to freeze. Some alternate bus transportation
was arranged. Long-distance service west of Albany
was unaffected. All service was restored for the next
day.
On January 25, there was a surprise snowstorm (#5),
because it was not forecasted in any of the weather
reports that I heard, but the amounts were only a few
inches in most areas. Because of weather-related
equipment shortages, Metro-North replaced three of the
four through trains from Wassaic to Grand Central Terminal with shuttles that required passengers to transfer
to electric trains at Southeast. In the afternoon, the service plan was repeated, with passengers having to
change to a diesel train at Southeast. This was continued off, but mostly on, through 6 PM February 13.
Through at least mid-February, buses replaced trains on
the Waterbury Branch and would do so until further notice. A revised busing schedule went into effect February 14.
There was only one reported delay on LIRR’s Montauk Branch. NJ Transit did not report any major service
disruptions.
Storm #6 arrived during the commute to work on
Wednesday, January 26, and these plans were formulated as of that afternoon for the next morning:
LIRR: 14 of the 143 westbound trains normally scheduled each weekday would be canceled: Port Washington (1), Port Jefferson (2), Hempstead (2), Far Rockaway (2), Babylon (4), Long Beach (2), and West
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Hempstead (1). Service east of Ronkonkoma and Speonk would be operated by bus. This all came with the
caveat that if snow accumulations reached 10-13
inches, service would be suspended.
METRO-NORTH: Due to ongoing weather-related equipment shortages, a number of New Haven Line trains
were to be canceled and combined. Overnight, there
was a derailment, when at 12:27 AM a New Canaan
train led by M-6 9002 overshot the New Canaan station
due to slippery rails and whiteout conditions. MetroNorth spokeswoman Marjorie Anders said that this train
had departed from Grand Central Terminal at 11:32 PM.
There were no reported injuries, and the train was rerailed at 2 PM Thursday.
NJ TRANSIT: Beginning at 3:45 PM Wednesday
through Thursday afternoon, the center doors of railcars
would not be used, and cross-honoring would be in effect.
There was a break of about 12 hours before Storm #7
arrived during the overnight, dumping snow in amounts
ranging from 4-20 inches, with Central Park recording
19.1 inches. My snowplow service called at 5:30 AM to
tell me that he was in the neighborhood, so I should
move my car to enable him to clear the driveway. When
I came back inside, my wife, who had been the watching the news, fell back to sleep while I watched the
events as they unfolded.
LIRR: Service was suspended at 3:46 AM and when it
was restored, the Hempstead and West Hempstead
Branches were excluded. They resumed later in the
morning. Delays of up to 60 minutes were reported. Bus
service was continued east of Ronkonkoma and Speonk until the following morning. During the afternoon,
scattered delays were reported on some branches.
Complicating things was a broken rail at Cold Spring
Harbor that necessitated single-tracking. Passengers
had to change to a diesel train at Hicksville, which, according a report that I saw on the news, came with a
2½-hour headway. When it came time to go home, commuters found that LIRR had put into place a “Snow Recovery Schedule,” which resulted in train cancellations/
combinations on the Port Washington, Port Jefferson,
Ronkonkoma, Hempstead, and Far Rockaway
Branches.
METRO-NORTH: At 4:30 AM, all service was suspended, but at 5:20 AM, I received an alert that service
was resuming on the Hudson and Harlem Lines on a
Saturday schedule. New Haven service resumed at 9
AM, but on a Sunday schedule and without service on
the New Canaan, Danbury, and Waterbury Branches.
Regular weekday schedules were resumed on Friday,
but with some cancellations on the New Haven Line
due to the continuing equipment shortage. On Saturday,
January 29, a Sunday, rather than a Saturday schedule
was in effect on the New Haven Line.
NJ TRANSIT: The first indication that it would not be a
(Continued on page 12)
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normal commute came with an alert at 4:17 AM advising that there could be train cancellations/combinations
and possibly delays up to 30 minutes. Between 6:07
and 10 AM, Jersey Avenue service was canceled and
passengers were advised to use New Brunswick. For
most of the afternoon a message on NJT’s website reported that rail service was subject to scattered 10-15minute delays. By the time commuters began their return home, there were 20-30-minute delays on trains
departing New York Penn Station. Trains were canceled/combined on all lines.
MTA Chairman Jay Walder made the decision to pull
all NYC Transit and MTA Bus buses off the streets at
12:30 AM in order to prevent a recurrence of buses being stranded, as they were during the December 26-27,
2010 Blizzard (February Bulletin). This decision also
affected MTA Long Island Bus. NJ Transit also suspended all bus service. As the snow was removed from
the roads, buses slowly returned.
PATH reported 15-minute delays during the AM Peak.
Member Dave Safford reported, “SEPTA’s entire bus
system was shut down, with crews working through the
night and into the middle of January 28 to rescue
trapped buses. 30 bus routes are still suspended as of
this writing (9 AM January 28). Subways and els were
without major reported incidents, although express service was canceled, and Regional Rail soldiered through
with up to 30-minute delays. I infer from SEPTA’s site
that all trolley lines are suspended, except that Route
15 (Girard) is running with bus substitution.”
Virginia Railway Express operated its “S” (for special
schedules and snow days) schedule on Thursday,
January 27.
Storm #8 began on February 1, and was a two-day
storm, with mainly snow in the northern and western
suburbs for the first day. Post-midnight the region was
hit by an ice storm, reportedly the worst in nearly 40
years.
LIRR: Initially a Sunday schedule (with peak hour
fares) was being operated with some significant delays;
however, by late morning, the daily schedule was resumed. Because of the Sunday schedule, there was no
service to Hunterspoint Avenue or Long Island City, so
NYCT honored LIRR tickets at Woodside.
METRO-NORTH: On February 1, Train #1582 (8:07 PM
to New Haven) derailed near Cos Cob. The following
morning, Waterbury train service resumed, but was
quickly suspended due to road conditions. For most of
the day, delays were reported on the New Haven Line,
with a temporary suspension of the New Canaan
Branch due to a fallen tree.
NJ TRANSIT: On February 2, center doors were not
used on rail cars. The morning commute was a disaster,
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with power and signal outages that for a period of time
caused a suspension of all service including the Princeton “Dinky.” A co-worker told me of his 3½-hour commute from Metropark to New York Penn Station.
PATH: 15-minute delays were reported during the
morning peak period.
METRA: Member Jim Beeler reported that Metra attempted to operate a Sunday schedule on Wednesday
and did not accomplish even that. On Thursday it operated a modified rush hour schedule (a few cancellations/consolidations). A special schedule was posted on
the Internet, which added two PM expresses to the Naperville and Route 59 stations. CTA Rapid did well and
operated all lines except the Yellow (Skokie) and
ground portions of the Pink & Brown throughout the
storm. Pink & Brown shutdowns were short and Skokie
was about 24 hours – a pretty good performance.
Storm #9 began on Saturday morning, February 5,
with a winter weather advisory in effect for the areas
north and west of New York City due to rain and freezing rain. Because it was a Saturday, those schedules
were in effect, except for the New Haven Line, which
was operating a Sunday schedule. (Please see above.)
Fortunately, it turned out to have no major effect on service.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
Member Todd Glickman reported that for the first time,
he received an email alert in advance, which told him
which trains would be canceled. This occurred on February 2, and in addition to specifying the train numbers
and departure times of those trains, an alternative train
was suggested.
Like their counterparts in New York, “T” riders have
not had a pleasant time commuting this winter. Complaints about missing and late trains prompted MBTA’s
General Manager to say that “January was one of the
most challenging months at...MBTA in recent memory.”
A meeting was scheduled with MBCR, the contract operator for commuter rail, to discuss the problems that
occurred. Additionally, the delays that Red and Orange
Line riders suffered were attributed to rolling stock “that
exceeds the 25-year useful life intended by the manufacturer.” Note to MBTA – NYCT is operating 46-yearold R-32s. The Blue Line fleet, which dates from 2005,
performed well.
MBTA unveiled its first new locomotive in 23 years on
February 7 at South Station. Todd wrote: “this engine,
the 010, entered service on 1/28, and ran all last week
on the North Side. I rode on a train pushed by it on
1/29, and also had a cab tour on 1/30. During today's
media event, the 010 was on the inbound side (usually
the control cab side), with the standard engine on the
outbound side. I guess if something happened to 010,
they could just push it in as usual and the VIPs would
(Continued on page 13)
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never know the difference.” 011 entered service on February 11.
NETransit reported these additional details. Last June
2, the MBTA Board authorized the purchase of up to
four MP-36PH-3C locomotives from the Utah Transit
Authority (UTA) (July Bulletin) and the lease of up to
seven others. 010 and 011, ex-UTA 13 and 14, were
built in 2009, but were never operated in UTA service.
They have been repainted into MBTA colors and have
been upgraded to MBTA specs. MBTA is awaiting delivery of the first of 20 MPI model HSP-46 locomotives
(1200-1219) in 2013. Those units will have 4,600 horsepower, hence the “46.”
Proposals for the mid-life overhaul of 74 Kawasaki bilevels (700-49 and 1700-9 and 1711-24), which were
built in 1990-91, were received on January 28 and are
being evaluated. The contract would come with options
to repair wreck-damaged car 1710 and overhaul cars
750-81. The latter were built in 1997-8 and 2001-2.
Todd also sent a report from The Boston Globe about
a proposal to extend green lights for C/Cleveland Circle
cars so they can travel more quickly along Beacon
Street This system would only be installed at intersections that would not have a detrimental effect on overall
traffic flow. An MBTA spokesman said that MBTA supports any initiatives that present an opportunity to improve service for its customers. The Silver Line already
has this system.
BUFFALO, NEW YORK
Two-and-a-half years late, but fresh from a $1.5 million overhaul, LRV 114 was welcomed back to Buffalo
on February 7. After 27 years of service, the entire fleet
is slated to undergo an overhaul in a $40 million program. According to the report that was published in The
Buffalo News, kindly sent by member Howard Mann,
before the overhaul, the car had deteriorated into a
rusted hulk. The car now sports new seats, flooring,
heating, axles, traction motors, automated PA systems,
LED signs, and a new-car smell. The original contractor
went bankrupt and the Italian company AnsaldoBreda
took over as the prime contractor. Do not rush up to
Buffalo just yet — the overhauled cars must undergo
testing and are not expected to be in revenue service
until the summer.
PHILADELPHIA, PENNSYLVANIA
Member Lee Winson reported that as of mid-January,
he saw weekend trains composed of Silverliner IIs and
Silverliner IIIs in service on the West Trenton Line. The
crews told him that the trains run well. He added: “In
thinking about it, I guess it’s rare these days to have a
train with manually-operated doors and no PA system.”
Lee also reported that new timetables for the MarketFrankford, Broad Street, Trolley, and former Red Arrow
Lines were issued effective February 13. He did not
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notice any changes, but the Juniper Street station,
served by Trolley Routes 10, 11, 13, 34, and 36, will
become the 13th Street Trolley Station. The public timetables refer to this stop as 13th & Market Street.
After listening to complaints from riders that without
letters or colors, schedules for the different lines were
hard to tell apart (at present they are all teal) and hard
to find in the station racks, with the release of spring rail
schedules next month, SEPTA will have colored bars
across the top of the timetables. However, they will not
be the same colors as were used previously. Instead,
13 different colors, one for each branch, will be used. A
complete list of the new color scheme will be published
next month.
The Silverliner V train did not operate from January 829.
Dave Safford sent the next three reports. “SEPTA is
planning to go to the bond market to borrow $252 million to finance the fleet of Silverliner Vs and do a makeover of the Wayne Junction station. Repayment is intended to be made over 30 years through ‘anticipated’
grants from the Federal Transit Administration.” In answer to a question that I posed regarding how SEPTA
initially planned to pay for the cars, Dave replied: “I believe that the financing was to be 80% FTA grant, 16.7%
state funds, and 3.3% local funds; however, the failure
of the state to fork over its share led to the proposed
bonding.
“In for a penny, in for a pound. On the heels of the
aforementioned, SEPTA announced on January 27 a
$175 million bond issue to finance a new ‘smart card’
fare collection system. Financing would be through the
Philadelphia Industrial Development Corporation, using
a process that ‘allows foreign investors to invest in jobcreating U.S. projects in return for U.S. residency.’”
The good news is that Regional Rail riders will be
warmer this winter. The bad news: the reason is, they
will be packed in more tightly due to a shortage of cars.
About 10% (26 of 315 cars needed) of the fleet is out of
service on any given day, lately because of winterrelated issues. SEPTA was counting on having Silverliner Vs available, but only three are in service with no
certain date for the arrival of any more (three more have
been in "testing" for weeks without being put into regular service).
Member Alfred Gaus Jr. sent the following news: The
Fox Chase station finally opened for business on January 17, after being under construction since last February, which itself was delayed from the original October,
2009 date. This was because the city dawdled in issuing the required permits, etc. All of the columns are in
for the Ryers high-level platform project at Cottman
Avenue, but there is no sign of the platforms themselves. Workers are erecting a curved wall near the
parking lot. It is amazing that concrete can be poured
even in sub-freezing weather. Silverliner IV 294 still
(Continued on page 14)

NEW
2000
NEWYORK
YORKDIVISION
DIVISIONBULLETIN
BULLETIN OCTOBER,
- MARCH, 2011
Commuter and Transit Notes
(Continued from page 13)

sports the original (older) style pantograph. He observed this car on his Fox Chase train in early February.
BALTIMORE, MARYLAND
MARC will introduce new Penn Line schedules on
March 14, which expand service with eight trains of six
or seven cars each vs. the current schedules that call
for six trains with seven to nine cars each. This will result in a net gain of seating with two AM and two PM
trains that make an additional round-trip. MARC believes that reducing the consists will minimize the stress
on the locomotives. 70% of MARC riders travel between
Baltimore and Washington, D.C. between the hours of 6
and 9 AM and 4 and 7 PM. Since 1996, Penn Line ridership has grown by 95%. Member Steve Erlitz, who sent
this report, wrote, “This has been talked about forever,
and will take more crews.”
WASHINGTON, D.C. AREA
Interim General Manager Richard A. Sarles had the
“interim” removed from his title after the WMATA Board
voted to make him the “permanent” General Manager
and Chief Executive Officer. The effective date was
January 27. Mr. Sarles had most recently served as
Executive Director of NJ Transit and has had a 40-year
transit career. Thanks to member David Erlitz for this
report.
Over the long holiday weekend of February 18-22,
Metro terminated its Blue and Orange Lines at Metro
Center from the west and at L’Enfant from the east in
order to do major track work. The Smithsonian and Federal Triangle stations were closed. Passengers used a
bus bridge for the bypassed stations. Thanks to member Steve Erlitz for this news.
Virginia Railway Express (VRE) held public hearings
during February to consider changes to the fare tariffs,
including reducing the Step-Up fare to ride Amtrak trains
by up to $5, discontinuing the group fare discount, and
making changes to the VRE bicycle policy. When the
Step-Up fare first began, VRE paid Amtrak the $10 fee.
Over the years VRE began shifting the cost of this fee
to its riders, so now they pay this fee entirely. With ridership outpacing VRE’s ability to provide seats, VRE is
looking at the possibility of shifting some riders back to
Amtrak trains as a way to open up capacity on VRE
trains. The change to the bicycle policy would see a
return to a previous policy whereby only collapsible bicycles would be permitted. Again, this is being done to
provide seating to a growing ridership. Upon Board approval, the proposed changes could occur next month.
Mass Transit News reported that when there are service disruptions on either MARC or VRE, Metrorail carries the displaced riders at no charge to the commuters
or the those agencies. MARC spokesman David Clark
says that it is considered a transit courtesy. From per14

sonal experience I can tell you that when PATH crosshonors NJ Transit rail tickets, there is always an employee with a hand-counter to register everyone who
enters the PATH system. Later, a bill is sent to NJ Transit.
PITTSBURGH, PENNSYLVANIA
After twice suspending installation of new fareboxes
that accept smartcards due to currency acceptance
problems, the Port Authority restarted the project in
January. PAT has named the cards ConnectCards and
fareboxes will have an orange target panel for riders to
tap. Cash will still be accepted. Thanks to member Mel
Rosenberg for sending this article from the Pittsburgh
Post-Gazette.
MEMPHIS, TENNESSEE
Member Andre Kristopans reported the Madison Avenue Trolley Line suspended operations on September
13, 2010 due to overhead wire issues. At publication
time, a temporary bus service continues.
TAMPA, FLORIDA
The “official” opening of the Whiting Street Extension
took place on January 31. According to member Dennis
Zaccardi, the event that took place on December 19,
2010 was a “soft” opening.
Following the defeat in last November’s election of a
one-cent increase in the sales tax for rail, road work,
and expanded bus service, Hillsborough transit planners developed a new plan, which would connect
Tampa International Airport and downtown. The 12.4mile line would cost $825 million, less than the previous
$1.7 billion proposal. Details such as funding sources
have still to be determined.
SOUTH FLORIDA
On January 28, The Miami Herald reported that TriRail’s Board voted to close the Miami Airport station
sometime this spring for about two years. The reason is
to accelerate construction and save money, as much as
$11 million, while the new $1.7 billion Miami Intermodal
Center is built. Tri-Rail passengers destined to MIA will
detrain at the Hialeah station and ride shuttles, which
Tri-Rail officials estimate should add about three minutes to their trip. When completed in the spring of 2012,
the new station will bring all mass transit, including Amtrak, Metrorail (via a new extension), and an automated
train called the MIA Mover, under one roof. Perhaps in
the future, high-speed rail to Orlando and Tampa will
also be included.
CHICAGO, ILLINOIS
Alexander D. Clifford was named Metra’s Executive
Director and Chief Executive Officer effective February
1. Mr. Clifford most recently served as the Executive
Director-High-Speed Rail for Metro, working as an ombudsman with the California High Speed Rail Authority.
The CEO position had been vacant since the suicide of
Phil Pagano on May 7, 2010.
(Continued on page 15)
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Opening of Metra’s 35th Street station will be delayed
until May. Thanks to member Jim Beeler for sending
these two reports.
CHESTERTON, INDIANA
The Northern Indiana Commuter Transit District
(NICTD) reported that in 2010, which was Year 2 of
Phase 2 of the catenary replacement project, 19.3 track
miles were completed. For Year 3 (2011), the plans are
to complete 10.3 miles, and ten outages between April
and August are planned for the section east of Dune
Park.
An $800,000 Transportation Investment Generating
Economic Recovery (TIGER) federal stimulus grant
coupled with local funds is being used to evaluate the
options for relocating NICTD’s tracks off Michigan City
streets and building a new station.
NEW ORLEANS, LOUISIANA
The planning process is well along to add new streetcar lines and connect the existing ones in the Crescent
City. Using funding from the TIGER, FTA Small Starts,
and FTA New Starts programs, three phases are envisioned to add 2½ miles. Phase I will extend the Canal
Street Line to the Union Passenger Terminal, served by
Amtrak and Greyhound and local buses. Phase II will
bring service into the French Quarter and adjacent
neighborhoods. Finally, Phase III will connect the Convention Center with the Riverfront and Canal Street
Lines. At one time New Orleans had many streetcar
lines, including Freret, Jackson, Magazine, and Desire.
DENVER, COLORADO
Amtrak trains have moved to a temporary station at
1800 21st Street as of February 4, to enable construction work at Denver Union Station for the planned commuter rail.
SAN FRANCISCO, CALIFORNIA
As it begins its budget process for FY2012, Caltrain is
facing a $30 million deficit and is looking at some major
service cuts. This number is based on the assumption
that SamTrans is expected to reduce its annual contribution to approximately $4.8 million, a reduction of approximately $10 million. If the other funding partners
follow suit, the budget shortfall is expected to be $30
million. Under the current schedules there are 86 weekday trains (including 22 expresses), 32 Saturday trains,
and 28 Sunday trains, plus four express trains on each
weekend day. The latter were added on January 1. Under the current budget scenario, cuts could be as severe as a reduction in service to 48 trains that would
operate only during the weekday commute. All other
service would be eliminated, including non-peak hour
weekday and weekend service, and service south of the
San Jose Diridon station. The schedule also would require the suspension of service at up to seven of the
following stations: Bayshore, South San Francisco, San
15

Bruno, Burlingame, Hayward Park, Belmont, San Antonio, Lawrence, Santa Clara, and College Park. Also under consideration is the elimination of service for special
events, such as baseball games. A 25-cent fare increase is also a possibility.
The problem stems from the fact that Caltrain is the
only Bay Area transit system without a dedicated source
of funding. Its funding comes from the City and County
of San Francisco, the San Mateo County Transit District, and the Santa Clara Valley Transportation Authority, plus fares, which last year accounted for just 44% of
the operating budget. For the past three years, salaries
have been frozen at Caltrain, and employees have
taken furlough days. Other efficiencies have been implemented and fares have been increased. Four weekday trains were eliminated as of January 3 (December
2010 Bulletin). Public meetings were scheduled for
February and March.
BART formally dedicated its 44th station on February
18, during a ceremony at West Dublin/Pleasanton. This
is a fill-in station between Castro Valley and Dublin/
Pleasanton that closed the longest gap between BART
stations, 10 miles. Riders will find 1,200 parking spaces.
The official opening date was February 19.
HONOLULU, HAWAII
On January 19, one day after the Federal Transit Administration (FTA) issued its “record of decision” (ROD),
the City of Honolulu announced that it expected to
break ground on its planned $5.5 billion LRT project this
month. A ROD indicates the project met all the requirements of the environmental review process, which has
been the largest roadblock to putting shovels in the
ground. There are still a few technical issues to be resolved at the local level and issuance of a “letter of no
prejudice” from FTA that would allow the use of city
funds on the 20-mile project connecting East Kapolei
with Ala Moana Center. Thanks to David Erlitz for sending this report from The Honolulu Star Advertiser. In a
subsequent email, David reported that the groundbreaking was scheduled for February 22.
TORONTO, ONTARIO, CANADA
A section of the Yonge-University-Spadina Subway
was closed over the weekend of January 29-30 between Bloor-Yonge and Union Station to enable installation of a new crossover. Bus service was provided between these stations. University-Spadina trains were
turned back north at Union Station and Yonge Line
trains were turned back north at Bloor-Yonge.
JERUSALEM, ISRAEL
Member Dave Klepper reported that the opening date
for the light rail keeps getting changed and has now
been moved from April to May. The trial runs in April will
carry passengers.
FROM THE HISTORY FILES
60 Years ago: On March 1, 1951, the final streetcar
operated from West Orange to Newark via the West
(Continued on page 16)
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Around New York’s Transit System
Another Storm Disrupts Subway Service
This winter’s weather has been unusually cold and
stormy, with several storms depositing snow that
covered the ground in December, January, and part of
February.
The January 26 storm, which disrupted traffic again,
forced NYC Transit to suspend morning rush hour
service on the following lines:
● A between Rockaway Boulevard and Far
Rockaway
● Entire B
● D between 36th Street (Brooklyn) and Coney
Island
● F between Church Avenue and Coney Island
● N between 59th Street (Brooklyn) and Coney
Island
● Entire Q
● Franklin Avenue Shuttle
● Rockaway Park Shuttle
● 2 between 241st Street and 149th Street-Grand
Concourse
● 5 between Dyre Avenue and E. 180th Street
Service was probably resumed on all lines later in the
day.
Meteorologists blame this disagreeable weather on a
persistent high pressure area over Greenland. This high
pushed the jet stream farther south and allowed cold air
to remain in this area. The jet stream also steered

storms along the eastern seaboard.
Excavation Completed for Second Avenue
Subway’s West Tunnel
The tunnel boring machine (TBM) has completed
mining 7,200 feet, the entire west tunnel of the Second
Avenue Subway. In May, 2010, the 485-ton, 450-footlong machine started mining from E. 92nd Street. The
TBM will be disassembled and pulled back to E. 92nd
Street, where it will start its second run and mine the
east tunnel in the spring.
This TBM was manufactured by the Robbins
Company about 30 years ago and was first used in the
63rd Street Tunnel in the 1970s. It was also used on at
least four other projects before it was reconditioned and
rebuilt in Newark, New Jersey.
This line is being built in phases. Phase One will
provide service by extending Q from 57th Street to 96th
Street with ADA-accessible stations at 72nd Street, 86th
Street, and 96th Street. There will be entrances to the
existing Lexington Avenue-63rd Street station at E. 63rd
Street and Third Avenue.
When trains start running in December, 2016, this will
serve more than 200,000 people a day and reduce
overcrowding on the adjacent Lexington Avenue
Subway by as much as 13 percent, 23,500 fewer riders
on an average day. It will also reduce travel times by 10
minutes or more (up to 27 percent) for passengers on
the far East Side or trips from the East Side to
Manhattan’s West Side.

Commuter and Transit Notes

functions relating to commuter rail services provided by
Conrail and became the foundation for the takeover,
which occurred on January 1, 1983, when the MetroNorth Commuter Railroad, now known as MTA MetroNorth Railroad, assumed full responsibility for the operation of the Hudson, Harlem, and New Haven Lines.
News items and comments concerning this column may be
emailed to NYDnewseditor@aol.com.

(Continued from page 15)

Market St. branch of Route 21/Orange.
30 Years ago: On March 3, 1981, the Metropolitan
Transportation Authority formed the Metro-North Commuter Rail Division, with Peter Stangl as President. This
was done to consolidate the various MTA administrative
Brooklyn Trolley Work Cars
(Continued from page 5)
SWEEPERS (CONTINUED)

SALT CARS/SCRAPERS (CONTINUED)

NEW NUMBERS

OLD NUMBERS

NEW NUMBERS

OLD NUMBERS

39

9874

90

9820

40

9875

91

9822

41

9879

42-46

9885-9* in order

47-55

9891-9 in order

56

9877

*9796, 9885, and 9889 were not renumbered
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IRT ADOPTED LABOR-SAVING DEVICES
90 YEARS AGO
In the January, 2011 issue, we explained
how IRT avoided bankruptcy by reducing
dividends and payments to subsidiaries. In
this issue, we will explain how the company
perfected labor-saving devices.
About 1920, the Transit Commission was
investigating the advantages of installing
turnstiles in IRT’s subway stations. This installation could reduce operating expenses
and improve efficiency of operation. Since
the subway was opened in 1904, the company used tickets at each station and cancelled these tickets by having passengers
place them in a manually operated chopping
box. With the exception of lightly traveled
stations, this operation required the services
of two or more men. Additional money was
spent printing tickets and counting and recording cancelled tickets.
On July 15, 1921, the Transit Commission
received an application from IRT for permission to install 500 automatic prepayment
turnstiles in subway stations to replace the
ticket choppers. On August 5, the Commission approved the turnstiles, but imposed
certain conditions. The Commission had to
approve the number and arrangement of the
turnstiles at each station and could order the
relocation and removal of any turnstile. Several turnstiles were installed at busy stations,
to speed passenger traffic. Agents still provided change for passengers.
Turnstiles operated by the dropping of a
nickel in the slot, which released the bar of
the featherweight gate, allowing the passengers to pass through to the station platform.
Each turnstile cost, installed, about $500. A
complete installation on the entire system

required about 1,000 turnstiles.
In 1921, IRT and BRT were experimenting
with various types of door control by which
one Guard could operate and close several
doors in a train simultaneously. This type of
electrical door control has allowed the use of
automatic devices to prevent doors from
closing and injuring passengers who would
have been injured by hand-operated doors.
The experiments established additional
safety. Movement of the train was prevented
until all doors were closed. These experiments in multiple door control, which were
continuing, resulted in refinements and improvements that were satisfactory for subway
operation.
On May 18, 1920, the Public Service Commission gave the company permission to install a door control and starting signal device
in 982 subway cars. This device had been
tested by the company for seven months previously. IRT wanted to have a Guard operate
four or more cars, but the Commission was
reluctant to approve the installation.
After spending $2 million on this conversion, the company started operating MC
trains where each Guard controlled two cars.
Dates of operation are as follows:
March 25, 1921 — One Seventh Avenue
train from 180th Street-Bronx Park
June 30, 1921 — 27 trains from 180th StreetBronx Park
July 7, 1921 — One Lexington Avenue train
from E. 180th Street
September 8, 1921 — 23 trains from E. 180th
Street
610 cars were equipped with MU door con-

1
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60TH STREET TUNNEL SERVICE
by Bernard Linder
at Queens Plaza with the BMT Broadway Subway,
where the local tracks could accommodate the additional passengers. Trains started running December 1,
1955.
During the intervening years, riding increased and
trains were again overcrowded. To increase local service, Queens needed another river tunnel. MTA built the
63rd Street Tunnel, whose upper level tracks extend
from south of 36th Street to 57th Street, Sixth Avenue
Subway and Broadway BMT Subway. On December 16,
2001, F trains were rerouted through the new tunnel,
G service was cut back to Court Square, and additional
V local service started running between 71st Avenue
and Second Avenue via the 53rd Street Tunnel and Sixth
Avenue.
At the present time, there is nearly twice as much
Manhattan-bound rush hour service as there was before
the 60th Street Tunnel connection opened.

The Queens Boulevard IND Line transformed Elmhurst, Rego Park, Forest Hills, and Kew Gardens from
quiet, sparsely populated suburban localities to busy,
densely populated urban areas.
Riding increased rapidly as soon as the line was extended to Jamaica in 1937. Peak rush hour headway
was improved to 3 minutes. When the Sixth Avenue
Subway was opened in 1940, F trains provided additional service, and the combined rush hour headway
was improved to 2 minutes. But trains soon became
overcrowded again as a result of the postwar building
boom.
Without building another river tunnel, the Board of
Transportation was able to increase local service on the
underutilized local tracks. With GG trains running on a
rush hour 5-minute headway, Brighton Local trains
could operate on a 4-minute headway.
To reach Manhattan, trains would be diverted through
a new 3,649-foot (0.69-mile) tunnel connecting the IND

60TH STREET TUNNEL CONNECTION SERVICE CHANGES
DATE

NORTH TERMINAL

SOUTH TERMINAL
BRIGHTON LOCAL

st

December 1, 1955

71 Avenue

January 3, 1961

71st Avenue

Coney Island — weekday rush hour, midday, and early evening
Canal Street—AM and PM rush hour put-ins
Whitehall Street—layups after AM rush
RR/FOURTH AVENUE LOCAL
95th Street—weekday rush hour, midday, and early evening
Canal Street—AM and PM rush hour put-ins
59th Street (Brooklyn) — PM rush put-ins
EE/BROADWAY LOCAL

November 27, 1967

st

71 Avenue

Whitehall Street—weekday rush hour, midday, and early evening
City Hall—rush hours
N/SEA BEACH EXPRESS

August 30, 1976

st

71 Avenue

Coney Island—weekday rush hours, midday, early evening
Whitehall Street—AM rush layups and PM rush put-ins (A)
Coney Island Yard — AM rush put-ins
Kings Highway—PM rush layups (B)
R/FOURTH AVENUE LOCAL

May 24, 1987

71 Avenue
City Hall—AM rush put-ins

95th Street—every day, all times
Whitehall Street—AM rush layups and PM rush put-ins

May 15, 1988

71st Avenue
City Hall—AM rush put-ins

95th Street—every day, all times
Canal Street, 36th Street—AM rush layups and PM rush put-ins
Whitehall Street turn trains—AM rush

179th Street
71st Avenue—AM rush put-ins
Chambers Street—AM rush put-ins

95th Street
Whitehall Street—AM rush layups
Whitehall Street, Canal Street, 36th Street—PM rush put-ins

December 11, 1988

st

(Continued on page 3)
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60th Street Tunnel Service
(Continued from page 2)
DATE

NORTH TERMINAL

SOUTH TERMINAL

th

th

June 10, 1990

36 Street
179th Street
179th Street

95 Street—midnight shuttle every day
34th Street-Sixth Avenue—midnights every day
95th Street—except midnights
Whitehall Street—AM rush layups and PM rush put-ins
Canal Street, Whitehall Street—late evening every day

September 30, 1990

36th Street
179th Street

95th Street—midnight shuttle every day
95th Street—rush hours
Whitehall Street—AM rush layups and PM rush put-ins (C)
95th Street—weekday midday and evenings, weekend mornings, afternoons, and evenings (D)
Canal Street, Whitehall Street—late evening every day

71st Avenue

36th Street
71st Avenue

95th Street—midnight shuttle every day
95th Street—weekday rush, midday, and evenings, weekend mornings,
afternoons, and evenings
Canal Street, Whitehall Street—AM rush layups, PM rush put-ins, and late
evening every day

Pacific Street (local 95th-36th Streets,
express 36th-Pacific Streets)
71st Avenue

95th Street—midnight shuttle every day

October 26, 1992

September 8, 2002

36th Street
71st Avenue

February 22, 2004

(A)
(B)
(C)
(D)
(E)

95th Street—every day except midnights
Whitehall Street—AM rush layups, PM rush put-ins
Canal Street— late evening every day
95th Street—midnight shuttle every day
95th Street—every day except midnights
36th Street—AM rush layups (E)
Canal Street, 36th Street—PM rush put-ins
Canal Street—late evening every day

Canal Street effective April 28, 1986
Discontinued November 26, 1984
Canal Street effective April 15, 1991
Discontinued May 26, 1991; resumed July 26, 1992
AM rush 57th Street put-ins and 59th Street layups effective May 31, 2005

The May 31, 2005 weekday schedule is the most recent schedule in our files.

60TH STREET TUNNEL CONNECTION HEADWAYS—WEEKDAYS
DATE

ROUTE

AM RUSH

MIDDAY

PM RUSH

EARLY EVENING

December 1, 1955

Brighton Local

4

12

4

10

December 8, 1955

Brighton Local

5

12

5

10

January 3, 1961

RR

6

12

6

10

November 27,
1967

EE

4

10

4

10

August 30, 1976

N

4, 5

10

5

10

December 20,
1982

N

4, 5

10

4, 5

10

April 28, 1986

N

4, 5

10

5

10

ROUTE

MIDNIGHT

AM RUSH

MIDDAY

PM RUSH

EVENING

May 26, 1987

R

20

4, 5

10

4½

10, 12

June 11, 1990

R

20

5

10

5

10, 12

May 28, 1991

R

20

5

10

6

10, 12

September 9,
2002

R

20

6

10

6

10, 12

May 31, 2005

R

20

6

10

6

10, 12

DATE

(Continued on page 16)
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BROOKLYN TROLLEY WORK CARS
By Bernard Linder
(Continued from March, 2011 issue)

Flatcar with hoist 9133 at the 52nd Street rail bending room, June 30,
1952.
Bernard Linder collection

Your Editor-in-Chief and flatcar with
hoist 9133 at the 52nd Street rail
bending room, June 30, 1952.
Bernard Linder collection

South Brooklyn Railroad gondola 9160 at 36th Street Yard in 1930.
Bernard Linder collection

Brooklyn & Queens Transit Car Maintenance Division car 9556,
originally an express box car .
Bernard Linder collection

Snow sweeper 41 at Crosstown Depot, December 18, 1948.
Bernard Linder collection

Snow sweeper 69 at Ninth Avenue Depot,
February 18, 1955.
Bernard Linder photograph
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SOUTH BROOKLYN RAILWAY WORK EQUIPMENT

Locomotive 4, March 16, 1951.
Bernard Linder photograph

Interior of locomotive 4, 39th Street Yard, March 11, 1955.
Bernard Linder photograph

Diesel 13.
Bernard Linder collection

Diesel 20005, May 27, 1963.
Bernard Linder photograph

Ash dump car 9980, 39th Street Yard, April 24, 1952.
Bernard Linder collection

39th Street Yard, January 24, 1952.
Bernard Linder photograph
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NEW YORK CITY SUBWAY CAR UPDATE
by George Chiasson
and Coney Island, as well as to power the Coney Island
gel train (pulling R-30 8429) during the autumn leaf season. Six others (3424/5, 3586/7, and 3718/9) were similarly assigned to the Pitkin-based gel train, which uses
R-30 8558, and the rest (3370/1, 3630/1, 3786/7, and
3836/7) were simply “laid up.” Of these 24, the six
Phase I R-32s used on the Pitkin gel train were returned to revenue service in mid-January, 2011, but
none of the other 18 cars are expected to be restored.
There remained 222 Phase I R-32s assigned to 207th
Street and 50 Morrison-Knudsen-overhauled R-42s at
East New York as of February 15, 2011.
Staring on October 29, 2010, two rotating trains of
Coney Island-assigned R-68s have been indefinitely
assigned to Concourse Shop for D, as long-term SMS
of the Concourse-based fleet (2500-2783) continues.
Through February 15, 2011 at least 12 4-car sets of R46s at Jamaica (group 5482-5821) have been re-fitted
with a third air compressor as salvaged from retired R44s. Their specific car numbers have been random, but
these particular units tend to be gathered in G service,
where the added compressor is helpful in quickly recharging the lone units operated, as well as assuring
the proper maintenance of reservoir pressure. When, as
anticipated, G service is relocated from Jamaica to
Coney Island, it will then be assigned single 4-car units
of R-68s or R-68As, which are already equipped with
three compressors each.
A lone train of R-46s equipped with a third rail sleet
scraping system was used on F during the Northeast
snowstorm of December 26, 2010 and then again at
various times through January 2, 2011. This was the
first notable appearance of an R-46 train in F service
since the mid-summer of 2010.
Door enablers were installed on all remaining R-68s
assigned to Concourse and as of February 15, 2011
have also begun to appear on the R-46 fleet.
Retired Equipment and Non-Revenue Events
All 276 retired R-44s, plus Staten Island R-44 “SI” 402,
remain in storage around the system as of February 15,
2011 and await final disposition. Of these, about 232
remain intact (though not necessarily functional) while
others have had some key components removed, including the air compressors mentioned above. One or
two trains have been seen drifting around from time to
time into the early weeks of 2011 performing “school
car” duties. A small number of retired Phase I R-32s
and Morrison-Knudsen-overhauled R-42s also remained on NYCT property in early 2011.
Following an undisclosed mishap in October, 2010, all
eight of the retired R-33 “Redbirds” that had been re-

Subdivision “A” Events
The pilot train of R-62s containing new E-Cam group
boxes from Bombardier (1396-1400 and 1541-5) was
back in regular road operation on 3 by the end of October, 2010. Additional R-62s with new group boxes were
observed in passenger service by the end of December,
2010 (as denoted by the appearance of clean, shiny
grid frames beneath), and it appears they are not being
intermixed with unoverhauled R-62s. The installation of
Bombardier E-Cam control groups should continue on
the remaining R-62s well into 2011.
The use of one rotating 10-car R-62A train otherwise
assigned to Corona Shop for 7 (as begun on August
19, 2010) continued unabated through February 15,
2011.
As of November 17, 2010 R-142 units 6511-5 from the
2 and 6791-5 from 5 had been transferred to 4. This
reassignment included a change to 4 strip maps inside.
Same date, maintenance responsibility for the 20 single-unit R-62As assigned to S/42nd Street Shuttle
(1927-33, 1935-7, 1940, 1941, 1945, 1946, 1950-3,
1955, and 1956) was transferred from Jerome Shop in
the Bronx (home of 4) back to Livonia Shop in Brooklyn, which covers equipment for 3. This reverses an
identical transfer made on January 31, 2009 and restores the prior arrangement that dated to December ,1999.
Same date, R-142A unit 7216-20 had been forwarded
from Westchester Yard to Kawasaki Railcar’s plant in
Yonkers, by flatbed truck, for “pilot” conversion to
CBTC-equipped cars under Contract R-188. These will
be joined at a later date by five more R-142As and
when completed all 10 will be joined by one new car to
create one of three complete 11-car CBTC-equipped
pilot consists for testing on 7. A total of 33 cars will be
created in the prototype phase of the R-188 project (10
converted from R-142As for delivery at the end of 2011,
23 new for delivery in late 2012). Though presently unfunded, if the full R-188 contract were exercised it
would yield a grand total of 506 cars overall, or 46 11car trains, for exclusive use on 7. Again, if exercised
the R-188 order would not be used to replace any existing equipment but rather force the reassignment of R62As from 7 to other Subdivision “A” routes.
Subdivision “B” Events
As of October 7, 2010 some 24 Phase I R-32s were
removed from passenger service on C (and since October 6 occasionally A), which reduced the overall surviving fleet size from 240 to 216. Ten of these (3494/5,
3510/1, 3552/3, 3642/3, and 3694/5) were drafted for
use on Subdivision “B” refuse trains out of 38th Street

(Continued on page 7)
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the group of 58 mainline R-33s that went through a
mini-overhaul at the end of their service lives in 2002,
all of which survive in one form or other (mostly as rider
cars RD402-RD439) but for 9074, which was reefed to
yield its mate, 9075, as a permanent exhibit near the
Queens County Courthouse.
Also in storage since the latter half of 2010, though
not necessarily as yet awaiting disposition, are singleunit R-33s 9315, 9335, 9336, and 9340. Like the
mainline R-33s, these four cars had appeared at 207th
Street by mid-November and remained stationary as of
February 15, 2011. As always, non-revenue car assignments are fluid and subject to change, but what
changes do occur tend to be at a slow pace. The following R-33S assignments were gathered in early December, 2010 and were the first complete listing since late
2007:
At Corona: 9307, 9308, 9309, 9310, 9323, and 9325
At 239th Street: 9311, 9312, 9313, 9314, 9316, 9318,
9322, 9324, 9326, 9329, and 9332
At 207th Street: 9317, 9319, 9320, 9328, 9330, 9331,
9333, 9334, 9337, 9338, 9341, 9342, 9343, 9344, and
9345.

New York City Subway Car Update
(Continued from page 6)

tained for non-revenue uses, mainly related to the refuse trains, were removed from active duty at Coney
Island and 38th Street Yards. These included 8812/3,
8834/5, 8996/7, and 9000/1, which spent the rest of
autumn in repose at Concourse Yard before moving
over to 207th Street, where they remained as of February 15, 2011. Use of these eight had been far less than
consistent since our last look in 2008, with refuse train
duties most often being handled by allocated pairs of
60-foot SMEEs assigned to Coney Island (slant R-40s,
R-40Ms) until these were eliminated in February, 2009.
Phase I R-32s from Jamaica were used until May of
2010 and Phase I R-32s from 207th Street thereafter. As
described above, 10 Phase I R-32s were removed from
passenger service and assigned to this duty on a permanent basis in October. One other pair of retired Redbirds, cars 8888/9, was similarly assigned to refuse
train duty out of Westchester Yard through the summer
and into the early fall of 2010, but it too has been withdrawn and is expected to join its sisters in the line
awaiting eventual disposition. These 10 cars are from
IRT Adopted Labor-Saving Devices 90 Years Ago

TERMINAL

LINE

FIRST
TWO-MAN
TRAIN

ALL TWOMAN
TRAINS

NUMBER
OF
TRAINS

E. 180th
Street

Lexington
Avenue

April 28,
1924

May 7, 1924

30

180th StreetBronx Park

Seventh
Avenue

May 7, 1924 May 22, 1924

26

145th StreetLenox Avenue

Seventh
Avenue
(Sunday)

—

May 18, 1924

N/A

Woodlawn

Lexington
Avenue

May 23,
1924

June 4, 1924

22

242nd
StreetBroadway

BroadwaySeventh
Avenue

June 2,
1924

June 21,
1924

45

Astoria

Queens

July 1, 1924

July 3, 1924

4

Corona

Queens

July 3, 1924

July 11, 1924

N/A

(Continued from page 1)

trol by June 27, 1921.
Conversion proceeded rapidly, as shown in the following table.
DATE

FLIVVER
MOTORS

FLIVVER
TRAILERS

1920
1921
1923

124

62

LO-V
MOTORS

LO-V
TRAILERS

98

42

400

175

STEINWAY

HI-V
MOTORS

HI-V
TRAILERS

83
264

132

By 1923 all Lo-Vs, Flivvers, and Steinways were converted to MU door operation.
Most of the following Hi-Vs were also converted:
3757-4024 and 4382-4514. A few other 4200s and
4300s were also converted.
Although the work was completed in 1923, the first
two-man train was not operated until April 28, 1924 (see
table below).

From December 28, 1923 to August 13, 1924, IRT
converted 464 gate elevated cars to MU door control.
Narrow doors were installed at the ends, which were
enclosed in a vestibule. The Motorman’s cab, which
was not relocated, remained behind the vestibule.
With fewer employees, IRT was able to make a profit
on a five-cent fare. But it was forced to declare bankruptcy when riding declined during the Depression.
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Commuter and Transit Notes

No. 269
by Randy Glucksman

Ron Yee, who was aboard, reported the consist as W9109-9108-9113-9112-9117-9116-9115-9114-E. Ron
added: “The trip went flawlessly, receiving rave reviews
by the riding public. They ride nicely, a smoother ride
than the M-7, and the new style seats with the improved
lumbar support design also provide the person seated
behind a couple of extra inches of legroom as the seatback is thinner and more hollowed out. The seats are
comfortable; the interior design and color combinations
are quite attractive. The PA system is very clear, a vast
improvement over the scratchy sounding speakers of
the older cars.” The return trip to Stamford on Train
#1336 departed at 2:10 PM.

METROPOLITAN TRANSPORTATION AUTHORITY
In his budget, Governor Andrew Cuomo, like his
predecessor, has proposed taking dedicated funding
from MTA. This time it is $165 million in Metropolitan
Mass Transportation Operating Assistance (MMTOA)
that would be used to pay debt service on State-issued,
voter-authorized bonds. General revenues should be
used for this purpose.
MTA METRO-NORTH RAILROAD (EAST)
Here’s an FYI. Through mid-February, each M-2, M-4,
and M-6 car had snowstorm-related repairs an average
of four times.
Full (October 17, 2010 timetables) service returned to
the New Haven Line as of March 7, and also on the
Waterbury Branch. However, that day, significant rains
caused a washout (150 feet wide and 2 feet deep) at
MP 19.5, between Bethel and Redding, which resulted
in a suspension of Danbury Branch service. Bus service
was provided from Danbury and Bethel via express to
South Norwalk. Shuttle train service was also provided
between Wilton and South Norwalk. Work began immediately to rebuild the track. Limited rail service was restored to Branchville. Passengers also had the option of
using Main Line New Haven or Harlem Line trains. Because the area was inaccessible, a 150-foot roadway
had to be constructed so that an estimated 100 truckloads of fill could be delivered to rebuild the track foundation, which will be in the shape of a pyramid: 50 feet
at the base narrowing to12 feet at the top to accommodate the 8½-foot track. Trains that remained in the Danbury Yard were moved to Southeast using the Beacon
(nee Maybrook) Line. A two-week suspension of service
was expected; however, service was restored on the
morning of Friday, March 18.
During a March 3 visit to Grand Central Terminal, I
spotted two pallets loaded with Hudson and Harlem
Lines timetables near Track 35. Thinking that perhaps
these were the April 3 edition that had arrived early, it
turned out to be the October 17, 2010-April 2, 2010 edition with a “Revised February 7, 2011” date.
Steve Lofthouse reported that the two SPVs, which
had been stored for several years at Hudson Interlocking, were removed during February.
MTA METRO-NORTH RAILROAD (W EST)
Port Jervis/Pascack Valley Lines timetables were issued effective March 13, coinciding with NJ Transit’s
schedule change.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
The M-8 inaugural run occurred March 1 on Train
#1349 (10:30 AM Stamford). (Editor’s Note - I have moved
this item forward every month since December.) Member

(Continued on page 9)

8

NEW YORK DIVISION BULLETIN - APRIL, 2011
changes.
There was a special Montauk Branch timetable for
(Continued from page 8)
March 2-4, to enable Sperry Rail testing. Depending on
the day, buses replaced trains between Montauk and
Speonk, or Speonk and Patchogue, or Patchogue and
Babylon.
Several months ago, member Larry Kiss had suggested to LIRR management that a stop be added at
Bellport for Montauk Branch Train #2732 and this has
now been done. As a result, the arrival time at Speonk
is two minutes later – 6:10 PM.
The weekend of April 9-10 a state-of-the-art, microprocessor-based signal system will be cut over at Wantagh and Amityville (Babylon Branch). Special timetables will be published.
Having completed the specifications for an M-9 car,
there are plans to advertise a request for proposals
(RFP) mid-year, with a contract award in 2012. The M-9
was developed from the M-7, with improvements added
to the M-8s. At present the number to be purchased
Ronald Yee photographs was not mentioned; however, the Twenty Year Capital
Needs Assessment – 2010-2019 specified that 170
Two days later I found this trainset on Track 11. With would be required to replace the M-3s and additional
an open door, and several Metro-North employees mar- cars would be needed to support the East Side Access
veling over the new train, I went in to have a look and Project. A more recent document, the Proposed 2010take some photos. Besides all of the features that Ron 2014 Capital Program, took into account the current
described above, I noted the new car smell, bright inte- fiscal problems and reduced the number to 84 because
rior, large restroom, and at each seat there is a stan- there is only funding for the first two years.
dard a.c. outlet.
NJ TRANSIT
It is planned to have 26 M-8s in service this spring,
It is a rare occurrence, but during the morning comand with about 10 cars being released for service each mute of February 24, unable to reach the Port Authority
month, there should be 80 by the end of this year. All Bus Terminal, NJ Transit routed buses to Secaucus
380 should be in service by the third quarter of 2013.
Junction, Newark Penn Station, and Hoboken. SystemShore Line East riders who board at Westbrook will wide cross-honoring was put into effect and also on
soon have a new station as a result of a land swap in PATH. The reason was an accident that began at 7:25
which the town garage will move to nearby state-owned AM in the Lincoln Tunnel involving a motorcycle, two NJ
land. The cost is in the $10-15 million range and the Transit buses, and a Monsey Trails bus, which required
station will almost mirror the one in Guilford. Two 200- the closing of the center tube. The motorcyclist was
foot-long platforms will replace the present low-level critically injured, and 61 bus passengers were injured,
ones, and there will be a pedestrian overpass. Parking 13 severely. At 10 AM, there were two-hour delays. The
will be expanded from 40 spaces to 189. Construction is cause of the accident was under investigation.
expected to begin this fall, with work being completed in
Additional service on the North Jersey Coast Line was
18 months. Thanks to member David A. Cohen for operated between Bay Head and Long Branch on Sunsending this report from The New Haven Register.
day, March 6, in support of the St. Patrick’s Day Parade
MTA LONG ISLAND RAIL ROAD
that took place in Belmar. The result was hourly service
Timetables were issued for the period March 7-May between the aforementioned stations, eastbound 9:21
16, to support construction activities on the Main Line AM-6:21 PM and westbound 8:46 AM-7:46 PM.
and Montauk Branch. Weekday middays, trains singleTimetables issued effective March 13 coincided with
track between Queens Village and Merrillon Avenue the return of Daylight Saving Time. Getaway service
and between Babylon and Sayville for tie replacement. operates May 22, July 1, and September 2 on the Main/
On weekends, there are outages between Harold and Bergen/Port Jervis, Morris & Essex, Northeast Corridor,
Shea Interlockings to enable waterproofing of the North Jersey Coast, Pascack Valley, and Raritan Valley
Queens Boulevard Bridge. Holiday Eve service oper- Lines. Weekend/major holiday timetables will be in efates on March 17 (St. Patrick’s Day), April 18 and 19 fect on Memorial Day (May 30), Independence Day
(Passover), and April 22 (Good Friday) on the Port (July 4), and Labor Day (September 5). There were also
Washington, Port Jefferson, Far Rockaway, Babylon, minor changes to most lines in addition to what appears
(Continued on page 10)
and Long Beach Branches. There were also minor time
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below.
● ATLANTIC CITY: Beginning March 14, and continuing until further notice, train service is replaced by
Academy buses on Monday-Thursday nights.
There was no information why this is being done
● MAIN/BERGEN: Minor changes to connecting times
at Secaucus Junction
● MONTCLAIR-BOONTON: Several time changes to
PM peak and evening trains
● MORRIS & ESSEX: New train, #309, departs from
Hoboken at 7:37 AM making all stops to Summit.
Train #409, formerly the 7:34 AM Hoboken/
Gladstone, now departs at 7:55 AM. Train #6656
(3:43 PM Dover/Hoboken) has added stops at
Short Hills and Milburn, and Train #6654 (3:23 PM
Dover/Hoboken) now operates via express between Summit and Maplewood. Train #858 (5:51
Mount Olive/Hoboken) has added stops at Mountain Station, Highland Avenue, Orange, and East
Orange
● NORTHEAST CORRIDOR: Train #3830 (7:58 AM
Trenton/New York Penn) now stops at North Elizabeth. Train #3873 (6:11 PM New York Penn/
Trenton) has replaced Train #3173, which departed at the same time but operated only as far
as Jersey Avenue
● NORTH JERSEY COAST: Trains will stop at Monmouth Park when the racing season begins. At
publication time, the dates had not yet been made
public. There were also minor time changes
● PASCACK VALLEY: Minor time changes
● RARITAN VALLEY: Sunday mornings, hourly service
has been restored. Starting with the August 3,
2008 schedules, trains departed from Raritan
every two hours between 6:18 AM and 12:18 PM
and from Newark every two hours between 7:38
AM and 1:39 PM. With the return of Trains #5513,
5517, 5521, 5508, 5512, 5516, the Saturday and
Sunday schedules are again the same.
So far, just for the month of December, the state of
New Jersey has been billed $333,281 in legal fees fighting the federal government’s attempts to reclaim $271
million in funding that it provided for the now-canceled
ARC project. This irked Assemblyman John Wisniewski,
D-Middlesex, Chairman of the Assembly Transportation
Committee, who wanted to know why a D.C. law firm
was hired that charges $485 per hour for attorney services, $125 per hour for clerks and law assistants, and
$90 per hour for paralegals. He said that there are
many good law firms in New Jersey that do not charge
$485 per hour. NJ Transit countered that “Patton, Boggs
is a highly regarded professional firm that is working to
save state taxpayers as much money as efficiently as
10

possible.”
On March 2, Governor Christie announced that he is
ready to invest in a rail tunnel between New Jersey and
New York, but only if the project is a good deal for New
Jersey taxpayers. In a statement on March 11, the Governor said "We have a better project that I know at
some point someone will come to us and ask us to contribute to, and we will stand ready to do that. But we will
do that as partners with the federal government and
Amtrak, and we will do that, I am certain, only under the
condition that New York City and State contribute as
well."
Eleven Comet Is (5105, 5108, 5129 (cabs) and 5707,
5714, 5715, 5717, 5721, 5731, 5733, and 5743
(trailers)) that had been on lease to AMT since July,
2008 have been returned and will be put up for sale.
AMT also purchased 14 Comet 1bs, around the same
time.
PORT AUTHORITY OF NEW YORK & NEW JERSEY
The cost of the Transit Hub at the World Trade Center
site has jumped from $3.26 billion to $3.44 billion. What
is being constructed is Architect Santiago Calatrava’s
“bird-like” design of glass and steel. When proposed in
2003, the project was to cost $2.2 billion. That price has
risen due to higher-than-expected costs to ship (from
Spain) the elliptical steel arches that will make up the
ceiling. One feature of the original design that has been
lost due to cost is the retractable roof and several special support columns. Nonetheless, the transit center is
expected to serve about 250,000 people daily who
transfer between PATH and 2345ACJZ, and is
set to open in 2014.
AMTRAK
Timetable folders (W2, W4, W10 and P55) were issued for the Northeast Corridor, Keystone, and the
Ethan Allen/Vermonter effective March 14. The national
edition is still scheduled for May 10.
METROPOLITAN AREA
The New City train station is looking for a new home
and owner. Presently situated on the property of the
former Vanderbilt Lumber Company in New City, New
York, where it has been since being built 135 years ago,
the present property owner would like to remove it so
that a senior housing complex can be constructed. New
City was the terminus of the branch of the same name
and was a predecessor of the New Jersey & New York
Railroad, which eventually was owned by the Erie Railroad. The line branched off today’s Pascack Valley Line,
4.1 miles to the south at Nanuet. The earliest timetable
in my collection, dated September 27, 1931, shows
daily “Motor Service” was provided. As recently as a few
years ago there had been a proposal to relocate the
wood and slate building to a shopping center about a
mile away, but an inspection found that a majority of the
rafters, posts, beams, and roofing material had rotted
(Continued on page 11)
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and the original interior had disappeared ether through
neglect or in its capacity as storage for lumber. In case
you know lf a location that is available, the building
measures at 38 by 16 feet with a roof overhang on all
sides. The builder would like to begin construction next
spring.
MUSEUMS
The Shore Line Trolley Museum (Branford) has announced this preliminary schedule: April 30 – Members
Day, May 1-29 – open Saturdays/Sundays, May 7/8 –
Rapid Transit/Guest Operator, May 21 – Antique Autos.
After May 30, the museum will be open daily through
Labor Day, September 5.
THE WINTER OF 2010-1
Snowstorm #10 arrived in the early morning hours of
February 21, Presidents Day. Besides the fact that
weekend/holiday schedules were in effect on LIRR,
Metro-North, NJ Transit, and PATH, there were no reported delays. The metropolitan area received 2-4
inches in New York City and 4-6 inches in the areas
north and west of the city. With this storm, the winter of
2010-1 became the third snowiest in New York City history with 60.9 inches recorded in Central Park. For the
record, #1 and #2 are 1995-6 (75.6) and 1947-8 (63.2).
Storms on March 7 and 10 deposited more than ten
inches of rain in some areas. Metro-North’s Danbury
Branch was affected. (Please see above for details.)
HIGH-SPEED RAIL
Following the announcement by Governor Rick Scott
to scrap plans for Florida’s high-speed rail program,
several members of the State Legislature attempted to
make an end run around the Governor’s rejection. One
idea was to investigate the legality of what Governor
Scott had done and also of getting the funding transferred to a regional transit agency such as the Tampa
Bay Area Regional Transportation Authority. Amtrak was
another possibility; however, some Florida politicians
did not want to cede control of the project.
On February 24, following the successful launch of the
Space Shuttle Discovery (on its 39th and final mission),
Governor Scott rejected the latest plan, one which had
been prepared by U.S. Senator Bill Nelson, Tampa
Mayor Pam Iorio, Florida State Representative Kathy
Castor, and United States Representative John Mica, RWinter Park. Their plan isolated the state from any liability with regard to cost overruns or operating costs in
order to satisfy the Governor. On February 25, the State
of Florida was granted another week to reverse its decision.
Meanwhile, Senators from states along the Northeast
Corridor sent a letter to Transportation Secretary Ray
LaHood on February 28, requesting that the funds be
redirected to projects on the Northeast Corridor. They
cited the fact that this corridor accounts for about a fifth
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of both the nation’s gross domestic product and population, has the nation’s only operating HSR line, and has
received less than 2% of the $10.5 billion that has been
approved for HSR. Apparently none of that mattered, as
Secretary LaHood awarded $2.4 billion to the State of
California. A decision was pending on the disposition of
the remaining funds.
In early March, two Florida State Senators sued Governor Scott, citing the fact that all three branches of the
government must be free to act on any laws and rules
set forth; no single entity (executive, legislative, or judicial) can act without the approval of the other two
branches. On March 4, the Florida Supreme Court
sided with the Governor. Thanks to member Dennis
Zaccardi for these reports.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
Construction of a new (20th) Orange Line station was
approved by MBTA. When completed in three years,
Assembly Square in Medford will be located approximately halfway between Sullivan Square (Charlestown)
and Wellington (Medford). This came about through an
agreement between the transit agency and a developer,
Federal Realty Trust, under which the state gets the real
estate rights to build the station and entrances and realign track.
And there is more expansion news. As a result of a
land exchange between the Massachusetts Department
of Transportation and Pan Am Railways, it looks like the
Green Line extension beyond Lechmere to Somerset
and Medford will proceed. More importantly, the agreement also provides for all the trackage and property
rights necessary off the Worcester Main Line to allow
future passenger service from Worcester to Ayer. This
will provide a connection between the Worcester and
Fitchburg Lines, and a potential future connection to
North Station and trackage rights for future service from
Lowell through Nashua and Manchester to Concord,
New Hampshire. That project would be sponsored and
funded by the State of New Hampshire, similar to current Rhode Island service.
Recognizing that a $15 fine for a first offense fare evasion is not a deterrent, a bill has been filed in the State
Legislature to increase to the fine to $150. In addition,
offenders will only have three weeks to pay, vs. the current one year, plus their names would be reported to the
Registry of Motor Vehicles to prevent scofflaws from
renewing their driver’s licenses. The fines — which also
include $100 for a second offense and $250 for a third
or additional offense — have not risen since 2007, “T”
officials said. If the bill were approved, the fine for a
second offense would be $250, and $500 for a third. It
is believed that the fare evasion rate is about 3%, which
amounts to $13.5 million based on 2010’s total fare
revenue of $451 million.
After a “Winter of Discontent” over how commuter rail
(Continued on page 12)
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operated, some state officials are looking at other options. According to a report on EnterpriseNews.com,
Lt. Governor Tim Murray said MBTA is eyeing a potential takeover of commuter rail operations when the Massachusetts Bay Commuter Railroad Company’s contract
expires in June, 2013. MBCR has been the “T”’s operator since 2003 (succeeding Amtrak) and was awarded
several extensions. Member Todd Glickman thinks this
idea may have merit and deserves serious consideration. A bi-partisan group of State Legislators along with
Transportation Secretary Jeffrey B. Mullan believe that
the time is right to hold hearings on these problems.
They called reliable service on the “T,” which provides
more than 1 million rides a day, “essential to the economy and quality of life of the Commonwealth.’’
This comes on the heels of a significant delay to Train
#P508 (6:55 AM Worcester), which, due to mechanical
problems, arrived almost two hours late on February 28.
After a repair and testing, this locomotive was assigned
to Train #P523 (5 PM South Station/Worcester) and a
half-hour after departing from South Station had another
failure. The following train, #P525 (5:15 South Station/
Framingham) coupled to it and P523 arrived in Worcester nearly three hours late. It was later determined that
the locomotive had a broken crankcase, but the morning problem was caused by a failed governor. Wait,
that’s not all – there was another engine failure, with a
different engine; however, this time is was on Fitchburg
Line Train #429, which departed from North Station at
5:20 PM. Shortly before 6 PM at Waltham, the crew reported a mechanical failure. Passengers waited until
another train arrived, coupled up to the disabled train,
and pushed it to South Acton, where the trains were
taken out of service. About 250 passengers from both
trains waited until 8 PM, when another train arrived,
finally reaching Fitchburg at 9 PM.
To help alleviate its aging locomotive problems, MBTA
is leasing five MARC locomotives for $150,000 each
annually. They are model GP-40-WH-2 52, 59, 61, 63,
and 67, which were retired after delivery of new MPI
locomotives. NETransit reported that they were evaluated by the Providence & Worcester. New locomotives
on order are not scheduled to arrive until 2013. Thanks
to Todd Glickman for these reports.
LINDENWOLD, NEW JERSEY
On Thursday, March 3, 247, the first PATCO car to
leave, departed for overhaul at Alstom’s Hornell, New
York facility. Alstom was awarded a $194,197,337 contract for the 120-car fleet (January Bulletin). Thanks to
member Bob Vogel, who was on hand to record this
historic event.
ERA member and retired PATCO Superintendent Bill
Vigrass provided this additional information. “Eleven
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cars will be shipped, two per week, Monday and
Wednesday until 11 are in Hornell (ex-Erie RR
shop). Single car 116, which was fire-damaged several
years ago (floor heat), will serve as a mock-up car.
There will then be a pause of about six months while
these cars are evaluated and detailed planning and implementation will begin. Silk Road, a Women's Business
Enterprise (WBE) also qualified to meet federal requirements for Disadvantaged Business Enterprise credits,
will transport the cars. They have a very good reputation for careful handling. PATCO single cars 101-125
will be made into married pairs, except for 116, which is
the odd one. The Operations Department does not care
for single cars and currently none are scheduled. Twocar trains or doubles provide most off-peak service. This
program has been delayed for several reasons during
the past five years and at last it is moving. The original
75 PATCO I cars were built in 1968 so are now 42-43
years old with about two million miles on each car as
well as having obsolete electronics, components which
are no longer available. Cars 247-248 were selected to
go first since they had the worst reliability record. ‘Worst
is First!’ This will be an ongoing program for up to five
years. Once into production, two cars per month will be
shipped out and two cars received, tested, and put back
into service.” Bill closed his email with: “Bill Vigrass,
Supt. 1972-84 - now retired but always watching!”
Member Dave Safford reported that using the entire
year as a basis of comparison, PATCO reported a 3.1%
increase in ridership from 2009 to 2010.
There is new life in the $1.3 billion, 18-mile CamdenGlassboro Rail Line. The State of New Jersey and Delaware River Port Authority (DRPA) have resolved differences and there is also to be a study to enhance operations on the Atlantic City Line. The writer of this email
wrote, “I've suggested to NJ Transit that a stop be made
at North Philadelphia and at the Philadelphia Zoo.” A
contract will soon be awarded for the environmental
analysis. There is also a proposed Woodcrest Station
stop and one to serve the Atlantic City International Airport in Galloway Township on the Atlantic City
Line. DRPA has agreed to advance some of the funding
but has no interest in operating the line. Thanks also to
The Gloucester County Times for this report.
PHILADELPHIA, PENNSYLVANIA
Two weeks after the last snowstorm, SEPTA car shortage problems continued. On February 16, 51 of 354
cars were out of service. As a minimum of 315 is
needed for normal operation, this meant some riders
were again squeezed into short consists. In a letter distributed to riders and posted on the Internet, General
Manager Joe Casey apologized to his customers, noting that the new cars are still largely stuck in manufacturing/testing limbo. Several months late, delivery is still
stuck at three cars in service, with the hope that two
(Continued on page 13)
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more will be released shortly.
During one of February’s many cold days, February
17 to be exact, there was a report in The Philadelphia
Inquirer that at Thorndale. a rider told of having waited
in 20-degree plus wind chill weather for over an hour
with no SEPTA service at all. Suddenly an Amtrak train
diverted from its normal Keystone (HarrisburgPhiladelphia) service picked them up and made all
SEPTA stops to 30th Street, clearing the platforms of
fresh frozen commuters. Kudos to the Amtrak personnel
who made this decision!
On February 21, cars 803 and 804, the first two madein-U.S.A. Silverliner Vs, entered revenue service. They
were coupled to the three Korean-made units already in
service for a five-car maiden run as Train #501 (5:17
AM Lansdale/Center City). They were to run on four
lines that week. Thanks to Dave Safford for these reports.
Dave subsequently wrote that he finally got the time to
ride the Silverliner Vs. “Despite the fact that this run, the
4:23 PM originating at Temple U station, was the fivecar set’s first since ending its morning runs several
hours earlier, it was 25 minutes late. On-board personnel said they didn't think that the delay was due to
equipment problems, but they really didn't know. The
first thing I noticed upon boarding the front car (beyond
the fact that I was the only railfan on board) was that
the railfan seat was cordoned off with yellow crowd control tape. The Conductor said that this was to allow the
Engineer to exit his cab quickly when needed. The light
came on. The TWU has been locking horns with SEPTA
over the agency's decision to install half-car-width control cabs. The resolution, for now anyway, seems to be
that the railfan seat goes in, but it can't be used. Otherwise, the car performed beautifully: strong,
smooth acceleration, smooth ride, gentle but firm braking. Train announcements are recorded and repeated
on the video screens scattered throughout the length of
the car. I had mistakenly suggested earlier that these
were for advertising. Electronic displays on the exterior
identify train destination. The only issue from my standpoint is the uncovered traps at the third points of the car
where the exits are located. The Conductor left the trap
adjacent to the opposite track closed, but the boarding
side trap down for the length of the trip.”
Cinders reported that with the production of Silverliner Vs well behind schedule, and a chronic shortage of
serviceable cars, SEPTA may be taking another look at
leasing some of NJ Transit’s stored Comets as well as
one or more of the idle ALP-44s. SEPTA’s electric locomotive roster includes one similar unit, 2308. The other
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seven are AEM-7s.
On February 24, the Delaware Valley Association of
Rail Passengers (DVARP) asked SEPTA to stage a test
of its proposed electronic fare collection system on two
Regional Rail lines and conduct public hearings before
proceeding with the newly funded system. SEPTA’s proposed system would require passengers to tap their
fare cards before boarding in Center City, and again
upon de-boarding at a suburban station, with the fare
calculated and deducted electronically. It appears
that inbound rides would not be charged, but the outbound rides would be charged double. DVARP believes
that this system would be used fraudulently, with patrons riding in for free, then taking a bus back, paying
only the one-way fare.
There is a controversy over the “M” or “F” stickers that
SEPTA personnel affix to monthly tickets that have been
used to identify the purchaser as being either male or
female since 1981. Trans-gendered passengers are
raising this issue. The transit agency maintains that the
stickers are designed to prevent passes from being
shared (in a typical male-female household). However
one self-described activist said that the policy does not
make sense because any two women or men can share
passes. This may all go away when SEPTA changes
over to a smart card system in the future. The only other
railroads that I am aware of that do this are LIRR and
Metro-North. Thanks to member Lee Winson for this
report.
At the February Division meeting, member Allan
Breen gave me a SEPTA “Stop Assistance Card.” To
use it, a passenger completes this 3”x5” card by filling in
the route, direction (N/S/E/W), and destination (transit
stop). This form has been around for a while; it has a
copyright date of 1989.
Allan also reported that a Valentine’s Day special train
ran on the Market-Frankford Line on February 13.
Mayor Nutter performed a wedding aboard the chartered train, which operated at slow speed to enable riders to view 50 love-themed rooftop murals that make up
the “love letter.” A reception was held later at SEPTA
Headquarters. The fare was $45. or $80 for a couple.
Allan wonders if this was the most expensive transit ride
ever.
Timetables were issued effective February 13 for the
Broad Street, Market-Frankford, and Trolley Lines 10,
11, 13, 15, 34, and 36; February 14 for Routes 101,
102, and the Norristown High-Speed Line. Regional Rail
timetables changed March 13. To address riders’ complaints that the timetables looked identical, (the best
descriptions of) the colored stripes which were added
above the line names are as follows:
(Continued on page 14)
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LINE
Airport

STRIPE COLOR
Magenta

Chestnut Hill East

Green-Gold

Chestnut Hill West

Turquoise

Cynwyd
Fox Chase
Glenside Combined

Violet
Orange
Light Purple

Lansdale/Doylestown

Brown

Manayunk/Norristown

Red

Media/Elwyn

Blue

Paoli/Thorndale

Green

Trenton

Pink

Warminster

Gold

West Trenton
Wilmington

Purple
Lime

PITTSBURGH, PENNSYLVANIA
PATransit cut weekend LRT service effective March
27. Previously, the Blue (Overbrook) Line ran to both
Library and South Hills Village while the Red
(Beechview) Line ended at Castle Shannon all week,
with some Red service to South Hills Village rush, basically putouts and layups. New schedules have all weekend Blue to Library, Red extended to South Hills Village,
with weekday pattern unchanged (but with less service...). Thanks to member Andre Kristopans for this
news.
BALTIMORE, MARYLAND
How could events that took place nearly 70 years ago
across the Atlantic Ocean affect MARC? The answer
comes from a report in Mass Transit Magazine. It has
been documented that the Nazis used the French National Railway (SNCF) during World War II to transport
French citizens, Jews, and others to death camps. One
survivor, Leo Bretholz, wants SNCF to fully disclose its
involvement between January 1, 1942 and December
31, 1944 before being able to bid on operating MARC
service. A bi-partisan group of State Legislators supports legislation backing this requirement. Keolis, a
SNCF subsidiary, has submitted a bid to replace CSX
as MARC’s operator. In January, SNCF’s Chairman
made an apology in Florida, where this also became an
issue. Other states, including California and Virginia,
also raised this issue, but California’s then-Governor
Schwarzenegger vetoed the bill and last year Virginia
Railway Express awarded Keolis the contract over the
protests of holocaust survivors.
Thanks to member Steve Erlitz, who sent copies of
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the March 14 MARC timetables, the details of which
were described in the March Bulletin. Even though the
combined timetable includes the Camden Line, only the
Penn Line had changes.
WASHINGTON, D.C. AREA
Washington D.C.’s District Department of Transportation (DDOT) is requesting expressions of interest for
operators to operate and maintain the existing and future citywide streetcar system. The District of Columbia
has initiated construction of the first two segments of a
37-mile streetcar network including a two-mile segment
along H Street NE and Benning Road NE, and a 0.5mile segment on Firth Sterling Road in Anacostia. The H
Street/Benning Road segment is planned to be operational in 2012 with a private operator in place by August
2011. The first three Inekon-Skoda streetcars are on the
property, and more will be acquired. Thanks to member
Phil Hom for this report.
WMATA is considering realigning the routing of the
Blue and Yellow Lines by June, 2012. This is being
done to improve service reliability with an eye on the
extension to Dulles Airport in 2014. There is also a possibility that new colors could be introduced. The original
designer of the map is being brought back to revise the
map based on what will be approved.
As been reported previously in this column, Virginia
Railway Express (VRE) ridership is outpacing the
agency’s ability to match the demand. CEO Dale
Zehner, in an email dated February 24 reported: “We
finally did it! On Wednesday, February 16, 2011, we
carried over 20,000 trips in one day. 20,133 to be exact. As I shared with you last week, this only continues
to stretch our already constrained capacity.”
The availability of parking is another critical issue, especially at Fredericksburg, Leeland Road, Brooke,
Broad Run, Manassas, Manassas Park, and Rolling
Road. These are some possible solutions:
● FREDERICKSBURG – Construct a new station
named Spotsylvania, with 500 parking spaces that
could be expanded to 1,000, that would be built
with the expectation that the vast majority of Fredericksburg riders would use this station. Unfortunately, it would take about 3 years for that station
to be constructed. In the meanwhile, a parking
task force is to be created to look for some creative options to the parking situation in Fredericksburg
● LEELAND ROAD AND BROOKE – Expansion is in the
final design for both stations, and VRE is hoping
to have sufficient funding to expand both of these
lots by roughly 200 spaces.
● BROAD RUN – Work is underway to design a garage. There are many complicating factors, including height issues because of the local airport, and
something definitive is several years away
(Continued on page 15)
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ASHEVILLE, NORTH CAROLINA
Approximately 77 years after it last operated, a 1927
Brill Birney safety car may one day again be carrying
passengers. After being retired, 119 was sold and eventually ended up with an Asheville family who lived in it
for decades, thus preserving much of the structure. The
car is now owned by the Craggy Mountain Line
(founded in 2001), which operates 3.45 miles of former
Southern Railroad trackage. Members are working on
the car, which still needs wiring and other aesthetic interior details before it can be placed into service. Thanks
to member Joe Canfield for this news.
CHICAGO, ILLINOIS
Metra reported a slight decline in ridership last year.
The 81.4 million riders represented a loss of 1.1% from
the 82.3 million who were carried in 2009. A Metra
spokeswoman blamed downtown Chicago employment
and the city’s budget problems, because the July 3 and
Venetian Fireworks celebrations were canceled. Those
dates are typically high-ridership days for the transit
agency. Metra, however, benefited from the Blackhawks
Stanley Cup rally.
After completing the December, 2010 column, my Dell
laptop crashed and was replaced by an Apple. Some
things fell through the cracks. One was the fact that the
S. “Lou”Jones/Bronzeville station on Metra’s Rock Island District Line did not open on December 15, 2010.
The opening date will be Sunday, April 3, just in time for
Chicago White Sox home opener that takes place at
nearby U.S. Cellular Field on April 7. 26 inbound and 21
outbound weekday trains, plus all weekend trains, will
serve the station. There will be additional service for
White Sox games. A formal dedication is planned for
May. Thanks to member Jim Beeler for these reports.
Railway Age reported that Illinois Governor Pat Quinn
signed legislation on March 7 that would create a
Southeast Commuter Rail District. The proposed 33mile Metra line would serve 20 communities and link
Crete’s Balmoral Park and LaSalle Street Station, with
additional stops in Crete, Steger, South Chicago
Heights, Chicago Heights, Glenwood, Thornton, South
Holland, Dolton, and at the 115th Street, Gresham, and
35th Street stations. Projected to cost an estimated $778
million, it would provide service to one of the last regions in the metropolitan area without access to Metra.
ST. PAUL, MINNESOTA
Four University Avenue bus routes had their stops
relocated in early March to permit construction of the
Central Corridor LRT. Construction began last summer
on the 11-mile line. Service is projected to begin in
2014.
HOUSTON, TEXAS
On February 24, Metro’s Board of Directors voted to
award Siemens a contract for 19 LRVs. This follows a
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forced cancellation of a similar contract to CAF
(December, 2010 Bulletin) over a violation of the “Buy
America” rules. Delivery of the first car is expected in
October, 2012. This early delivery date came about due
to a cancellation of an option for cars by the Utah Transit Authority. The cars, which will be built in California,
require some modifications for use in Houston.
PORTLAND, OREGON
Member Mark Kavanagh reported that RDCs 1702
and 1711 entered service on January 24. The pair was
acquired at a cost of $75,000 each from the Alaska
Railroad in October, 2009 to supplement the unreliable
Colorado Railcar DMUs. Built by the Budd Company in
1953 and 1952 for the New Haven Railroad as 129
(model RDC-3) and 121 (model RDC-2), Penn Central
renumbered them 82 and 96. They were sold a few
years later, going their separate ways until the Alaska
Railroad bought them in 1985-6. Prior to entering service, Trimet upgraded the cars. It is amazing that 58
years after they rolled out of the Red Lion plant in Philadelphia, they continue to do what Budd intended for
them to do.
SAN RAPHAEL, CALIFORNIA
On December 16, 2010, SMART (Sonoma Marin Area
Rail Transit District) awarded Sumitomo and Nippon
Sharyo a $57 million contract to build 18 DMUs for use
on its 70-mile line, which will have 14 stations when it
opens in 2014. Deliveries are scheduled to take place
between the end of 2013 and mid-2014. The contract
comes with options for up to 146 additional units.
LOS ANGELES, CALIFORNIA
With deliveries of Rotem bi-levels, the ex-NJ Transit
Comets are being returned from lease to the Utah Transit Authority. A friend emailed a digital image showing at
least four of these cars awaiting transfer surrounded by
freight cars.
TORONTO, ONTARIO, CANADA
Transit veteran David Gunn has returned to the Toronto Transit Commission (TTC), an agency for which
he was the General Manager from 1995-9. He will serve
in an unpaid capacity to balance the agency’s books for
2012. His travel and living expenses will be paid for by
TTC.
LONDON, ENGLAND, UNITED KINGDOM
For the 2012 Olympics, aka Games of the XXX Olympiad, a proposal is being considered to operate London
Underground 24 hours/day between July 27 and August
12, 2012.
JAPAN
In the wake of the horrendous earthquake that struck
this nation on March 11 and the tsunami that followed,
rail operations could be suspended though the end of
this month. Four trains with passengers were missing.
Limited services were operated on Monday, March 14,
the first weekday following the disaster.
(Continued on page 16)
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Around New York’s Transit System
Heavy Rain Knocks Out Flushing Line
7 service between Manhattan and Queens was
suspended early on Friday, March 11 because heavy
rains exacerbated an existing water condition and
damaged signals in the Steinway Tunnel. Service
operated between Queensboro Plaza and Main Street,
with shuttle bus service operating between VernonJackson and Queensboro Plaza.

After 10 PM Friday, and for the entire weekend, a
single-track shuttle operated between Times Square
and Queensboro Plaza. Planned weekend work on the
Sea Beach and Astoria Lines was cancelled so that N
service could operate to/from Ditmars Boulevard.
Normal 7 service was expected to resume by the
morning rush on Monday, March 14.

Commuter and Transit Notes

tated one of the famous "Blimps" to include reupholstered interiors and the standard two-tone exterior paint
scheme...the only blimp so-treated.
“Unfortunately, this ran afoul of PE's parent, Southern
Pacific, who had sold the passenger service with the
proviso that all passenger rail would cease in due
course. SP gave their final edict to that end in early
1961 and the LAMTA scheduled the conversion at their
next schedule change, to the regret of both management and passengers. Not quite 30 years later, SCRTD
recreated the line largely along the same right-of-way,
spending $1.1 billion in the process. The result is nothing short of the ideal in modern light rail design, which
draws some 80,000 passengers each weekday...far in
excess of what the old line carried.”
News items and comments concerning this column may be
emailed to NYDnewseditor@aol.com.

(Continued from page 15)

FROM THE HISTORY FILES
75 YEARS AGO: On April 13, 1936, the Philadelphia &
Suburban Transportation Company was created from
the Philadelphia & Garrettstown Railway. More familiarly
known at the Red Arrow Lines, the company was purchased by SEPTA on January 29, 1970.
50 YEARS AGO: On April 9, 1961, LAMTA abandoned
the last Pacific Electric rail line – the Los Angeles to
Long Beach Interurban Line. Rail service was restarted
by the Southern California Rapid Transit District on July
14, 1990. Member John Pappas fills in some of the
back-story. “At the time, LAMTA had seriously sought
retention of the line, as it came close to paying its way
and enjoyed decent ridership. Among other projects,
they tried a PCC on the line with success and rehabili60th Street Tunnel Service
(Continued from page 3)

60TH STREET TUNNEL CONNECTION HEADWAYS—WEEKENDS
SATURDAY
DATE

MORNING

SUNDAY

AFTERNOON

EVENING

DATE

MORNING

AFTERNOON

EVENING

May 24, 1987

15, 12

12

12

June 10, 1990

15, 12

10

12

R/FOURTH AVENUE LOCAL
May 30, 1987

10

June 1,1991
August 1, 1992

10

12

No Service
10

10

12

May 26, 1991

November 18, 1995

10, 8

8, 7

12

July 26, 1992

15, 12

10

12

September 14, 2002

8

8

12

November 13, 1995

15, 12

10, 8

12

May 3, 2003

12

12

12

September 8, 2002

15, 12

10

12

February 28, 2004

8

8

10, 12

12

12

12

15, 10

8

12

April 27, 2003
February 22, 2004

No Service

The November 14, 2004 schedule is the most recent weekend schedule in our files.
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TWO ANNIVERSARIES—
DYRE AVENUE AND NASSAU STREET
70TH ANNIVERSARY OF DYRE
AVENUE SERVICE
On May 15, 1941, IRT trains started operating in the Bronx on the former New York,
Westchester & Boston Railway right-of-way.
Northeast Bronx residents were finally able to
enjoy rapid transit that was promised, but
delayed for several years.
When the IND Concourse Line was built,
the City expected to extend it via Burke Avenue and Boston Road to Baychester Avenue.
But the City ran out of money during the Depression and the line was never built. It
chose the cheaper alternative, rehabilitation
of the right-of-way to accommodate IRT cars.
The railroad, which was still intact, was converted to a feeder line to the White Plains
Road Line at E. 180th Street. The 11,000 volt
a.c. power supply and the catenary were replaced by 600 volt d.c. power supply to the
third rails. Also installed were signals similar
to the other signals on the transit system.
Because steel cars were not available, the
Board of Transportation decided to rehabilitate 20 surplus wooden gate cars that were
operating on the old elevated lines. Freshly
painted 1581-7, 1589-1600, and snow plows
107 and 1580 were assigned to the line. Thirteen years later, March, 1954, they were replaced by Hi-Vs in the 3657-3754 group. In
October, 1956, Steinway cars 4025-36, 4573,
and 4756 were assigned to this line. They
were in service until through service began
on May 4, 1957.
The first train, an official train with the
Mayor and City officials on board, departed
from E. 180th Street at 11:21 AM May 15,
1941. A second official four-car train departed

from the same terminal five minutes later and
the first revenue train followed at 11:56 AM.
There was no midnight service when gate
trains started running in 1941. Two-car trains
provided shuttle service until through service
began in 1957. Transit Authority statistics
indicate that fares were always collected at
each station and by Conductors on the trains.
It is believed that passengers deposited their
fares in the turnstiles at the stations during
rush hours and that the Conductors collected
fares on the shuttles when riding was light.
At first, riding remained nearly constant because no new housing was built during World
War II. The area was built up rapidly during
the postwar building boom and riding increased sharply from 1952 to 1969, after
which it decreased slightly.

80TH ANNIVERSARY—
NASSAU STREET

The Nassau Street Line opened on May 30,
1931. It was the last line built under Contract
#4, which was signed on March 19, 1913. In
1922, BMT filed a $30 million damage suit
because the City delayed building the line.
The 1930 report by the Special Master was in
favor of the City. A year later, the Federal
Court did not reach a decision on the Master’s report.
The 4,822-foot tunnel, which cost $10 million, opened at noon without any ceremony.
The first train was a Jamaica train and the
next was a Culver.
At 3 PM, Mayor Walker drove a special
train from Chambers Street to Broad Street
and back to Chambers Street. On board the
train were BMT, Transit Commission, and

1
NEXT TRIP: BALTIMORE/WASHINGTON
WEEKEND, MAY 21-22
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A HISTORY OF THE A TRAIN
by George Chiasson
30th Streets was what had provided the economic incentive to offer the faster, traffic-free alternative that an elevated railway could present.
As might be expected of such bold yet neophyte technology, operational problems impeded the company’s
ability to achieve financial success and the line suspended service on November 15 of the same year. Subsequently it entered bankruptcy and was sold off to
bondholders, thereby reorganizing as the West Side
Patented Elevated Railway Company. This concern acquired a handful of diminutive steam-powered “dummy”
engines (steam engines with a passenger car shell) and
used them to haul the three existing cars, discarding its
original cable-powered propulsion entirely. This enabled
two trains to be operated simultaneously, consisting of
one dummy engine and one car each, when service
was resumed on April 20, 1871. To enable them to pass
each other, sidings were installed at each end of the
still-single-track line at Dey and 29th Streets. Though a
step in the right direction, multiple financial entanglements of the original franchise proved fatal and the
company again reorganized as the New York Elevated
Railroad in December, 1871. After this time its fortunes
briefly stabilized, and additional station stops were established in 1872, which helped to attract more riders as
well as expand the “culture” of the burgeoning Manhattan elevated railway. Each consisted of simple wooden
platforms reached by perfunctory stairways and were
opened at Watts Street, about midway up the route, on
May 6 and Little W. 12th Street, where the el turned from
Greenwich Street onto Ninth Avenue, on June 17. In
addition the three original cable-drawn cars of the West
Side & Yonkers Company were replaced by the first four
“Shadbelly” coaches, which had a low center of gravity
to allay fears they might wobble onto the paving blocks
below. As more new cars were delivered over the next
few years, train lengths were eventually extended from
one to as many as three cars each.
Extension work to the initial segment was already underway at the northern end, but on August 15, 1872 the
first additional piece of the existing line was placed in
operation by a few short blocks from Dey Street to a
new station at Morris Street. An intermediate station and
siding were also added at Franklin Street (between the
Dey and Watts Street stations) on January 21, 1873 and
another station opened at Houston Street (between
Watts and Little W. 12th Streets) on November 3, 1873.
At the north end, service was pushed farther up Ninth
Avenue from 29th to 34th Street, where a new platform
and siding were located, on July 30, 1873. A new station
was also added at 21st Street, expanding the El’s indus-

GENESIS OF THE A TRAIN: PART ONE-THE NINTH
AVENUE ELEVATED IN MANHATTAN
Manhattan’s First Rapid Transit Line, 1866-1875
The Ninth Avenue Elevated, as originally opened under the auspices of the West Side & Yonkers Patent
Railway Company, has the distinction of being the very
first rapid transit installation on the North American continent, following initial establishment of the world’s first
subway in London, England in 1863 by just seven
years. Even so, it had been a long financial road for the
inventor, Charles T. Harvey, from incorporation in July,
1866 to construction, which began in July, 1867, to the
first practical demonstration on December 7, 1867,
which consisted of Mr. Harvey riding a single truck on a
short stretch of track above the sidewalk of Greenwich
Street, being pulled along by a cable. By mid-1868
there were two blocks of single-track elevated structure
along Greenwich Street, from Battery Place (Bowling
Green) to Cortlandt Street in Lower Manhattan (a location now occupied by the World Trade Center site), with
one cable-powered car atop that was built by the John
Stephenson works of New York City. A trial run was
made for the Board of Directors (and investors) on July
3, and over the next two years the line was extended up
Greenwich Street to Ninth Avenue, then Ninth Avenue
all the way to W. 29th Street.
When passenger service finally commenced on February 14, 1870 it consisted of three cable-drawn cars
shuttling between two stations (Dey Street and 29th
Street), with the cables drawn by stationary steam engines at four wayside locations. From a practical standpoint, its purpose was mainly to haul suburban commuters between the Financial District and the terminal of
the Hudson River Railroad (later known as the Hudson
Division of the New York Central Railroad) which was
then on W. 30th Street just west of Ninth Avenue. As
opened, the railroad had been required to use teams of
horses, and not steam engines, to draw its trains north
from the original terminal at Chambers Street to 30th
Street, which made for a long, slow trip through the
West Side of Manhattan to start or end a journey that
was potentially much longer. To put things further in perspective, the Hudson River terminal at 30th Street was
located at what at the time could be considered an edge
of the city, and bore absolutely no relationship to the
area presently in the shadow of Penn Station (a plot
that wasn’t even surveyed for such purpose until 1903),
but rather was associated with a predecessor right-ofway of the former West Side freight line that is being
redeveloped into the “High Line” pedestrian walkway in
2011. In any case the standing requirement that all Hudson River trains be drayed by horses from Chambers to

(Continued on page 3)
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upon which trains of the New York Central & Hudson
River Railroad could be diverted to thus enable through
operation to Lower Manhattan from its northerly
reaches. This was at least partly necessitated by a continuing demand for through service on the Hudson Line
to the Financial District, an option that had been stifled
by the overall re-routing of Hudson trains into the original Grand Central Terminal in 1872, which at that time
had more or less obviated the elevated railway’s original
purpose. The new siding at W. 11th Street was extended
from Bank to Bethune Streets to provide for this eventuality, and it does appear that some railroad service was
operated via the Ninth Avenue Elevated for a relatively
short time. Nevertheless, as the El had increasingly
been redirected from its initial orientation in the previous
several years, it became overwhelmed by its duties as a
conveyance of convenience for Manhattanites, and the
needs of commuters who desired it as a bridge to suburban railroad trains were subsumed to the greater
good at an early date.
The very last extension of the Ninth Avenue Elevated,
in its original form, turned out to be a very short one that
was opened on April 15, 1876 from the 7 Broadway
Building (Bowling Green) to the South Ferry terminal
inside Battery Park at the very southern tip of Manhattan. The latter location proved far more popular with the
riding public than the former, so that on or about April 5,
1877 the former station at Morris Street was reopened
(though perhaps using a new and different platform)
and the older one at 7 Broadway closed permanently. At
some point in the same time frame (1877) it appears
that what little through service was being offered by the
Hudson River Railroad was discontinued (most likely
due to reliability issues owing to the line’s limited capacity), and the briefly-used ramp to W. 61st Street abandoned.
Undaunted, the New York Elevated Railroad Company
had already resumed a massive expansion to its original line even before this time, having undertaken a duplication of the existing structure for the full length of the
route from South Ferry to 59th Street. To achieve the
ultimate fluidity in its operations, the entire Ninth Avenue
line was reconfigured as a double-track structure beginning on June 2, 1878 with new steel erected along the
west curb of Greenwich Street and the east curb of
Ninth Avenue (opposite that which had existed since
1870). Existing platforms were duplicated at all stations,
but in turn these were connected to the older stations
via wooden walkways at track level, as opposed to having new and separate access points of their own. Stop
locations at this time included South Ferry, Morris
Street, Cortlandt Street, Franklin Street, Watts Street,
Houston Street, W. 11th Street, Little W. 12th Street, 14th
Street, 34th Street, 42nd Street, and 59th Street.
The Sixth Avenue El was also opened by the Metropolitan Elevated Railroad in June of 1878, originating at

A History of the A Train
(Continued from page 2)

trial constituency even more, on October 21, 1873 and
finally, the original terminal at 29th Street was replaced
by a new platform laid at 30th Street, which opened on
December 10, 1873, at which time service was concurrently cut back again at the southerly end from Morris to
Dey Streets. As has been demonstrated thus far, elevated stations in their most basic form were expected to
be operationally nimble installations, to be added or
eliminated as current patronage needs dictated, and
this philosophy was widely practiced in the early years.
On January 4, 1874 service was extended on the
south end of the line once again, from Dey Street to a
station at the 7 Broadway building (located at the present Bowling Green). A new stop located at Cortlandt
Street was activated on May 25, 1874, at which time
both the original Dey Street station and siding at were
closed, with trains passing each other at the Franklin
Street siding instead. Effectively, that ended the Ninth
Avenue Elevated’s initial phase of development, with it
having gained its desired place of notoriety in the transportation scheme of a young New York. Afterward, more
prominent investors and citizens alike were drawn in the
support of its commercial welfare and even bigger plans
for its future evolved. In March, 1875 operation of the
line was suspended for several months, as parts of it
were reconstructed in a more substantial manner.

Ninth Avenue El Rebuilding Number 1,
1875-1880
When reopened on November 6, 1875 the original
portion of the Ninth Avenue Elevated had been reinforced from a spindly, single-track concoction of overhead lengthwise steel beams (one for each rail, laid to
4’10½” gauge) with a middle slot intended for running
cables, to a series of steel trusses laid end-to-end and
known as “bents,” which supported crossties and rail
laid to standard (4’8½”) gauge to be used by steampowered trains of dummy engines and open-ended
coaches. Another new station and siding, thus to allow
three trains to operate simultaneously, was also placed
in service at W. 11th Street (between Watts and Little W.
12th Streets), as was an additional intermediate stop at
14th Street. Finally, the line was extended for a second
time from 34th Street (the present site of B&H Photo,
one block from Penn Station) to 42nd Street (present site
of the Port Authority Bus Terminal), with the erection of
additional single-track structure underway well beyond
that point to what were then the far reaches of the city.
On January 18, 1876 the final uptown increment of the
original Ninth Avenue Elevated was placed in service,
with trains extended from 42nd Street to 59th Street, one
block from Columbus Circle.
In addition, the structure ended via a two-block long
ramp to the surface at Ninth Avenue & W. 61st Street,

(Continued on page 4)
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brosses Street (one block south of Watts Street); Houston Street (in kind); Christopher Street (new); 14th Street
(in kind); 23rd Street (new); 30th Street (new-second installation); 34th Street (in kind); 42nd Street (in kind); 50th
Street (new); and 59th Street (in kind). At 155th Street,
Sixth and Ninth Avenue El trains also made crossplatform connection with the New York City & Northern
Railroad starting the same date. This was a suburban
line that traveled to the distant community of Brewster
and was more readily identified through the years as
the Putnam Division of the New York Central Railroad.
In turn, NY&N built a short extension of its line from
their original terminus at High Bridge in the Bronx
(where riders could transfer to the New York Central &
Hudson River Railroad) to meet the el at 155th Street,
using a short new elevated structure that included a
steam-powered swing bridge across the Harlem River.
Ultimately, for a time in the 1881-1918 period, the New
Haven Railroad offered through service from 155th
Street station to Boston using its “New York & New England” affiliate (this was an inland routing via Waterbury,
Hartford, and Putnam, Connecticut and Woonsocket,
Rhode Island). Owner New York Central also established a pair of local branch services that fed into the
Putnam route from Mahopac, New York and Getty
Square in the Westchester city of Yonkers.
As part of its 1879-80 reconstruction, a middle track
was installed on the Ninth Avenue El from 14th Street,
where it turned onto Ninth Avenue but before passing
the 14th Street platforms, all the way to 59th Street. The
line was then extended northward on a totally new twotrack structure until it reached completion at W. 155th
Street. Early use of this short middle track was extremely limited, but nevertheless gave rise to the
uniquely “New York” phenomenon of express and local
rapid transit service as it evolved. In the 1880s, a pair of
morning rush hour expresses ran non-stop from 155th to
59th Street then called at 14th, Desbrosses, Franklin,
Barclay, and Cortlandt Streets before ending their trips
at Rector Street. Similar service was offered in the evening rush northbound, but making Warren Street a stop
instead of Desbrosses Street. At that early stage the
middle track was used as a “siding” to which local trains
were steered when one of the express trains approached, with the expresses staying on the “local”
track all the way between Rector and 59th Streets. Not
only that, but most of the Ninth Avenue El’s local service
was still being turned back at the 59th Street station, as
the ridership north of that point had not yet sufficiently
developed.
By 1890, the area now known as the Upper West Side
had grown enough to support additional rapid transit
service and on December 1 all rush hour Sixth and
Ninth Avenue Local trains were extended from W. 59th
Street to W. 135th Street, which was the last Uptown
station shy of the yard at 145th Street (added to the
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Morris Street & Trinity Place, practically right next to the
Ninth Avenue El’s station at Morris & Greenwich
Streets. About the time that both came under control of
the Jay Gould-bankrolled Manhattan Railway Company
in September of 1879, the older stop on Greenwich
Street (which had been shut earlier in 1873, then reopened in 1877) was closed again, but this time permanently. At its other end, the new Sixth Avenue line
(which originally terminated at 58th Street on the southerly perimeter of Central Park) added a physical connection to the existing Ninth Avenue El at W. 53rd Street
on February 25, 1879 and some of its service extended
to the station at 59th Street. Both before and after the
two lines were formally consolidated under the aegis of
the Manhattan Railway Company, new steel structure
proceeded uptown at a rapid pace, with some rush hour
service on both lines extended to W. 81st Street on June
9, 1879 and to W. 104th Street on June 21. As extended
to W. 125th Street on September 17, 1879 the Ninth
Avenue El bridged the Manhattan Valley on what
amounted to a a high railway-like viaduct along W. 110th
Street to Eighth Avenue, where it turned north and
passed above the present site of the IND local station at
116th Street (BC). From 125th Street, the Ninth Avenue
El pushed further on to W. 135th Street on September
27, 1879; and, lastly, to W. 155th Street & Eighth Avenue
on November 7, 1879. In all, the Ninth Avenue Elevated
extensions had included stations at 66th, 72nd, 81st, 86th,
93rd, 104th, 116th, 125th, 135th, 145th, and 155th Streets.
When built in the 1920s, the new IND “Eighth Avenue”
Subway diverged beneath St. Nicholas Avenue at W.
121st Street and pursued a completely separate alignment from the Ninth Avenue El. As another part of original construction, the IND also crossed under the Ninth
Avenue El station at 155th Street en route to the Bronx’s
Grand Concourse Line.

Ninth Avenue El Rebuilding Number 2 and
Electrification, 1880-1916
At the same time (again as part of the Manhattan Railway consolidation), the original line above Greenwich
Street and Ninth Avenue was replaced outright, with
new, stronger steel erected immediately next to those
structures already in place, though over the edge of the
street instead of the curb, so that operations could be
maintained during construction. This replacement structure was placed in operation from South Ferry to 59th
Street on May 2, 1880, and at that time the Ninth Avenue El’s line-up of stations was revised, including wholly
separate platforms and entry points on the northbound
and southbound sides. The new stop sequence was:
South Ferry (in kind); Battery Place (new); Rector Street
(new); Cortlandt Street (in kind); Barclay Street (new);
Warren Street (new); Franklin Street (in kind); Des-

(Continued on page 5)
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motion. Other applications were developed through
these years, for which the Manhattan Railway Company
bided its time as opposed to taking the lead, which was
more descriptive of its close-by rival, the Brooklyn Rapid
Transit Company. In fact, were it not for the need to
meet operational compatibility with the abuilding Interborough Rapid Transit Company’s subway, one wonders if the implementation of electric traction may have
proceeded even more slowly.
Most notably, the multiple-unit concept of Frank J.
Sprague was adopted by the South Side Rapid Transit
Company of Chicago in 1897, refined even further, and
(at last) implemented on the Manhattan Railway system
in stages. The Sprague system utilized a mix of motor
and trailer cars in each train consist, with all wired together as one unit such that power and braking was
applied universally throughout the train in unison. This
lent much greater flexibility and efficiency in operations,
as trains could be switched back where they stood, as
opposed to requiring the “motive” car to be at the head
end, as was the case on non-MU systems. By the time
of the Manhattan Railway application (and perhaps in
part because of it), Sprague’s system was gradually
migrating to the burgeoning traction equipment empire
of then-young General Electric Company, though it
would continue to carry his name for some time to
come. At any rate, the conversion of existing Manhattan
Railway rolling stock from steam-hauled coaches to
electric traction was begun during the middle of 1901,
as transformation of the physical plant commenced on
the East Side lines. The first small group of entirely new
cars was designed and procured as well, but would not
arrive until the first electrified trains plied the Second
Avenue Elevated on December 20, 1901. Contractors
continued systemwide electrification through the next
two years, and on November 2, 1902 Sixth Avenue
trains that operated uptown began using third rail power
from the 53rd Street junction to 155th Street, finally being
joined by Ninth Avenue trains from South Ferry (which
was the last large piece of the system to be electrified)
starting on February 18, 1903. Because conversion of
the older equipment and the delivery of new rolling
stock lasted longer than the installation of electricpowered infrastructure, steam-powered trains
(sometimes hauling otherwise electrified coaches that
used third rail for lighting) continued to be seen along
the Ninth Avenue El until April 4 (when all Sixth Avenue
trains were converted) and June 3 of 1903 (conversion
of all Ninth Avenue trains), respectively. As the Manhattan Railway’s Forney locomotives were gradually retired, they were largely resold for further industrial or
transportation uses, being stowed at the idle (since
about 1899) 145th Street Yard before leaving the property. It appears in fact that this was the last use for the
yard itself, as it was not electrified and after disposition
of the Forneys was closed permanently on March 24,
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structure between 1885 and 1887). With all these trains
on a tighter headway, and being confined to the original
two-track structure from 1879-80, congestion quickly
resulted. During 1890 the Manhattan Railway Company
added a large new yard beyond the terminal at W. 159th
Street, and the following year extended the middle track
on Ninth Avenue (which was fragmentary as built above
59th Street) to be continuous as far as 125th Street.
Starting on January 29, 1892 rush hour express schedules were greatly expanded, with all trains for both Ninth
and Sixth Avenues that originated at 155th Street operating express (downtown in the morning and uptown in
the evening). Additional Ninth Avenue Express stops
included 125th Street, 59th Street, and 14th Street in the
direction of peak travel, with trains returning as locals.
Additional express station stops were added or dropped
on the lower portion of the line over the years, but historically the Ninth Avenue Express was always turned at
Rector Street. Also by this time, the middle track was
generally used in sections to bypass local trains where
required, mainly from 116th to 23rd Street (116th to 66th
for Sixth Avenue trains), but most of the action remained on the two local tracks. On top of this standard
service pattern, put-ins and lay-ups ran from Lower
Manhattan to and from the yards at both 145th and 159th
Streets. A portion of off-peak service was still being
turned at 59th Street well into the 1890s (as referenced
by a date of June 30, 1894), but the exact timeline of its
evolution is unknown. Nevertheless, by the time the first
version of the Polo Grounds was opened to professional baseball’s New York Giants immediately next to
the 155th Street station in July of 1889, through service
to the northern terminal had been expanded substantially, certainly enough to support a full schedule of ballgames. By June of 1897 it appears that nominal operations at all hours had been extended from 59th to 135th
Street, with all other service going to 155th Street, plus
layups and put-ins to and from 159th Street Yard. It wasn’t until April 1, 1899 that full-time, 24-hour service was
implemented from South Ferry to 135th Street (but still
not to 155th Street), including overnight trains on a 15minute headway.
The next important stage of development for the Ninth
Avenue El involved its transformation from steampowered trains to electric traction. This was an objective
that had been sought by the Manhattan Railway since
the technology’s earliest phases of development, with
an experimental “Daft” electric locomotive being tested
as early as 1885. The first practical application of electric “third rail” to propel rapid transit in the U.S. was that
of the Metropolitan West Side Elevated in Chicago during 1895, which used single motor cars to move trains
of trailer coaches, essentially replicating existing operations but using electricity instead of steam to provide

(Continued on page 6)
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the Manhattan Railway, which demurred as long as possible. With conglomeration of the el and subway systems under the flag of the Interborough Rapid Transit
Company, things changed, however, and such an installation was added to the Ninth Avenue El’s line-up on
June 3, 1903, including the use of elevators to reach
the platforms. Situated above W. 110th Street between
Eighth and Ninth Avenues, it was some 100 feet over
the northwest corner of Central Park and sometimes
dubbed “suicide curve” by IRT personnel and patrons.
This was due to the number of people who used its vertical position as a means for self-extinction, even before
the station was added. Finally, because Manhattan’s
crosstown street grid had not yet matured when the
Ninth Avenue El was extended uptown in 1879, stations
were initially located more on the standard of distance
than proximity, and some of the “key” cross streets as
later established were omitted. On August 12, 1912 a
station was finally added at 86th Street (filling a void between 81st and 93rd), and another opened at W. 99th
Street on November 1, 1914. This was between the existing stops at 93rd and 104th Streets and three blocks
north of the major cross street at W. 96th, but was also
near the 97th Street Transverse, and the location of the
only more-or-less level stretch of track amid an area of
mildly rolling topography.
(Continued on page 7)

A History of the A Train
(Continued from page 5)

1906, to be removed thereafter.
With ridership continually growing as surrounding development mushroomed, other stations were changed
or added to the Ninth Avenue El in the time before its
Dual Contracts reconstruction. Privately-funded buildings, which contained 80-foot high cable-powered elevators, were added at the 116th Street station in November, 1887 to relieve passengers of a long, arduous climb
up a multiple “stack” of wooden stairways. At the time
service to the station at 116th Street was mainly concentrated, but not confined, to the rush hours. The first new
stop location was a downtown-only platform at 130th
Street on June 1, 1893, which was then the first way
station for rush hour local service south of origin at 135th
Street. A corresponding uptown platform at 130th Street
(and at that mainly used by exiting passengers) didn’t
follow until February 12, 1907. Another “in-fill” station
was opened at 140th Street on May 23, 1898, by which
time service all the way to 155th Street had been markedly expanded. An additional station at 110th Street was
long desired by the surrounding community, but due to
the height of the line through the area, promised to be a
very expensive proposition to construct and operate for

rush hour locals operated via tunnel to Coney Island.
Rush hour expresses ran from Kings Highway via
bridge and Nassau Street, returning to Brooklyn via tunnel.
Rush hour West End Locals were formerly turned at
City Hall. Effective May 30, they ran from 62nd Street or
Bay Parkway via tunnel and Nassau Street, returning to
Brooklyn via bridge. Service through DeKalb Avenue
was increased ten percent.
Service from Nassau Street via tunnel was curtailed
gradually. The June, 1933 BMT map reveals that Culver
subway trains operated on weekday and Saturdays,
leaving Chambers Street from 7:03 AM to 7:40 PM. At
Unification, June, 1940, 24/7 service was resumed.
Weekend service was discontinued November 6, 1954,
weekday midday trains were not operated after May 1,
1995, and the last rush hour train ran on June 25, 2010.

Two Anniversaries
(Continued from page 1)

civic officials. After the train departed from Chambers
Street, it proceeded to East New York, the 14th Street
Line, and the newly opened extension to Eighth Avenue.
Culver and West End Local service was revised when
the Nassau Street Loop opened. Until 1931, Culver elevated trains normally ran between Park Row or Sands
Street and Coney Island, with additional rush hour service between Ninth Avenue and Kings Highway. Starting
May 30, 1931, Elevated trains operated from Sands
Street to Ninth Avenue in non-rush hours and Coney
Island in rush hours. In the summer, trains operated
between Park Row and Coney Island during midday
and evenings.
When the Nassau Loop opened, Culver subway trains
started operating to Chambers Street at all hours. Non-

(Continued on page 8)

6

NEW YORK DIVISION BULLETIN - MAY, 2011
A History of the A Train
(Continued from page 6)

Ninth Avenue El train north of South Ferry looking east, June,
1940.
Bernard Linder collection

Ninth Avenue El train at Rector Street looking north, June, 1940.
Bernard Linder collection

Ninth Avenue El train at Cortlandt Street looking north.
Bernard Linder collection

Ninth Avenue El, Greenwich Street north of Bank Street, May,
1876.
Bernard Linder collection

Ninth Avenue El at W. 34th Street.
Bernard Linder collection

Ninth Avenue El on W. 110th Street, looking east at Columbus Avenue.
Bernard Linder collection
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Gun Hill Road station, March 22, 1942.
Bernard Linder photograph

Gun Hill Road station, looking south.
Bernard Linder collection

Interior of car 1584, May 7, 1941.
Bernard Linder collection

E. 180th Street station, looking south.
Bernard Linder collection

Dyre Avenue station, looking south in 1953.
Bernard Linder collection

Dyre Avenue station, June 20, 1959. The station had undergone
temporary repairs after wind blew the roof off.
Bernard Linder photograph
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Commuter and Transit Notes

No. 270
by Randy Glucksman

running times and/or stopping patterns. With completion
of the Bronx Drainage Project, the extra running time
has been removed. The New Haven Line timetables
were not available until April 3 due to a printing error.
Continuing work on the installation of the new signal
system on the Danbury Branch (March Bulletin) requires off-peak bus replacement between April 4 and
August 19. On weekdays, this affects three midday
trains in each direction and on weekends, all trains between June 4 and July 9.
There were various news reports over the weekend of
April 9 that Metro-North had installed Wi-Fi in one car.
At publication time, all attempts to secure the car number were to no avail.
MTA METRO-NORTH RAILROAD (W EST)
Newburgh-Beacon ferry service resumed March 28.
Although the temperatures during March had not been
as severe as in January and February, service could not
be restored due to damage that the dock received
caused by heavy snows and ice in the Hudson River.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
The March 11 earthquake and tsunami in Japan were
expected to have a minimal effect on the production of
the M-8s. According to spokeswoman Marge Anders,
“The steel production plant in earthquake-ravaged Fukishima Prefecture that supplies the M-8s’ truck assemblies was damaged in the earthquake, but the effect on
rail car production is not clear.” Thirty-eight M-8s are
being constructed in Kobe, Japan, and as of late March,
twenty-six were on Metro-North property, ten were
nearly complete, and two were en route to the United
States. The remaining 342 will be produced in Lincoln,
Nebraska, were work is already underway.
MTA LONG ISLAND RAIL ROAD
Hicksville commuters got a new 1,400-space parking
garage on March 21. This replaces one that was demolished in 2008 due to structural cracks. The $63 million
project was built by the Town of Oyster Bay, and the use
of this facility is restricted to town residents.
During late March and continuing into early April, an
information center was set up at Great Neck to explain
the proposed Colonial Road Improvement Project and
receive comments for the required environmental review. Personnel were on-site to discuss the details of
this $36 million project, which would replace the 114year-old Colonial Road Bridge, address track drainage
problems, and extend the existing pocket track 1,200
feet east of the Great Neck station. This is part of the
effort to bring as many as ten AM trains to Grand Central Terminal when ESA opens in 2016. LIRR will also
be able to turn trains faster. Of the 43,000 daily Port

METROPOLITAN TRANSPORTATION AUTHORITY
A ceremony was held on March 18 in Sunnyside Yard
to dedicate a pair of tunnel boring machines that will
create four tunnels that will lead to the lower level of the
63rd Street Tunnel for the East Side Access Project
(ESA). Sixth grade students at nearby I.S. 204 named
these machines “Tess” and “Molina.” The machines
have a 22’ diameter and weigh approximately 642 tons.
Completion of the tunnels is expected in October, 2012.
When ESA opens in 2016, LIRR riders will have the option of arriving in Grand Central Terminal or New York
Penn Station.
There has been a dispute between Nassau County
and MTA over the contribution that Nassau County has
been making to operate MTA Long Island Bus, formerly
known as MSBA (Metropolitan Suburban Bus Authority).
MTA maintains that the $9.1 million payment falls short
of the $26 million cost, and the other MTA counties are
subsidizing their service. County Executive Edward P.
Mangano rejects this argument and said that the county
would be hiring a private contractor to operate the service beginning next January 1. At a hearing that took
place at Hofstra University on March 23, hundreds of
angry riders along with transit advocates turned out to
protest the proposed service cuts, which MTA insists are
needed in order to operate service for what Nassau
County is paying. 16,000 of the 100,000 riders would
have been affected, but because the State Legislature
appropriated $8.6 million, the service will remain at present levels through the end of this year. In addition, 200
riders would have lost their paratransit service. Meanwhile, MTA approved a resolution at its April 27 meeting
to work with Nassau County officials to transition to the
new operator, who is expected to be selected in the
coming months. MSBA was formed on June 3, 1973
from ten privately owned bus companies and has been
operated by MTA since that time.
In an April 7 editorial, The New York Times took Mr.
Mangano to task for his failure to financially support bus
service in Nassau County and for “ludicrously” believing
that a privatized system would run better.
MTA METRO-NORTH RAILROAD (EAST)
Because the next edition of timetables would not go
into effect until April 3, and because the New York Yankees had games on March 31 and April 2, PDF versions
of timetables were posted on the Internet. The special
Yankee Stadium timetable was issued in conjunction
with the April 3 editions and only listed the games
through June 25. Service was generally similar to last
year.
Timetables issued on April 3 are in effect through June
25. On all three lines there were minor adjustments to

(Continued on page 10)
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Washington riders, approximately two-thirds board at
Great Neck and stations west of Great Neck.
Opening Day for the Mets at Citi Field took place on
April 8, and the usual Mets-Willets Point timetable was
issued. All home games through September 28 were
listed, although this timetable will be replaced on May
16.
Special Babylon and Montauk Branch timetables were
issued for the Amityville-Wantagh Signal Improvement
Project, which took place over the weekend of April 9 &
10. Bus service operated between Babylon and Freeport. Nine eastbound and nine westbound Montauk
Branch trains were routed via the Central Branch and
did not require a change from bus to train. The nonelectrified Central Branch connects Babylon and Bethpage (Main Line).
Contained within the May 16 schedules is another
service improvement that was suggested by member
Larry Kiss. It involves a non-revenue, or as LIRR refers
to it, Equipment Train #3203. This was the westbound
move for Train #200, also known as “The Juror Train,”
which has provided eastbound service since last Fall.
This train will provide riders with an additional commuting option because it carries passengers between Riverhead and Ronkonkoma with intermediate stops at
Yaphank and Medford.
NJ TRANSIT
One of the items approved at the March 9 Board
meeting was an expenditure of $155.6 million to install a
positive train control (PTC) system. The Rail Safety Act
of 2008 requires that all railroads operating passenger
trains have PTC installed by 2015.
During mid-March, I received an email containing a
link that shows the very precise planning required to
move the first of 46 ALP-45 dual-mode locomotives
from Bombardier’s manufacturing plant in Kassel, Germany to New Jersey. http://www.deutschebahn.com/
site/bahn/zubehoer__assets/en/mediagalerie/videos/
bom bardier_locomotives_shipping,templateId
=renderIFrame,layoutDocId=1101126,siteLang=en_GB.
html.
I checked NJ Transit’s web site to see if there was a
listing of dates that the Meadowlands Rail Service
would operate this year and while a complete schedule
was not provided as early April, there was a reference
that service did run on Saturday, March 26 for a soccer
match between USA and Argentina, and will run to all
Giants and Jets games.
During February work began on 7.3 miles of the 29mile rail line known as the Lackawanna Cutoff. This line,
which once connected Hoboken with Scranton, Pennsylvania, was built in 1911 by the Delaware, Lackawanna & Western, and was abandoned during Conrail’s
10

ownership. The initial segment from Port Morris to Andover will connect to the Montclair-Boonton Line at Port
Morris.
Shortly after 6 AM on April 7, due to the derailment of
an Amtrak track car in one of the Hudson River tunnels,
service in and out of New York Penn was delayed. Midtown Direct trains were rerouted to Hoboken, with tickets being honored by PATH. The initial delays of 30 minutes were soon increased to 60 minutes. In email alerts,
Hoboken Division passengers were advised to ride to
Hoboken and use PATH. NJ Transit and private carrier
buses honored rail tickets. All services were reported as
operating normally after 10:30 AM.
For those who Twitter, NJ Transit now provides service updates for all of its rail, bus and light rail lines. As
an example, information on the Northeast Corridor is
available by tapping “@NJTRANSIT_NEC”. For all of
the other lines, simply substitute NJCL (North Jersey
Coast Line) for the NEC. Following is the information for
other lines: Atlantic City (ACRL), Hudson-Bergen Light
Rail (HBLR), Main/Bergen (MBPJ), Montclair-Boonton
(MOBO), Morris & Essex (ME), Newark LR (NLR), Pascack Valley (PVL), Raritan Valley (RVL), and River Line
(RL). The bus services are NBUS and SBUS, for Northern and Southern Bus Routes.
PORT AUTHORITY TRANS-HUDSON CORPORATION
One of our members reported that PA-5s now make
up about 70% of the fleet. Consists of PA-1 to PA-3s
were still operating during mid-April.
Due to signal problems during the afternoons of March
31 and April 1, NJ Transit cross-honored PATH tickets.
AMTRAK
On March 19, the Wilmington, Delaware station was
named for Vice President Joseph Biden, who was a
regular user of this station while traveling between Delaware and Washington, D.C. This was done during a
ceremony that also marked the completion of a $37.7
million renovation. Amtrak, the federal stimulus, and
SAFETEA-LU supplied funding. Thanks to member
Paul Gawkowski for this report.
Cinders reported additional details of the P-42 locomotives that are receiving “Heritage” paint schemes:
Phase I (156) – “platinum mist” and red nose (1972);
Phase II (66) – wide red and blue stripes set off by
white pinstripes (1975); Phase III (145) – evenly spaced
red, white and blue stripes (1979); and Phase IV (184)
– “platinum” mist body and narrow stripe above a wide
blue stripe (1993). All other active units are in Phase V
– “wave” scheme that was introduced in 2001 and will
be represented by 163. The Museum Train will have
P40 822 in a Phase III scheme. Member Andrew Grahl
spotted P-42DC 156 in service during the third week of
March.
On April 1, an updated fleet strategy plan was issued
that reflects the current fleet status and business envi(Continued on page 11)
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ronment with an emphasis on the Next Generation
Equipment Committee, a partnership that also includes
the states, Federal Railroad Administration, and industry
representatives.
The 4th National Train Day takes place on Saturday
May 7 with 40th Anniversary celebrations in Washington,
DC, Philadelphia, Chicago and Los Angeles.
INDUSTRY
With the ongoing problems in the Middle East, the
American Public Transportation Association released a
study reporting that if gas prices average $4 per gallon,
670 million more passenger trips on public transportation could be expected, bringing the annual total to 10.8
billion trips. The study added that if gas prices average
$5 per gallon, an additional 1.5 billion passenger trips
could be expected, bringing the annual total to 11.6 billion trips.
THE WINTER OF 2010-1, CONTINUED
According to the calendar, spring began on March 20,
but snow fell the following morning. The highest
amounts, just short of four inches, were recorded in
northwestern New Jersey. During the overnight of
March 23, snow fell again, but in Central Park there was
only a trace. However, north and west of the city, in the
higher elevations, there was as much as ten inches.
This storm came in two parts, with a lull during most of
the daytime hours, but had little effect on transit. Snow
returned to some areas north and west of New York City
on April 1.
HIGH-SPEED RAIL
U.S. Transportation Secretary Ray LaHood designated the Northeast Corridor as the 11th high-speed rail
corridor. This action was taken upon the urging of members of Congress and enables Amtrak to apply for federal high-speed funds.
Meanwhile in Florida, on March 18 U.S. Senator Bill
Nelson was informed by Amtrak that while it has an interest in operating high-speed rail in his state, it is
“unable to do so now.”
That said, HSR might sneak into Florida via the
Southeast High-Speed Rail Corridor, which would run
from Washington, D.C. and terminate in Jacksonville.
This could take a decade or longer, but the Georgia
DOT is conducting a $750,000 feasibility study to be
completed later this year. A GDOT spokesman said that
Federal Railroad Administration maps have rail lines
coming to Jacksonville from Atlanta and Savannah. But
it is likely the feasibility study will recommend connecting only one Georgia city to Jacksonville.
Elimination of HSR has been proposed by freshman
representatives Tom Reed (R-29) and Anne Marie
Buerkle (R-25). They issued a press release on March
24 calling on Transportation Secretary Ray LaHood to
abandon plans for HSR in New York, writing, “In times
11

of national financial crisis, we simply cannot support this
expenditure of precious tax dollars on a project that will
not be financially viable in the long-term. Constructing a
high speed rail line across Western and Upstate New
York is not practical. A true high speed rail line across
this region would require its own dedicated track. Fulfilling this requirement would cost tens of billions of dollars. At a time when our roads, bridges, and other transportation infrastructure are deteriorating, our tax dollars
would be better spent elsewhere. We simply must make
the tough choices necessary to prioritize our limited resources on projects that are essential and have the potential for long-term self-sufficiency.”
However, on April 4, New York State Governor Andrew
Cuomo announced that he is seeking $517 million in
federal funds (from Florida’s rejected project) including
these projects:
● High-capacity signal system between CrotonHarmon and Poughkeepsie ($112 million)
● Signal system replacement between Poughkeepsie and Albany, 48 miles ($18.6)
● Completion of the Rensselaer station – construct
a fourth track, extend platforms, realign existing
tracks, and install a new signal system ($35.4)
● Intermodal station at Rochester ($1.4)
● Final funding – new Schenectady station ($4.1)
● Engineering and environmental analysis for a
HSR maintenance facility in Niagara Falls ($1.75)
● Rebuild Harold Interlocking ($294.7)
● Moynihan Station Phase II ($49.8)
The United States Department of Transportation announced that since Florida turned down the $2.4 billion
for HSR, it had received more than 90 requests for
these funds, which added up to $10 billion – or more
than four times what was available. Thanks to Railway
Age for this report.
Three months after rejecting $810 million to build a
Madison-Milwaukee high-speed line, Governor Scott
Walker plans to apply for $150 million in federal funding
to improve Amtrak’s Hiawatha service between Chicago
and Milwaukee. These funds would come from the $2.4
billion that was rejected by Florida’s Governor and
would be used to construct a new maintenance facility
and purchase two train sets and eight locomotives.
On April 4, Amtrak applied for $1.3 billion to fund the
Gateway Project that would construct new Hudson
River tunnels, Portal and Pelham Bridges, and various
infrastructure (power, signal, and catenary) improvements for the next generation of high-speed rail.
With the down-to-the-wire settlement that prevented a
shutdown of the federal government as of April 9, HSR
lost $1.5 billion of the $38.5 billion that was eliminated
from the budget.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
Two down and 12 to go. BLE&T and UTU agreed to a
(Continued on page 12)
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three-year contract with the Massachusetts Bay Commuter Railroad Company (MBCR) on March 17. This
came about after two years of negotiations and includes
a 13.7% wage increase, a $100 cap on employee
health contributions, and a $1,000 signing bonus. It is
retroactive to July, 2009. MBCR is still negotiating with
12 other unions.
The number of three-car trains was increased from 13
to 32 each day on the B/Boston College, D/Riverside,
and E/Huntington Avenue Branches effective March 19.
A pilot project began on the D/Riverside last October
25.
For the first time in memory, a four-car Green Line
train (3635-3859-3741-3679) ran in service from Kenmore to Park at the conclusion of the Red Sox-Yankees
game at Fenway Park on April 9. It was the idea of
MBTA GM Richard Davey. There was a placard in the
front window that read “4-CAR TRAIN.”
Ashmont residents have been complaining about the
high-pitched screeching noises made by PCCs as they
operate around the loop. A meeting was held in late
March in which MBTA identified three solutions to this
problem: rubber hubs for the wheels (already done), a
spray that would coat the front wheel with a liquid, and
a “tune vibration absorber” on the wheels. In addition, to
address complaints that operators have been speeding
as they make the tight turn, “T” officials pledged to insure that trolley operators adhere to the 3 mph restriction. Some residents requested that buses similar to
what is used on the Silver Line replace the trolleys, but
that option is not being considered.
The results of the environmental impact statement
(EIS) for the South Coast Commuter Rail Project recommend that the Stoughton Line be used for the
mainline routing. Copies of the 2,500-page document
are being distributed to libraries in the affected communities. Thus begins a yearlong comment period, to be
followed by the final EIS, which could take 2-3 years.
Two of the five ex-MARC locomotives that are being
leased were found to be in such poor condition that they
could not be used. One was returned, while the other is
being used as a parts source for the others. At 15 years
of age, they are younger than the “T”’s own locomotives, 18 of which date from 1979-80 and have been
described as “long past their 25-year service life.” MBTA
should look at NJ Transit, whose 1968-built GP-40s can
still be found operating daily. Full disclosure – these
units have been overhauled. A fellow Seashore Trolley
Museum Director, and friend of member Todd Glickman’s, sent a photo of engine 67 hauling Train #231 to
Haverhill on March 23.
Fares will not increase, nor will there be service cuts
in the fiscal year that begins July 1. However, no prom12

ises were made for next year. There was a projected
$130 million deficit, but far more of the budget is balanced on one-time feats that will cost the “T” more later:
refinancing debt, leasing the North Station garage for a
lump sum, and packaging the next 30 years’ worth of
parking income from all other garages and lots to investors for $300 million. Subway fares were last increased
on January 1, 2007 when the CharleyCard with either a
$1.70 or $2 fare, depending on payment method, replaced the $1.25 token.
There is a proposal to close the Government Center
station for three years so that the station can be renovated. The closing would save $16 million and reduce
the construction time by 15 months, but 21,000 passengers would be affected each weekday. The $71 million
project is still in the design phase and the closure would
have to be approved by the city.
MBTA’s General Manager, Richard A. Davey has donated his car to a local charity and now commutes to
work by train; just three stops from Back Bay to Boylston. His wife also uses the train to get to her job. One
of his predecessors, David Gunn, who also headed
NYC Transit, also did not use a car.
Not surprisingly, commuters do enjoy the quiet cars,
so on April 10, GM Richard A. Davey announced that a
quiet car will be designated on all 13-commuter rail
lines during peak hours, based on the success of a
three-month pilot program that ended the previous
week on the Fitchburg and Franklin Lines. The survey
said that 90% of commuters liked the refuge of this car.
Conductor training began on April 11, and full implementation was expected by mid-June. Thanks to Todd
Glickman for these reports, some of which came from
The Boston Globe.
LINDENWOLD, NEW JERSEY
ERA member and retired PATCO Superintendent
(1972-84) Bill Vigrass updated the progress of “his
cars” (as he refers to them) that are being overhauled
(March Bulletin). Cars 295-6 departed on March
15. For those who keep records, 296 was originally 272,
which was struck by Conrail about 1980 at Selkirk and
rebuilt by Vickers. 108 and 124 will go next to become
the first married singles. They had been the brine train.
Sometime later 116 will go to be "a mock up." It will be
the 11th car, ending the first batch. Rebuilt cars will be
renumbered with four digits, probably 1001, etc. What
numbers will be assigned to the married singles is presently unknown. The PATCO shop will do all car trucks
because the staff knows about them, and it saves shipping. They have a work order to accomplish this (the
usual practice).
PHILADELPHIA, PENNSYLVANIA
Member Bob Vogel, in one of the many emails with
photos that he sends out, wrote this about the Silverliner Vs. “The rapid acceleration of the Fives and subse(Continued on page 13)
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quent waiting in stations reminded me of the Paoli Locals when the Silverliner IVs were being put into service. The usual equipment was MP54s, and when a
crew got a new Silverliner IV train, the Engineer would
accelerate rapidly out of the stations, and then had to
wait for the timetable to catch up at the next station.
After about a week of this, they accelerated at the MP54
rate to avoid the boring wait.”
Cinders provided this Silverliner update as of March.
Silverliner Vs 805-6 were delivered to Wayne Electric
Shop on February 18 and are being tested with 703.
The status of 702, which was sent to Canada for testing, was unknown. 704 was due to be delivered before
the end of February.
Meanwhile, during February, Silverliner IIs (Budd) 205,
214, 251, and 257 and Silverliner IIIs (St. Louis) 222,
224, 232, 234, and 237 were officially retired. Car 214,
which had been at Wayne Shop for a number of years,
was scrapped on February 16 at Roberts Yard. Budds
208, 213, 219, and 9003 are out of service long term.
9006 and 9010, reported as stored, have returned to
service.
A February Silverliner V progress update reported that
all 120 car shells have been completed and shipped to
Philadelphia. Seventy-two are at the Weccacoe Plant
and 38 are stored at an off-site facility. Barring further
setbacks, the last car is scheduled to be accepted in
January, 2012.
Bob Vogel reported that two Silverliner V trains were
operating during the week of March 21. The consists
were: 802-801-701-804-803 and 703-806-805. Bob also
photographed a push/pull train with ex-NJ Transit
Comet Is powered by AEM-7 2307.
Member Alfred Gaus Jr. observed Silverliner IVs 296
and 404, which also retain the original pantographs as
the previously reported 294.
The Delaware Valley Regional Planning Commission
announced on March 19 the formation of a new King of
Prussia Business Improvement District (BID) to coordinate planning for the area, which includes the King of
Prussia Mall, the largest east of the Mississippi. One of
their initial proposals is to revive planning for a 4.9-mile
light rail branch from the Norristown High-Speed Line to
the Mall. SEPTA said that formal planning will start in
May, with a combination of $625,000 in federal, state,
and local money, including $12,500 from BID. This was
a hot item in 2003 when it was proposed as an adjunct
to the Schuylkill Valley Metro, and died from a lack of
funding together with that Philadelphia-Reading light rail
proposal. Incidentally, SEPTA noted that planning has
been underway for 17 months for a replacement commuter service over Norfolk Southern (ex-Reading)
tracks from the existing Norristown Branch to Reading.
SEPTA held an information meeting April 1 to tell all
13

(sort of) about its proposed electronic fare collection
system. The plan for subway, trolley, and bus riders is
clear enough: card reading turnstiles will replace the
existing ones in all stations and on board buses and
trolleys (and incidentally replace the Station Clerks, who
will "metamorphose" to unspecified "customer service
positions"). Payments may be made by credit card, cell
phone, debit cards, or SEPTA electronic cards. Where
the SEPTA cards will come from in the absence of Station Clerks was not indicated, but one assumes vending
machines. Regional Rail plans are still in dispute. No
one appears to be in favor of the plan to put turnstiles in
Center City, and make no charge inbound. Complaints
range from the goofy (having to use turnstiles is undignified) to the functional (how will zone fares be enforced) to the fiscal (it would be easy to ride in for free
and back on much cheaper bus or trolley lines). And, of
course, one must wonder if this is a plan to make redundant some or all of the Conductors. Will ye, nill ye,
SEPTA plans on issuing a development contract this
summer, with implementation scheduled in "two to three
years." Thanks to member Dave Safford for these two
reports from The Philadelphia Inquirer.
As winter ended, member Bob Wright wrote: “the El is
still suffering a little from the winter weather. Many cars
still have defective door leaves and are slowly being
repaired. The cars are looking a bit ragged for some
reason. Compared to the 15-years-older Broad Street
cars, which are well kept, it is sad to see how they have
'fallen' lately.”
Member Charles L. Anderson wanted to share the
following information with our members. “The ‘colored’
commuter timetables issued by SEPTA March 13
(March Bulletin) are the second issues of the revised
schedules issued since SEPTA dropped the ‘color
coded’ Regional Rail schedules - having removed the
Vukan Vuchic - U of P - devised paired commuter
routes which resulted from the 1984 opening of the
Center City Tunnel connecting of PRR & RDG lines. It
also dropped the color code associated with each line,
i.e. R-5/Paoli-Thorndale and R-5/Lansdale-Doylestown
were deep blue and R-6/Norristown deep green. These
colors made it easy to identify each line. The public
went, literally, NUTS! As a result there is no correlation
with the old color code! It will be interesting to see if the
public ‘accepts’ this change or forces SEPTA back to its
former color code.”
PITTSBURGH, PENNSYLVANIA
As part of the 15% service reduction that went into
effect on March 27, the Brown (Allentown) Line, formerly Route 52, was eliminated. At the end, there were
just two trips in the AM and PM. On the Blue and Red
Lines, the first weekday round trips have been eliminated and 20-minute headways are in effect between 6
and 7 AM and 6 and 7 PM. Here are some additional
details:
(Continued on page 14)
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●

Blue Line-Library: Weekend and holiday service
operates between Downtown Pittsburgh and Library, every 40 minutes on Saturdays (6 AM-11:20
PM), and every 60 minutes Sundays and holidays
during the same hours
● Blue Line-South Hills Village: Weekend and holiday service is discontinued and is now provided
by the Red Line
● Red Line: Weekday service operates every 15
minutes between 6 and 7 AM and between 6 and
7 PM and ends at 12:30 AM weekdays. Weekend
and holiday service is extended from Overbrook
Junction to South Hills Village, with changes to
service frequency and span of service. The first
round trip on Saturday was discontinued. Thanks
to member Pete Donner for this news.
Member Andre Kristopans added that the former
Brown Line trackage is now non-revenue only.
WASHINGTON, D.C. AREA
Virginia Railway Express (VRE) CEO Dale Zehner
announced on March 22 that the Board approved his
recommendation to share the cost of the $10 Step-up
fee charged by Amtrak to carry its passengers. (Details
were reported in the March Bulletin.) Mr. Zehner offered these examples: “Burke Centre and Manassas
riders on the VERY crowded Manassas Line Train #329
(departing Union Station at 4:25 PM) may wish to wait
for Amtrak Train #171, which departs Union Station at
4:50 PM. While it operates a bit later, it is less crowded,
has more legroom and a café car. On the Fredericksburg Line, express train riders will be able to shorten
your day by taking Amtrak Train #95, which leaves Union Station at 2:30 PM. In some cases, taking an Amtrak
train may even shorten your commute.” This policy goes
into effect on May 2.
VRE is also speaking with its host railroads to work
out an arrangement to turn a Manassas Line train so
that it could be stored at Broad Run. This would allow
for more cars to be stored in the midday storage yard
and would add some capacity to some of the more
crowded trains. It was hoped that this would also be
accomplished by May 2.
Facing a $72 million shortfall, Metro is exploring ways
to close the budget gap in its next operating budget.
Under consideration are cutting some bus routes, selling naming rights to stations and imposing a 5-cent surcharge for riders entering and leaving Union Station.
The latter was proposed last June and the funds generated would be kept separate and used for improvements at this station.
The Metropolitan Washington Airports Authority, which
is managing the construction of the 23-mile Metrorail
extension from East Falls Church to Ashburn, approved
spending an additional $330 million to construct an un14

derground Dulles Airport station. With this action, the
station will be just 550 feet away from the terminal
rather than 1,150 feet from an aboveground station. The
first phase that will extend service to Tysons Corner has
a scheduled 2013 opening date, while service to Dulles
Airport would occur in 2016.
FLORIDA
Having killed the Florida HSR project, Governor Rick
Scott has now turned his attention to eliminating the
Sun Rail Project in Central Florida by putting the project
on hold at least until July. The first phase is a 31-mile
line with 12 stations connecting DeBary with Orlando.
During March my wife and I visited the Orlando area
and the traffic conditions are extremely heavy, especially during commuting hours. Phase II would see expansion to 61 miles with 5 additional stations: north to
DeLand and south to Poinciana. According to its website, service was to begin in 2013.
On March 1, Tri-Rail’s Board voted to award a $100
million contract to Brookville Equipment for ten locomotives (model BL-36PH), plus an option for 17, of which
four are designated for Sound Transit. Before the vote,
business and political leaders criticized Tri-Rail for selecting this firm, which has little experience in building
such locomotives. These groups urged Tri-Rail to purchase engines that have state-of-the-art technology and
use clean energy. Tri-Rail countered that those locomotives would cost more money. MPI, one of the unsuccessful bidders, filed a lawsuit in Broward County Circuit Court alleging that Brookville's proposed locomotive, which uses d.c. technology, is a novel design and
has never been proven by continuous service, as required by the bid, raising questions about its safety and
reliability.
CHESTERTON, INDIANA
In an effort to save money, the ticket agents at the
Gary Metro Center and Hammond stations were removed on March 4. NICTD reported that this action is
one of many cost savings measures it has implemented
in light of contract labor wage and health care increases
and reductions in fare revenue. Tickets can be purchased from TVMs.
Andre Kristopans supplied this roster of NICTD.
MANUFACTURER

TYPE

BUILT

NOTE

1-44

Sumitomo

EMU - DE

1982

1

45-48

Sumitomo

EMU - DE

1992

101-110

Sumitomo

1999

201-210

Sumitomo
NipponSharyo

EMU - SE
EMU Trailer
EMU Gallery

NUMBERS

301-314
1.

1993
2009

17, 26, 41 destroyed, replaced by new cars with the same
numbers
(Continued on page 15)
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1. Not to be used on ex-UP routes due to weight
2. Standby locomotives

(Continued from page 14)

UPDATE: While reading the Special (April) Edition –
UP-N of On the Bi-Level one writer complained that
because his monthly ticket indicates that the owner is
male, his wife could not use it. So, this corrects the information that I wrote in last month’s Bulletin on Page
13 under Philadelphia, and you can add Metra to the list
of transit operators that have this policy.
HOUSTON, TEXAS
Siemens announced on April 6 that it had been
awarded an $83 million contract for 19 S-70 LRVs. The
first cars are scheduled for delivery in October, 2012.
Details were reported in the April Bulletin.
ALBUQUERQUE, NEW MEXICO
In an effort to better serve Rail Runner customers,
effective April 9, riders find Ticket Agents posted at various stations throughout the corridor each Saturday to
sell tickets to passengers before they get on the train.
They only accept credit cards. Cash sales can still be
made onboard the train. By having ticket agents at key
stations during peak times, this will significantly lessen
the workload of the crews onboard the trains.
LOS ANGELES, CALIFORNIA
Metrolink announced that effective May 9, a pilot express train project will be launched on the Antelope Valley and San Bernardino Lines. Both express trains will
reduce the number of stops from 11 (Antelope Valley)
and 13 (San Bernardino) to just 4, including Los Angeles Union Terminal. On the Antelope Valley Line the
other stops will be Palmdale, Santa Clarita, and Downtown Burbank, while on the San Bernardino Line the
stops are San Bernardino, Rancho Cucamonga, and
Covina. Those stations were selected based on ridership, parking availability, and location on the line.
Thanks to Paul Gawkowski for this news.
Monday, April 4 was the first day that an LRV was test
operated over the Expo Line. The trip began at 23rd
Street/ Flower Street, where the Unimog had been coupled to car 231. Member John Pappas, who forwarded
this report, added: “One more piece of the Pacific Electric is about to come back to life. The Expo line will
eventually stretch from downtown LA to Santa Monica.
LACMTA also announced the start of service for November 15.”
HONOLULU, HAWAII
On March 21, the City of Honolulu awarded two contracts valued at $946 million for work on its light rail project. Ansaldo Honolulu, a joint venture of Ansaldo STS
and Ansaldo Breda, will build the rail project’s “core systems” – the train and system control center. Kiewit Infrastructure West Company’s contract is for design and
construction of the second phase of the rail elevated
guideway from Pearl City to Aloha Stadium. These latest contracts represent a net savings of $165 million
from the current project estimates and are part of the

CHICAGO, ILLINOIS
A revised plan to overhaul 22 rail bridges on Metra’s
UP North Line was released on March 11. This time
around, two tracks will available for service rather than
one as the project called for last fall and schedules will
not change. That is the good news. The bad news is
that the cost will be $215 million, $40 million more than
previously. However, the service plan that was implemented last fall caused significant delays and frustration
to commuters, so work was halted in order to develop a
better plan. Work was to begin last month on Phase I
(Balmoral to Grace Street) and will extend until 2015.
Phase II work (Fullerton to Cornelia) will continue until
2019. Eleven bridges, some dating to 1898, will be
done each phase.
Under the revised plan, the space of the former, now
unused track will be rebuilt first and designated as “New
Track 1.” Trains will continue to operate on the existing
Tracks 1 and 2. Once the work has been completed,
trains will operate on New Track 1 and Old Track 2
while the spans are replaced on Old Track 1, which will
later become New Track 2. After the switchover, Old
Track 2 will be removed but remain available to add a
third span in the future should demand and money become available. Thanks to member Jim Beeler for this
news.
Jim also sent a copy of Metra’s Rock Island District
(Chicago/Joliet) timetable dated April 3, to which includes the new 35th Street/”Lou” Jones station, the first
station south of LaSalle Station.
Andre Kristopans also sent this Metra locomotive roster.
NUMBERS
100-127
128-149
150-173
174-184

MANUFACTU
RER
EMD
EMD
EMD
EMD

185-214

EMD

215-216

EMD

401-427
611, 614

MPI
EMD

F40PH-2
MP36PH
-3
F40C

1

EMD

SW1

1939

2

EMD

SW1

1939

3

EMD

SW1200

1954

4-5

EMD

SW1500

1968

6-7

EMD

SW1500

1968

8-9

EMD

SW1500

1968

TYPE
F40PH-2
F40PH-2
F40PH-2
F40PH-2
F40PH2M

BUILT
1977
1979
1983
1989
1991-92
1977,
1981
2003-04
1974

NOTES

Originally Amtrak
258, 375
1
2
Ex-Rock Island
4801
Ex-Rock Island
4804
Ex-Milwaukee
Road 604
Ex-Southern
Pacific 2643,
2476
Ex-Inland Steel
120-121
Ex-Helm 15191520

(Continued on page 16)
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$5.5 billion, 20-mile system. The first segment between
East Kapolei to Aloha Stadium is expected to open in
2015. Full service along the entire 20-mile route from
East Kapolei to Ala Moana Center is schedule for 2019.
One week later, Sumitomo of America, one of the unsuccessful bidders (Bombardier was the other), announced that it would challenge the award to Ansaldo
Breda on the basis that the operation and maintenance
costs it they proposed were lower than Ansaldo Breda’s.
The City countered that Sumitomo did not highlight operations and maintenance because they were not included in the capital costs of the project. Sumitomo has
requested that a third party conduct a thorough review
of the financial proposals. Thanks to member David
Erlitz for these reports.
TORONTO, ONTARIO, CANADA
On March 14, Metrolinx ordered 50 Bombardier bilevels. The cars will be built in Thunder Bay, with deliveries starting in November. Included in this order will be
the 1000th bi-level car. Metrolinx subsidiary GO Transit
pioneered the use of this model in 1978, and now 13
transit properties across North America now count
these cars as a part of their fleets.
When Toronto elected Mayor Rob Ford, it got someone who campaigned on killing David Miller’s Transit
City Project, which would place light rail service on
Sheppard, Finch, and Eglinton Avenues. Mr. Ford would
rather extend the Sheppard Subway from the Don Mills
station to Scarborough Town Centre and is hoping that
the Provincial government will do just that. According to
an article in The National Post provided by member
Allen Breen, stopping this project may not be easy to
do. So far $137 million has been spent on Transit City
and last June a contract was signed with Bombardier
for 186 Flexity 2 LRVs.
JERUSALEM, ISRAEL
Member Dave Klepper reported: “on March 29, youngsters who were hired by Citidas-Jerusalem were handing out flyers on how to be safe around the operating
light railway, now that the temporary barriers are down
and one can physically but illegally (in many areas) intrude on the tracks. No word yet on when we can ride.
So far, I feel there are both pluses and minuses regarding the project. The trams are quiet, seem to accelerate
and decelerate smoothly and quickly, and look very
well-designed and appropriate for their tasks. The overall design of the system, stations, track layout, etc.
seems well planned. I like the controversial bridge at
the west entrance to the downtown area. To me it reminds one of a harp, possibly King David's harp. The
overhead wire installation is also well planned. Pull-offs
and tangent ties are at a minimum for curves; the tendency is use more poles as required. It is single-contact
16

wire throughout, no continuous messenger wire plus
contact wire as in most heavy rail electrifications. But
the contact wire is never attached to a span wire or
bracket (and there are center-pole-brackets, side-polelong-brackets, and two pole-span wire locations) by a
simple wire ear instead there is always upside-down ‘V,’
forming a delta with the span wire. In high-speed sections, this delta is very wide, about four times the length
as the height, and the sloped sides are one wire, connected to the span wire or bracket by a small pulley,
allowing the contact wire to move longitudinally with
respect to the span wire or bracket. This permits constant tension catenary, one end of the specific section
fixed, and the other connected to a weight vertically via
large pulley or several pulleys. Other sections have an
approach to constant tension that is simpler. Most overhead wire installations for operations using pantographs
or bow collectors stagger the wire, side-to-side slightly,
to reduce wear on the pan or collector. Here the medium speed sections have a small delta, about a right
angle where the sloped side are attached to the span
wire or bracket arm, and the point of attachment is not
directly over the wire, but about 50 mm further out in the
direction of the stagger. So as the wire contracts in cold
weather, it tends to straighten and raise itself, and as it
expands, so does the stagger increase with the wire
lowering slightly. So in the medium speed sections, it is
the weight of the wire itself that provides the constant
tension. Low speed sections have stagger but no constant tension, example being the wire on the bridge itself. And there are sections were one track is implemented by one of the three schemes and other by another. Obviously a lot of thought went into the wire installation.
“The track is another matter. Girder rail with built-in
flange is used throughout, even in places where a USA
installation would clearly use regular T-rail with consequent cost savings, such as in the grassed area adjacent to the Old City Wall and in straight paved
PRW. Concrete pads with rubber-type tops support the
rail attached with Pandrol clips. Research in Norway
showed that continuous support of rail reduces vibration, wear, and tendencies toward correction. The results of this research were not incorporated into the current Jerusalem installation. They were in Canal Street
New Orleans. All paved track, including PRW, uses paving tiles, another unnecessary expense. The nature of
the work disrupted the downtown area for an unnecessarily long period. Much of the track and support could
have been prefabricated, the necessary excavations
done on a staged basis, and the commercial establishments would be a lot happier, and so would the Light
Rail's customers.
“Now the testing period continues to insult the intelligence of the average Jerusalemite, with Jaffa Road
(Continued on page 18)
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PATH HARRISON MAINTENANCE FACILITY SHOP TOUR
by Marc Glucksman
(Photographs by the author)
The New York Division-ERA's third trip in as many
years to the PATH Harrison Maintenance facility has
shown even more change. While the original PA-1 to
PA-4 numbers dwindle, PA-5s increase. And yard expansion continues.
Car "5486" is shown without trucks, placed on steel
beams. An astute reader will note that 5486 is not in the
sequence of PA-5s. That is because this car is not a
true PA-5. It is the original mockup, which had been
delivered for design approval. The number is that of
Brian Fitzsimmons, a PATH employee who passed
away shortly before this car was moved and dedicated
in his honor. Our host referred to this as PATH's
"Museum Collection," since all other cars are being
moved off of the premises.
The PATH World Trade Center station project is entering its next phase. As its roof is enclosed, all construction materials will have to be brought to the location via
rail. PATH owns and has added a number of flatcars to
its fleet, including 21 pictured below. PATH had been

using "K" Class cars as its work motors for many years.
About a month ago, the last of those cars departed for
Ashtabula, Ohio. They are being supplemented and
replaced by 50 converted PA-4s. As our host noted, the
main complication that this poses for the system is that
they are not CBTC-equipped, and so will not show up
on the system when it is upgraded. They are deciding
whether to adapt the PA-4s in the future, but for now
they will be used after an in-house conversion. The additional yard space being built west of the facility will
house the expanded fleet as well as the additional
World Trade Center station-related work equipment.
The PA-1 to PA-4 fleet is being stripped of usable
parts to maintain the stragglers, and the cars are beginning to run their last miles, a journey that for some
started 46 years ago. Ride these cars while you still
can, as the PA-1s trail only NYCT Subway's R-32s as
the oldest rail equipment on regular passenger usage in
the metropolitan area.

Brian Fitzsimmons demonstrator car 5486.

PA-3 741 with flat car 21.

PA-4 843 being converted.
(Continued on page 18)
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Around New York’s Transit System
23rd Street-Ely Avenue Station Renamed
On March 17, MTA announced that the 23rd Street-Ely
Avenue EM station has been renamed “Court Square23rd Street.” A transfer passageway between the 23rd
Street-Ely Avenue and Court Square (G) stations has
been open for some time, and a transfer facility
between these stations and 7’s 45th Road-Court House
Square station is under construction. When it opens
(expected sometime this spring), the 45th Road-Court
House Square station will also be renamed, and “Long
Island City” (which is only seen on maps) will be
removed from the Court Square G station‘s name.
Help Point Pilot at Two Stations
A new Help Point communication system has been

installed at the Brooklyn Bridge-City Hall 456 and
23rd Street 6 stations. Designed for high visibility and
ease of use, these devices have two call buttons, one
for emergency use and the other to request information
such as travel directions. Calls from the Help Point
devices will be answered by station booth personnel or
the Subway Control Center. The Brooklyn Bridge station
has ten of these units, and the 23rd Street station has
nine. Personnel answering the calls will be able to
determine from which unit a given call was made.
This pilot will determine whether these devices should
be installed systemwide, and, if so, whether to use
wireless or wired technology.

Commuter and Transit Notes

operated a ceremonial first run from Piermont to Dunkirk, New York with President Millard Fillmore on board.
Part of the trip operated on the Piermont Branch in
Rockland County. Pascack Valley Line trains operating
between Nanuet and Spring Valley use the only active
portion.
40 Years Ago: On May 14 and 30, 1971, M-1s, also
known as Metropolitans, made news as LIRR placed its
final (620th) car into service and the first M-1 arrived for
the Hudson and Harlem Lines, which were then being
operated by Penn Central. Before entering service the
cars were tested on LIRR and temporarily had cab signals and over-running third rail shoes installed. LIRR
retired its M-1s in January, 2008 and Metro-North
(eventual successor to Penn Central) in October, 2009.
Ultimately there would be 178 M-1s for the Hudson and
Harlem Lines.
News items and comments concerning this column may be
emailed to NYDnewseditor@aol.com.

(Continued from page 16)

closed to all vehicles 24 hours a day, even though there
are long periods when no train operation takes place,
and it is clear that two rush hour windows for buses,
plus a night window for store deliveries could easily
have been accommodated. The situation on Agrippa
Road, now handling the bus traffic, is about twice as
bad as Oxford Street, London, with the situation further
aggravated by sidewalks far narrower. Hopefully, the
situation will be alleviated when passengers are carried,
even during a testing period.”
JAPAN
Since the earthquake and tsunami, several videos
have been circulating on the Internet showing wrecked
rail cars that were just strewn across the landscape.
FROM THE HISTORY FILES
160 Years Ago: On May 14, 1851, the Erie Railroad
PATH Harrison Maintenance Facility Shop Tour
(Continued from page 17)

PA-5s 5605 and 5133, and PA-3 768 in work service.

PA-5 5770 in front of Harrison Shop.
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IRT OPERATED FREQUENT, DEPENDABLE SERVICE
75 YEARS AGO
by Bernard Linder
In 1936, I was studying electrical engineering in college and working part-time. I rode
on the IRT every day. My train arrived in a
few minutes and I was never late at college
or work. Trains never broke down and did not
discharge passengers before arriving at the
terminal.

SERVICE OPERATED IN 1936
LEXINGTON AVENUE-E. 180TH STREET-WHITE PLAINS ROAD SERVICE
NORTH TERMINAL

Editorial Staff:
Editor-in-Chief:
Bernard Linder
News Editor:
Randy Glucksman
Contributing Editor:
Jeffrey Erlitz

In my spare time, I checked and recorded
the headways, destinations, and number and
types of cars operated on our transit system.
Fortunately, the paper on which it was recorded is in good condition and the data is
still legible. After reviewing these notes, I was
able to compile the following tables:

SOUTH TERMINAL

LOCAL OR EXPRESS

TIME OPERATED

South Ferry via Seventh Avenue

Local

Midnight

Utica Avenue

Express

Rush hours

South Ferry

Express

2 trains—AM rush

WEEKDAYS
241st Street
241st Street, Gun Hill Road, E.
180th Street

Production Manager:
David Ross

241st Street, E. 180th Street
th

149 Street-Grand Concourse

Utica Avenue

Express

1 train—AM rush

st

th

Atlantic Avenue

Express

Midday

st

th

Utica Avenue

Express

Evening

South Ferry via Seventh Avenue

Local

Midnight

Utica Avenue

Express

AM rush

241 Street, E. 180 Street
241 Street, E. 180 Street

SATURDAY

©2011 New York
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241st Street
241st Street, E. 180th Street
th

E. 180 Street

South Ferry

Express

2 trains—AM rush

st

th

Atlantic Avenue

Express

Morning

st

th

Utica Avenue

Express

Afternoon, evening

South Ferry via Seventh Avenue

Local

Midnight

Atlantic Avenue

Express

Morning

Utica Avenue

Express

Afternoon, evening

241 Street, E. 180 Street

In This Issue:
A History of the
A Train
(Continued)
...Page 2

241 Street, E. 180 Street

SUNDAY
st

241 Street
241st Street, E. 180th Street
st

th

241 Street, E. 180 Street

(Continued on page 7)
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A HISTORY OF THE A TRAIN
by George Chiasson
(Continued from May, 2011 Issue)
and Cortlandt Streets. On weekdays, some Ninth Avenue Locals were also turned at Rector Street from
morning through early afternoon, or at Cortlandt Street
through the evening rush hour, both to diminish congestion into the South Ferry terminal. With these service
improvements in place, ridership responded (particularly
farther uptown) and for all intents and purposes the
Ninth Avenue El’s Dual Contracts upgrade was completed with the addition of another in-fill local stop at
151st Street on November 15, 1917. Immediately north
of this new station, basic Uptown Locals diverged to the
westerly platform at the 155th Street station and either
relayed there or were laid up at 159th Street Yard.
In addition to the improvements made to the existing
Ninth Avenue El, IRT expanded it to the Bronx by adopting the existing New York Central (née New York &
Northern) bridge and approaches across the Harlem
River, and in turn extending this short spur through a
new tunnel in the south Bronx to join another new Dual
Contracts line traveling north along Jerome Avenue at
E. 162nd Street & River Avenue This forced the railroad
to curtail its suburban operations at the Sedgwick Avenue station along the Hudson River, with a walking
transfer created between the two lines to replace the
former exchange at 155th Street. IRT created two new
stations on its new link between 155th Street and the
Jerome Avenue Elevated, one at Sedgwick Avenue to
achieve interface with the Putnam Division and another
at the east end of the connecting tunnel (and partly in
an open cut) off E. 162nd Street between Anderson and
Jerome Avenues. A long, grade-separated junction was
built into the new Jerome Avenue El between its stations at 161st Street (which then was not yet the site of
Yankee Stadium—the Yankees were playing their home
games at the Polo Grounds) and 167th Street, with Ninth
and Sixth Avenue El operations then able to access
points north as far as Woodlawn.
After reaching an acquisition agreement with the railroad, the initial piece of the new IRT tunnel was excavated rather rapidly and Putnam Division operations on
the steam-powered swing bridge into the 155th Street
station discontinued on January 6, 1918, when a singletrack Elevated Division shuttle was instituted between
155th Street and the new IRT station at Sedgwick Avenue On March 1, every other weekday Ninth Avenue
Local (and all Locals at night and on Sundays) was extended to Sedgwick Avenue, then finally on July 1,
1918, upon completion of the new tunnel and both of its
stations, rush hour Ninth Avenue Expresses, along with

THE DUAL CONTRACTS, AND THE RISE
AND FALL OF THE NINTH AVENUE ELEVATED,
1916-1940
As one manifestation of the 1913 Dual Contracts
agreements between the two rapid transit companies
and the City of New York, millions of dollars were to be
invested upgrading the Manhattan el system to accommodate its mature ridership base, and better position it
for future growth as a key, endemic element of the overall network of subways and elevateds envisioned. For
the Ninth Avenue Line, this entailed significant modifications, even partial replacement, of the structure that had
stood up to the wear and tear of the previous 35 years
rather well. On its southernmost end, new structure was
added between the original trusses starting at about
Liberty Street (next to the present site of the World
Trade Center) and continuing all the way to 14th Street.
Whereas the earlier two-track structure had been offset
from the curbs, the new three-track elevated embraced
the middle of the street as a center line, with new or
heavily modified and repositioned local platforms at all
stations from Cortlandt to Christopher Streets. Express
platforms were also added on the easterly side of the bidirectional middle express track at the Cortlandt, Warren, Desbrosses, and Christopher Streets stations.
From 14th Street northward, the existing structure was
reinforced and the local platforms were upgraded. However, the “original” (actually, replacement) two-track
structure from 1880 was maintained, which afterward
largely condemned the “weak” West Side Line to the
use of wooden-framed equipment so as not to overtax
its structures. Nevertheless, portions of the center express track were raised to form a “hump” above the local tracks and new, upper level express platforms
added on both sides of these higher express tracks at
the 14th, 34th, and 66th Streets stations, all of which then
served as bidirectional stops for express trains. Stations
and structures were also revised and expanded at 116th
and 125th Streets to form new express stops, another
express “hump” platform (as at 14th, 34th, and 66th) installed at 145th Street and the terminal at 155th Street
heavily modified to eliminate numerous grade crossings.
Service was radically adjusted when the reconfigured
Ninth Avenue Elevated was put into use on January 17,
1916, with all Locals operated from 155th Street to South
Ferry and directional rush hour Expresses between
155th and Rector Streets. These used the middle express track starting at 125th Street and stopped at all
stations now designed for their use, which included
116th, 66th, 34th, 14th, Christopher, Desbrosses, Warren,
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erally returned as Locals to and from Burnside Avenue
with a skip to and from Fordham Road), then beginning
on May 16, 1927 every other Sixth Avenue Express
train was extended from 167th Street all the way to
Woodlawn during evening rush hours. To overcome one
potential bottleneck these various rush hour services
created, Ninth Avenue Express trains skipped the busy
stop at 167th Street starting about 1928.
On January 6, 1930, before the Great Depression had
really taken shape, the remaining lines that had been
turning at 167th Street since December, 1921 were finally re-extended northward, with Sixth and Ninth Avenue Locals then operating to Burnside Avenue along
with the rest of the rush hour Sixth Avenue Express
schedule. As of April 16, 1933, midday Ninth Avenue
Express service was also being terminated at Burnside
Avenue, where trains discharged on Track 2, relayed at
the crossover north of the station and laid over on Track
M before assuming Track 1 for the southbound trip.
Also by 1934, the Independent Subway’s largelyduplicative Eighth Avenue and Grand Concourse lines
had been open for over a year and were noticeably siphoning ridership away from the Manhattan Els, which
IRT was eager to maintain if only to protect their value
as an asset for future sale to the City of New York.
Thanks to the politics of rapid transit system formation
as they were playing out, the city (and its IND) had completed subway lines to replace both the Sixth Avenue
and Ninth Avenue Els and another to duplicate the
Jerome Avenue Line, obviously to position itself for the
outright consolidation of both private operating companies into its Board of Transportation sooner rather than
later. As a result there was little to no measurable
change in the service status of the IRT-run Manhattan
Elevated system in its final years. As part of ongoing
subway construction the Sixth Avenue El was indeed
finally closed on December 4, 1938, and in its place the
Ninth Avenue Local extended from 155th Street to Burnside Avenue during the evening. During rush hours,
every other Ninth Avenue Express trip was cutback from
Fordham Road to Burnside Avenue, but sometimes
these originated (AM) or terminated (PM) as reversepeak Locals between South Ferry and Fordham Road,
using the middle track on Jerome Avenue to skip the
station at 183rd Street. Whatever the temporal situation
in late 1938, it all came to naught on June 12, 1940
when the Board of Transportation finally did assume
control of the IRT system and closed the Ninth Avenue
El, Manhattan’s first rapid transit line, after some 70
years of faithful and extremely developmental operation.
And though a piece of it (at least in a technical sense)
did survive as the Polo Grounds Shuttle until August 31,
1958, that was the end of the story as far as this narrative is concerned. It has now been over 70 years since
the Ninth Avenue Elevated departed the New York City
transportation scene, and to those few individuals with

A History of the A Train
(Continued from page 2)

overnight and Sunday Ninth Avenue Locals, were extended as through trains to the Bronx, where they terminated at the Kingsbridge Road station (to which Sixth
Avenue Local service also ran midday and evenings). At
that time, the Sixth and Ninth Avenue El lines also
started providing all service on the Jerome line north of
167th Street, where an isolated “subway shuttle” from
the upper level of 149th Street-Grand Concourse (née
149th Street/Mott Avenue) was terminated. This shuttle
had originally been used to open the Jerome Avenue
line on June 2, 1917 as far as Kingsbridge Road, with a
subsequent and separate transfer run initiated to Woodlawn on April 15, 1918. The same day that Ninth Avenue Express trains were extended to the Bronx (July 1,
1918), they began using the newly-extended middle
track from 125th Street to 155th Street, including a “jumpover” north of the 151st Street station, and the easterly
platform at 155th Street station. Ninth Avenue El service
finally reached the terminal at Woodlawn starting on
January 2, 1919, when every third Express was extended from Kingsbridge Road, originating there mornings and terminating there afternoons. In the reverse
direction, morning trips from Woodlawn returned as Locals from Rector Street to Burnside Avenue, while PM
trips from Rector Street to Woodlawn returned light to
Kingsbridge or Fordham Roads before re-entering service as a Downtown Local.
As additional steel subway rolling stock became available, Lexington Avenue-Jerome service was gradually
extended northward from 167th Street to Kingsbridge
Road beginning with alternate rush hour trains in October, 1919. This shortly proved to be more popular
among riders than the Sixth and Ninth Avenue El services to the West Side of Manhattan, and on December
21, 1921 the Lexington-Jerome through subway route
was established as the base service, running to Kingsbridge Road with shuttles from there to Woodlawn. As a
result all Manhattan Elevated train service was henceforth curtailed at the 167th Street station, at the time consisting of Ninth Avenue Express trains in rush hours,
Sixth Avenue Locals midday and evenings, and Ninth
Avenue Locals at night and on Sundays. As time went
on and development in the Bronx responded to the arrival of rapid transit, ridership on the Manhattan El lines
serving Jerome Avenue began to grow once again and
rush hour service to more northward points was restored to some degree. Midday through service, probably as far as Fordham Road, was furnished by the Ninth
Avenue Express starting on April 16, 1923 (at which
time Sixth Avenue Locals were shortened to 155th
Street), while the rush hour-only Sixth Avenue Express
was extended as far as 167th Street one week later.
Rush hour Ninth Avenue Expresses were re-extended
as far as Fordham Road on April 24, 1924 (which gen-
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ous builders, through its first closing for reconstruction
in March of 1875, and three more during the shutdown,
including two built by its own shop forces. Each bore a
name of local geographic significance (as was customary at the time) in addition to its fleet number of 2-9. The
first four “Shadbelly” steam-drawn coaches (numbered
1-4) were delivered to the New York Elevated Railroad
Company in 1872 and replaced the original three cable
cars at the earliest opportunity, which were in turn disposed of. While their specific fates remain a mystery, it’s
a good bet that the original cars 1-3 were sent back to
the Stephenson Company for salvage. As stated above,
the Shadbellies had a low center of gravity to dispel
concern that they might sway off the elevated trackway.
Their design was inspired by traditional passenger railway rolling stock as it had evolved to that time, being 35
feet in length overall but accessed only via swing-gated,
open-ended vestibules of approximately 3 feet each
that bracketed an enclosed cabin roughly 29 feet long.
The floor level of the middle 23 feet of the cabin was
depressed between the trucks, with a small set of stairs
contained within as a transition. The carbodies were a
shade wider at the thresholds than the cable cars had
been, and with the lowered center floor offered an almost garishly high ceiling within the enclosed cabin.
They also had what appear to be transverse seats and
used oil lamps for illumination. As also inferred above,
these were the first cars that could be coupled into
trains, and appeared in sets of up to three cars, with
consists being lengthened over time as passenger traffic and the rolling stock fleet grew.
Though some corresponding improvements were
made to each class of steam dummy as they arrived,
and nominal haul and speed capabilities were increased, their inherent weight limitations (due to the
perfunctory nature of the el structure) forced longer consists to run at slower speeds. Three additional coaches
were acquired by NYERR in 1873 and three more in
1874 for a total of 10 (and all numbered 1-10) before
the shutdown of March, 1875. The Shadbellies were
built by the Jackson & Sharp Car Company of Wilmington, Delaware, another builder with an otherwise solid
reputation at the time. Jackson & Sharp later provided
rolling stock for the South Side “L” of Chicago in 1892
and 1893 and was finally absorbed into the American
Car & Foundry Company in 1901. Six more Shadbelly
coaches (11-16) were delivered from the Cummings car
works in 1875 for the Ninth Avenue El’s reopening,
which rounded out that portion of the original fleet and
was joined by yet another steam dummy engine constructed in-house. As for the Pioneer, it was removed
from service in early 1874 and is shown as sold to the
West Point Foundry, a steel mill down in Georgia that
was then being established by Northern businessmen
and still exists in 2011 (though its 0-4-0 ex-Manhattan
elevated shunting engine is long gone…).
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knowledge of its existence, the El has long since melted
into the realm of an urban legend. For most New Yorkers, it is a complete unknown, most especially among
the successor patrons (many generations later) who
regularly use A (or C) in its stead.

ROLLING STOCK USED ON THE
MANHATTAN ELS AND THE NINTH AVENUE
ELEVATED, 1870-1940
While many contemporary sources cite the builder of
the three original cable-powered cars of the West Side
& Yonkers Patented Railway Company as being
“unknown,” others state that they were provided by the
John Stephenson Company of New York. The Stephenson firm, whose plant was located in then-industrial midtown Manhattan, had been assembling carriages,
coaches, omnibuses, and horse cars for a wide variety
of clients since as early as 1831 and was a more than
reasonable supplier for such an undertaking. The three
low-slung cable cars are shown to be 30 feet in overall
length—though about one-quarter of this was consumed by open-end vestibules at each end—8 feet 6
inches wide at the thresholds and 8 feet 6 inches high
inside the cabin. In addition the original gauge was set
at 4 feet 10½ inches or the equivalent of one “chain”
that was a prior standard on most wheeled carriages.
Each car had “grip” and brake levers at each end on the
open vestibules, with passengers entering and exiting
the cabin through quarter-point sliding doors. Interior
appointments were perfunctory, with what look like
small transverse seats, and lighting provided by oilburning lamps. As stated above, the first of these three
coaches arrived in 1868 and stood atop the original
Ninth Avenue Elevated even as its construction proceeded. All three were used as originally designed from
the start of passenger service on February 14, 1870
until cable-powered operation ended that November.
The cars sat unused during the company’s initial reorganization and were subsequently adapted to steampowered use when operations resumed on April 20,
1871 as the West Side Patent Elevated Railway. At that
time the company’s sole train was powered by a diminutive, double-end steam “dummy” named Pioneer that
was built by the Handren & Ripley (Albany Street) iron
works of Manhattan, had an 0-4-0 wheel arrangement,
and was enshrouded in a fake shell which was designed to imitate the body of a coach (a trick then often
employed to avoid scaring animals at the wayside). Under load, the Pioneer and its later sisters were able to
reach a speed of about 15 mph at their fastest, hauling
just one coach at first, then later as many as three.
After its second reorganization under the New York
Elevated Railroad in late 1871, the Ninth Avenue El received five additional 0-4-0 steam dummies from vari-
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wheel arrangement (that is, no pilot, four driving wheels,
and two on the trailing axle with tender attached to the
body), stretched 22 feet 7 inches in overall length with
72-inch drivers, and had a platform width of 7¾ feet,
which was slightly narrower than the coaches at 8¼
feet. 30 more units designated as “Class B” (and numbered 36-65) were purchased from the same two builders that spring, with most of these 44 delivered and
ready for service when the Third Avenue El started operations on August 26. The Class B units had an 0-4-4T
wheel arrangement and were more compact than the
Class A design having a 24 foot 10½-inch length with
60-inch drivers and 7-foot 8-inch width. Of these, 46-55
were constructed using less substantial framing to cut
their weight to a level close to that of the steam dummies (just under 16,000 lbs. vs. 33,000 for the
“standard” Forneys), thus enabling these units to be
assigned to the Ninth Avenue Line. Shortly after the
Third Avenue start-up in August 1878, “Class C” Forneys 66-96 were ordered from Baldwin and the Rhode
Island works and arrived at the end of that year. These
were similar in design to the Class Bs, with 91-96 also
being of the lightweight variety for Ninth Avenue. Finally
there came 35 “Class D” Forneys (114-131) from the
same pair of suppliers, which were all on hand by April
1, 1879. The Class D units had a slightly more spacious
frame at 26 feet 3¾ inches in length, but otherwise resembled the earlier models.
Judging from surviving photos of the time, it appears
that the Forneys were operated pilot-forward in the
northbound direction on Ninth Avenue and tenderforward coming southbound, though this may not have
been a hard and fast rule. Nor is it certain that only
“lightweight” Forneys were used on Ninth Avenue, but
given their comparative weights and the dummies’ lack
of pulling power, in all probability the elder 0-4-0s were
only used on Ninth Avenue, while the heavier, standard
Forneys plied above Third Avenue in the 1878-1880
period. Also unknown is to what degree the dummies
and the early Forneys were intermingled on the Ninth
Avenue El starting in 1878, but what is certain is that
the dummies continued to run for a time during the
overall motive power upgrade, with their final phase-out
occurring sometime in 1880. A final disposition record of
all the ex-NYERR 0-4-0s has never been determined
but for unit 13, the Yonkers, which wound up being an
industrial switcher for the Michigan Cedar Company in
the northern part of that state. It is also reported that
two such units, along with two former “Shadbelly”
coaches, were used by the Long Beach Marine Railway
in its summertime shuttle service on the beaches of
Long Island between 1881 and 1885. Whatever the
case, it remains a fair assumption that the rest of these
units were re-employed somewhere in transportation or
industrial uses for an additional period of time.
Likewise, the New York Elevated Railroad Company
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Following the November, 1875 restoration of service
on the Ninth Avenue El, the New York Elevated Railroad
Company took delivery of 0-4-0 steam dummies 11-21
into mid-1877, all unnamed and built by the Brooks Locomotive Works of Dunkirk, New York. In the same time
frame they also received their first “high floor” or high
platform coaches, numbered 17-25 (1876) and 26-39
(1877), being constructed by the Gilbert & Bush car
builder of upstate Troy. Like the Shadbelly coaches,
cars 17-39 were accessed by open-end vestibules, but
there was also a sliding door in the center of the body,
presumably to be used for exiting. They were also 41
feet in overall length instead of the previous standard of
35 and appear to have been the first coaches outfitted
with on-board stoves for heat. In rounding out the rolling
stock fleet prior to the opening of its second Manhattan
elevated line along Third Avenue, the New York Elevated Railroad also received two experimental coaches
from Jackson & Sharp at the end of 1877. Numbered 40
and 41, they were fully enclosed, with access achieved
only through a set of wide “parlor” style (split) doors at
the center of the carbody. In addition, 40 and 41 were
equipped with longitudinal “wrap-around” seats that
traveled through the ends of the car bodies. Their livery
was quite ornate and their windows very large to allow
for enjoyable above-street viewing during travel. They
were briefly used on a try-out basis before being returned to Jackson & Sharp in 1878 and facing an uncertain disposition. Though long ago listed as “scrapped”
the car bodies employed a standard later commonly
used in custom cars and express motors, so it is possible that NYERR 40 and 41 were recycled in some form
for another owner.
In 1877, prior to the opening of the Third Avenue Elevated, Mechanical Engineer Matthias Forney proposed
an entirely new locomotive design that would increase
efficiency and operational flexibility, yet remain within
the Manhattan El’s exacting weight limitations. The key
to this was employing a wheel configuration that served
to distribute the unit’s weight more evenly along the
length of its abbreviated frame. This reduced its mass
concentration per axle and could be translated into
greater power and speed without increasing the load on
the structure to a fantastic degree. Further, the new locomotive was designed for double-end operation to retain the same flexibility as the dummies exhibited, but
did not require the Engineer to physically change his
position. Thus they were capable of a more immediate
reversal than their predecessors.
Interestingly, the Forneys appear to have been embraced totally and immediately by NYERR, as 14 such
units, designated “Class A,” were ordered from Baldwin
(22-30) and the Rhode Island Locomotive Works of
Providence (31-35) early in 1878. These had an 0-4-2T
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platform width of 8 feet 5 inches. A total of 221 new
coaches were also purchased from the infamous Pullman Car Company of Chicago (676-825) and the Wilmington Car Works, otherwise known as Bowers &
Dure (293-364), between 1880 and 1882. These were
intended to supply the new Second Avenue Elevated
and expand the existing fleet, and had slightly longer
car bodies of 46 feet 1½ inches overall. Interiors were
arranged in three distinct sections, with transverse
“parlor-style” seating in the middle that was later
adapted for smoking purposes, and end compartments
originally designated for use by “Men” and “Women” as
was the custom of the day. Disclaimer: It should also be
noted that the locomotive class designations and car numbers
listed above were obtained from IRT’s consolidated roster of
elevated railway equipment that was drawn up about 1938
from Manhattan Railway Company records, and may not reflect the actual equipment identities as originally delivered.
In 1883 the Manhattan Railway Company developed a
“Class F” prototype of its own design, numbered 132,
which ultimately spawned orders for twenty-eight similar
units numbered 1-12 and built by Rogers Locomotive of
Paterson, New Jersey (1885), plus 13-22 and 158-163,
which were all manufactured by the New York Locomotive Company of upstate Rome in 1886. By this time the
Manhattan Railway was developing another prototype
that was influenced by the Forneys in use on the
neighboring Suburban Railway Company in the Bronx,
numbered 164 and classified as a “K1.” Likewise, this
brought about a production run of 25 K Types from the
New York Locomotive Works in 1887 (165-189) and 30
more from Baldwin in 1891 (306-335) that proved to be
the Manhattan Railway’s final steam locomotive acquisition. Replacement coaches 1-39, modeled on those
built for the Second Avenue El in 1880-2, were delivered to the Manhattan Railway Co. by Pullman in 1885
and the original Gilbert & Bush cars bearing the numbers 17-39, that had been delivered in 1876-7, were
retired. However, Gilbert & Bush built 225 new coaches
of its own for the Manhattan Railway, which arrived in
1886 and 1887 (370-500 and 826-919). With service
enhancements constantly requiring the expansion of its
fleet, the Manhattan Railway Company rounded things
out with the purchase of 100 more cars from the Wason
Car Co. that came in 1890 (920-964) and 1891 (9651019), being topped off by its last 75 steam-drawn
coaches (1020-1094, also from Wason) that were delivered in 1893.
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received a total of 183 new coaches in 1878 and 1879
to equip the Third Avenue Line, which represented the
next step of evolution beyond that taken in the 17-39
group of 1876-7. The new cars were slightly longer than
previous orders at 44½ feet overall (about 37 feet
through the enclosed cabin), but eliminated the center
exit doors in favor of slightly larger open-end vestibules.
The coaches also employed a more ornate, almost
scalloped, window styling, with fewer panes (14 instead
of 17) being traded for more substantial wooden framing, but adding only 240 pounds to the overall weight
(16,000 versus 15,760). 122 cars were provided by Gilbert & Bush (numbered 40-80, 178-208, 243-292) and
131 by the Wason Car Company of Springfield, Massachusetts (numbered 81-177 and 209-242). Unlike the
ongoing nature of its change in motive power, NYERR
used these new coaches in part to spell the 1872-1875
vintage “Shadbellies” (cars 1-16), all but one of which
were then briefly modified with higher, platform level
floors in 1878. This proved to be an ill-fated experiment,
as the necessary framing modifications became untenable under traffic conditions. The class was summarily
removed from passenger service and disposed of by
the end of the same year, though two of them reportedly
were resold to the Long Beach Marine Railway and survived for several more years.
On September 1, 1879 the Manhattan Railway Company assumed operation of the former New York Elevated Railroad, and from that point forward the Manhattan Elevated lines generally shared a large pool of rolling stock. 55 Forney locomotives (eventually classified
as “G,” “H,” and “I” types), plus 175 coaches that had
originally been procured by the Metropolitan Elevated
Railway Company for its Sixth Avenue Elevated (and
both virtual clones of NYERR’s equipment) were thus
introduced to the existing operations on Ninth and Third
Avenues. Added to this were 25 modern Forneys from
the Rhode Island works in 1880 (256-280, eventually
classified as “J” Types), plus 50 new “Class E” Forneys
from Baldwin (281-305 in 1881 and 133-157 in 1882).
The Class Es were similar in length and overall design
to the Class Ds, but had a platform width of 8 feet 5
inches, which was more akin to the newer coaches of
the time, while the Class J units were again more compact and almost squarish in presentation, having a
length of 23 feet 10¾ inches with 63-inch drivers and a

$1,600. Tickets were $100, but the money was
refunded.
Transit officials were unhappy that a meal was served
on the train. A spokesperson said, “Subway trains are
for riding, not for holding parties.”
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served at several stations. There were more than 50
people on the train and the cost to the hosts was about
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IRT Operated Frequent, Dependable Service 75 Years Ago
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LEXINGTON AVENUE-JEROME AVENUE LINE
NORTH TERMINAL

SOUTH TERMINAL

LOCAL OR EXPRESS

TIME OPERATED

WEEKDAYS
Woodlawn

Atlantic Avenue

Local

Midnight

Woodlawn

Utica Avenue

Express

Rush hours

Woodlawn

South Ferry

Express

2 trains—AM rush

86 Street

Utica Avenue

Express

1 train—AM rush

Woodlawn

Atlantic Avenue

Express

Midday

Woodlawn

South Ferry

Express

Evening

th

SATURDAY
Woodlawn

Atlantic Avenue

Local

Midnight

Woodlawn

Utica Avenue

Express

AM rush

Woodlawn

Atlantic Avenue

Express

Morning

Woodlawn

South Ferry

Express

Summer afternoons

Woodlawn

Utica Avenue

Express

Afternoon other times

Woodlawn

South Ferry

Express

Evening

SUNDAY
Woodlawn

Utica Avenue

Local

Midnight until about 2:30 AM

Woodlawn

Atlantic Avenue

Local

Midnight after about 2:30 AM

Woodlawn

South Ferry

Express

Morning, afternoon, evening

LEXINGTON AVENUE-PELHAM LINE
NORTH TERMINAL

SOUTH TERMINAL

LOCAL OR EXPRESS

TIME OPERATED

WEEKDAYS
Pelham Bay Park

125th Street

Local

Midnight (A)

Pelham Bay Park

City Hall

Local

Rush hours

Pelham Bay Park, Hunts Point Road,
138th Street-Third Avenue (B)

City Hall

Local

Midday

Pelham Bay Park, Hunts Point Road

City Hall

Local

Evening

SATURDAY
th

Pelham Bay Park

125 Street

Local

Midnight (A)

Pelham Bay Park

City Hall

Local

AM rush

Pelham Bay Park, Hunts Point Road,
138th Street-Third Avenue (B)

City Hall

Local

Morning

Pelham Bay Park, Hunts Point Road

City Hall

Local

Afternoon, evening

SUNDAY - SUMMER
Pelham Bay Park

th

125 Street

Local

Midnight (A)

Pelham Bay Park, Hunts Point Road

City Hall

Local

Early morning, late evening

Pelham Bay Park

City Hall

Local

Late morning, afternoon, early evening

Pelham Bay Park

125th Street

Local

Midnight (A)

City Hall

Local

Morning, afternoon, evening

SUNDAY—OTHER TIMES

Pelham Bay Park, Hunts Point Road

(Continued on page 8)
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BMT EMPLOYEES AT WORK IN 1925
(EXCEPT AS NOTED)
by Bernard Linder

Tower truck 330 at Park Row, looking west, after the terminal was rebuilt in 1944.
Bernard Linder collection

Rear view of tower truck 331.
Bernard Linder collection

Tower truck 95.
Bernard Linder collection

Truck removing trolley pole from abandoned crosstown line, Willoughby and Bridge Streets, May 3, 1951.
Bernard Linder photograph

Setting a pole.
Bernard Linder collection

BMT employees at work setting a pole in 1925.
Bernard Linder collection
(Continued on page 9)
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BMT Employees at Work in 1925
(Continued from page 8)

Rail grinder.
Bernard Linder collection

Welder 62, motor-generator for welder 63, and rail grinder 64.
Bernard Linder collection

Pulling cable.
Bernard Linder collection

Loading empty cable reels.
Bernard Linder collection

Cable truck with solid tires.
Bernard Linder collection

Repairing short trough at Borough Hall.
Bernard Linder collection
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Commuter and Transit Notes
METROPOLITAN TRANSPORTATION AUTHORITY
On April 19, using $10 million in grants from the Department of Homeland Security, MTA re-launched its
slogan, “If You See Something, Say Something,” as the
campaign that urges riders to be aware of their surroundings. Prior ads portrayed images of unattended
packages in transit facilities with passengers busily
walking past. The new ads depict what appear to be
potential terrorists planting bags on subways, buses,
and commuter trains. Since being introduced in 2002,
the trademarked logo has been licensed by MTA to 54
domestic and international transportation providers and
government agencies for use in their own anti-terrorism
campaigns.
Having down-sized staff, MTA is now looking to sell its
347 Madison Avenue headquarters building plus two
adjacent buildings, 341 and 345 Madison Avenue. MTA
officials believe that this transaction could yield $150
million. 347 Madison was purchased in 1979 for $11.9
million and 341 Madison and 345 Madison were acquired in 1991 for $12.25 million and $23.75 million,
respectively. Most employees would be relocated to 2
Broadway in lower Manhattan, which already has nearly
4,200 NYC Transit employees, a process that could
take 2-3 years. In recent years there had been proposals to sell these properties, but they were deferred until
now.
MTA METRO-NORTH RAILROAD (EAST)
Because the April Division meeting ended early (not a
complaint), there was time to check the trains in Grand
Central Terminal before I could board my train. On
Track 27 I found M-8s S-9111-9110-9119-9118-91219120-9113-9112-N, which were assigned to Train
#1588, the 9:37 PM to New Haven. When I asked the
Conductor if passengers smile when they board the M8s, he agreed and also smiled. He told me that this is
the second train of M-8s in service. At the end of April,
there were 20 in service.
An email alert was sent advising that effective April 18,
Train #624 (7 AM Southeast), which makes all stops to
Chappaqua, has added a stop at White Plains. Revised
Harlem Line timetables were not issued.
While reviewing the April 3 New Haven timetable,
member Larry Kiss discovered that there is a westbound Friday-only train, #3581, that departs from New
Haven at 5:22 PM and arrives in Grand Central Terminal at 6:56 PM. This train only makes stops at South
Norwalk, Stamford, and Harlem-125th Street.
On April 26, commuters on Metro-North, Long Island
Rail Road, and 15 other railroads across the country got
the news that a new app – “The Next Train App” – was
available to them. iPhone users can get schedule and
10

No. 271
by Randy Glucksman

fare information, and can access the app via the web for
free or can download it for iPhone for $4.99. This app is
fully licensed by MTA and uses data that MTA provides
to tech developers on its website using the General
Transit Feed Specification (GTFS).
The final numbers are in, and last year 577,000 passengers rode Metro-North to New York Yankee home
games. In addition, the Yankees-E. 153rd Street station
also attracted 11,000 riders to a pair of Jay-Z/Eminem
concerts in September, 9,000 for the Army vs. Notre
Dame game in November, and 6,200 for the first-ever
Pinstripe Bowl in December. On a daily basis, more
than 300 local residents board the 27 northbound trains
that stop at this station to employment in Yonkers, Tarrytown, and Poughkeepsie.
MTA METRO-NORTH RAILROAD (W EST)
Tappan ZeeExpress and Transport of Rockland fares
were increased effective May 16, not April 4 as was reported in the March Bulletin. After receiving public comments, some of the route reductions were not implemented.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
A Shore Line East timetable issued effective April 4
replaced the December 13, 2010 edition. The cover
shows a shadow of GP-40-PH-2 6698. There were
some minor time changes and the extra holiday trains
that operated during December, were removed. Thanks
to member David A. Cohen for sending copies.
MTA LONG ISLAND RAIL ROAD
Member Joe McMahon sent this report about the
Amityville-Wantagh Signaling Project, which took place
over the weekend of April 9-10 (May Bulletin). “There
was no train service to nine stations — Merrick through
Lindenhurst — but there was bus service using MTA
Long Island Bus low-floor buses between Freeport and
Babylon. Billed as the Amityville-Wantagh Signal Improvement Project, it was rather the replacement of
what has been working for more than 30 years: bidirectional signaling relying on in-cab speed control,
with wayside signals only at interlockings. Color-light
signals replaced the position-light signals, and new cables and electronics were installed. Switches and ties
were done earlier. Without much emphasis in the press,
the project has also provided safer workspaces for
maintainers. At Wantagh interlocking, a walkway along
Track 2 now helps employees walk from one signal
bridge to the other and to the new boxes without getting
struck or tumbling down the embankment. A person
climbing up and across the new signal bridges has protection from falling backwards.
“For decades, the route from Jamaica to Babylon has
(Continued on page 11)
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offered bi-directional running, with crossovers at Valley
Stream, Rockville Centre, Freeport, Wantagh, and
Amityville. Because all stations have island platforms, a
train running on the unexpected track does not confuse
boarding passengers, as sometimes can happen on the
side platforms on the Main Line in Nassau County.
Amityville interlocking is located in East Massapequa
(Nassau County). Morning reverse commuter service
on both the Babylon Branch and the Main Line has a
gap that allows both tracks to be used westbound. For
part of the evening rush, the Main Line at Mineola has
eastbound trains using both tracks. This pattern has
held for years.”
A rail joint problem in one of the Amtrak-owned East
River tubes caused significant delays during the PM
rush of April 18. Westbound service was temporarily
suspended between Jamaica and Penn Station and
between Woodside and Penn Station, causing the cancellation or delay of 87 of the railroad’s 126 afternoon
trains. Compounding this problem was that additional
trains were being operated for the eve of Passover.
NYC Transit cross-honored LIRR tickets and service
was restored at 7:20 PM.
In the following days, LIRR blasted Amtrak and asked
the railroad to review the way it handles track repairs.
Senator Charles Schumer jumped on the bandwagon,
calling on Amtrak to better coordinate its track inspection program so that repair work does not affect LIRR’s
peak hour.
At an April 26 press conference in New York Penn
Station, an announcement was made that Belmont Park
service would be restored for Spring-Summer Meet that
began on April 29. This was a service that was cut in
2009 due to budgetary reasons ($112,000) and only
operated for the Belmont Stakes last year. This year, the
New York Racing Association is partnering with LIRR.
Two trips Wednesdays through Sundays and holidays
are scheduled. In lieu of the folded schedule, a card
(BRT Card – TPSS-15) was issued for the period April
29-May 15. Extra service will operate for the Belmont
Stakes, which takes place on June 11.
LIRR riders took it on the chin once again on Sunday
May 8 when, due to a broken rail in one of the East
River tunnels, four cars of an out-of-service Amtrak train
derailed. As a result, LIRR canceled one-quarter of its
service, which caused 15-20-minute delays on Monday
morning. In its press release, the railroad also advised
that there could be cancellations and delays for the PM.
But first the AM - Thirteen trains on the Port Washington, Hempstead, Far Rockaway, Babylon, Long Beach,
and West Hempstead Branches were canceled at their
eastern terminals and another six trains operated normally, then terminated at Jamaica where passengers
had to board other trains or transfer to E. NYC Transit
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honored LIRR tickets. Three trains were diverted to Atlantic Terminal and one was rerouted to Long Island
City.
Monday afternoon, twenty eastbound trains (same
branches as above) from Penn Station were canceled
or combined with other trains. All Far Rockaway trains
(including three that normally depart from New York
Penn) departed from Atlantic Terminal. Westbound
LIRR service was terminated at Jamaica, and Port
Washington trains terminated at Woodside starting approximately 4:30 PM. NYC Transit honored LIRR tickets
on E at Jamaica and on 7 at Woodside.
Generally the same service plan was in effect on all of
the intermediate days, with delays through Thursday
afternoon. Full service resumed for the AM rush of Friday, May 13. It had been hoped that service would resume on Thursday, but it did not due to the difficulty of
having to work in a confined space with very limited
clearances in the 23-foot-wide tunnel. This was the first
of two train accidents that day in the metropolitan area.
Please see PATH below.
The next set of timetables, May 16-September 11,
was issued, but they were not available at New York
Penn as late as the evening of May 13. Several service
enhancements were made that add stops to four selected trains during the overnight and AM. As was reported in the May Bulletin, the additional weekday service between Riverhead and Ronkonkoma is also included. Train #299 departs from Riverhead at 9:21 AM
(vs. 9:15 AM for the previous equipment train, #3203),
with stops at Yaphank (9:47 AM), Medford (9:55 AM),
and Ronkonkoma (10:06 AM). The westbound connection, Train #2039, departs at 10:11 AM, arriving at Penn
Station at 11:32 AM, which makes it a good train to ride
to take in a Wednesday matinee. Larry Kiss was aboard
the first train on May 16 and wrote: “including me, there
were six passengers. Nobody got on or off at either
Yaphank or Medford. Considering that this train carried
no passengers until today the railroad now has an additional stream of income.”
The new timetables also reflect that some train times
were adjusted for midday track maintenance on these
branches, wherein one of the two tracks is out of service except on Port Washington:
● Huntington/Port Jefferson, Oyster Bay, Montauk,
Main Line: Merillon Avenue to Carle Place, replacement of track ties and a switch-surfacing program. This is also being done early Saturday
mornings
● Far Rockaway, Hempstead, Long Beach: Valley
Stream to Far Rockaway, new ties
● Babylon: Amityville to Babylon, continuous welded
rail. Two local trains will operate in each direction
each hour. Service is reduced to hourly at Amityville, Copiague and Lindenhurst stations during
midday periods. Express trains are canceled
(Continued on page 12)
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●

Atlantic Branch: Overnight weekdays, East New
York to Jamaica, switch resurfacing
● Port Washington: Between Bayside and east of
Woodside, third rail replacement and bridge painting; however, this work is not expected to affect
service.
SubChat.com reported several former LIRR P-54Ds
(including 7094) and other cars (ex-CNJ) which had
been stored adjacent to NJ Transit trackage in Boonton
are being cut up and scrapped. The cars’ interiors had
been damaged by homeless individuals as a result of
fires. However, the URHS equipment on the other side
of NJ Transit’s station is fenced in, and other security
measures have been taken.
NJ TRANSIT
My son Marc and I were photographing trains in Bergen County on April 17, when we saw this 9-car train:
E-4014-4006-6024-6209-6578-6573-6201-6557-65796517-6000-W, at Suffern. We later learned that this was
the “Easter Bunny Train,” which also operated the previous day, but from the Route 23 Transit Center in Wayne
through Morris County. Sunday’s trip began at Glen
Rock-Boro Hall (Bergen County Line) and ran to Suffern. There were three trips each day sponsored by the
Volunteer Railroaders Association, which will use the
proceeds to continue restoration of the (1894) Hawthorne train station. What makes this train unusual is
that the largest train in the Hoboken Division is seven
cars, and there are two of them, on the Port Jervis Line.
A wire problem in one of the Hudson River tunnels
caused significant delays on April 26. NJ Transit sent
the first alert at 6:16 AM that trains in and out of New
York Penn were subject to 10-15-minute delays. Four
minutes later, the delays were 20-30, and at 7:20 AM,
30-60 minutes. Midtown Direct trains were routed to
Hoboken, which caused 15-20-minute congestion delays. NJ Transit, private carriers, and PATH honored rail
tickets. Midtown Direct service resumed with Train
#6324 (8:53 AM Summit). At 10:35 AM, service was
reported to operating on or close to schedule.
The same day, shortly after 5 PM, due to a “fatal trespasser incident” near New Brunswick, service was suspended in both directions between Metropark and Trenton. Eastbound service was resumed half an hour later,
but there were numerous westbound cancelations. At
9:07 PM, Northeast Corridor trains were departing Trenton and New York on or close to schedule, with some
residual delays to trains already en route.
Diesel trains replaced electrics from Long Branch to
South Amboy, Tuesdays through Thursdays between
May 3 and May 26. Passengers had to transfer to electric trains for all stations east of South Amboy. This was
to allow overhead wire repairs near Long Branch.
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During the week of May 8, NJ Transit advised its passengers of 10-15-minute delays to trains departing from
New York Penn due to the Amtrak track repair work in
an East River tunnel.
ALP45-DP 4500 was displayed on Track 1 in Newark
Penn Station for the press on May 11, and I took advantage of this opportunity to take photos and see this engine. 4501 was first to arrive in the U.S., but it went directly to Pueblo, Colorado for testing. 4500 will undergo
testing locally and will enter service next year. Since
there are no peak hour slots available, they will be used
to provide one-seat rides by extending some existing
trains. For example, a train that now starts in Long
Branch would instead begin in Bay Head. Later, this will
be expanded to the Montclair-Boonton and Morris &
Essex trains, which will be extended, from Dover, and
Montclair State University to Hackettstown. The Raritan
Valley Line is more difficult because it terminates in
Newark and would require that the other lines yield
some of their slots. All units are scheduled for delivery
before the end of 2012. Bombardier was awarded a
$310 million contract for 26 of these single-ended units
on July 9, 2008 with an option that was exercised for
ten additional units on July 14, 2010 when the ARC
Tunnel project was still alive.

Randy Glucksman photograph

NJ Transit has partnered with CooCoo, a third-party
text engine company based in Long Island that already
provides real-time schedule information via text message to Metro-North and Long Island Rail Road riders.
This works on any cell phone and does not require
Internet access.
Effective June 1, the Quiet Commute program was
expanded to the Hoboken Division between the hours of
6 and 10 AM Hoboken-bound and 4 and 8 PM departing
Hoboken. The designated Quiet Commute car is the
first one on trains traveling to Hoboken, and the last car
(Continued on page 13)
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on trains departing Hoboken. NJ Transit launched this
program on September 7, 2011 (August and October,
2010 Bulletins) on the Northeast Corridor, and it has
been very well received.
For a 22-day period between Saturday, June 4 and
Sunday, June 26, buses will replace rail service on the
Pascack Valley Line as follows: weekdays 8:45 AM-3:30
PM and Friday night/early Saturday, and continuing
through the 12:45 AM departure from Hoboken on Sunday night/early Monday morning. Several rail crossings
will be upgraded and other unspecified maintenance will
be performed. A similar service was operated September-October, 2009 (October, 2009 Bulletin), but only on
midday weekdays. At publication time, the schedules
were not available, but there will be separate bus routes
to serve the stations.
This year, Meadowlands rail service will operate for
the following events:
● June 5 – Hot 97 Summer Jam
● June 18 – CONCACAF Quarter Finals (soccer)
● July 20 – U2 concert
● August 13 – Kenny Chesney featuring Zac Brown
Band
● All Jets and Giants home games
The costs are mounting for New Jersey’s quest to
avoid repaying $271 million that the Federal Transit Administration (FTA) said it wants as repayment for the
canceled ARC Tunnel project. According to Northjersey.com, the Washington, D.C. law firm hired by New
Jersey billed $469,715 for work done in January. This
was for more than 700 hours of work performed by 11
attorneys, more than $1,000 for research, and $35.69
for long-distance phone calls. These charges are in addition to the $333,281 for work that was done in December. On April 29, FTA rejected all arguments and demanded that New Jersey repay the full amount that it
advanced for construction of the now canceled project.
Four days later Governor Christie said that he would
fight the Obama Administration in court over this repayment. This was the quote from the Governor: “I ain’t
paying it, we’re going to go to court. We’re going to go
before an impartial judge and the judge will decide.”
On May 13, Governor Christie announced that although the federal government has given $450 million
to New Jersey for high-speed rail improvements, those
funds will help fix signals and overhead lines and wires,
but the money is not going to the Portal Bridge. “They
know obviously that the state’s ready to step up and put
a significant amount of money into the Portal Bridge
project because it’s something that is necessary to improve rail transportation in the region.”
Avalon-Westmont is a rail station that has been proposed in Wood-Ridge between the Bergen County Line
stations of Garfield and Rutherford. Residents whose
13

homes abut the tracks are not happy about what they
believe this station will do to property values and their
quality of life. Then there is the issue of a pedestrian
bridge that would be located behind homes between
Helm and Jocelyn Avenues. Avalon at Westmont Station
is a new housing development that is under construction. The complex’s website reports that there will be
“studio, 1-, 2-, and 3-bedroom apartments with luxurious
features.” It is scheduled to open next Spring.
A Newark Light Rail timetable was issued effective
April 2 and there do not appear to be any changes. But
since 2009, new timetables have been issued in January and April.
On April 12, PCC number 6 departed from the Bloomfield Maintenance Facility for its new home at the
Rockhill Trolley Museum. Originally built for Twin City
Rapid Transit in December, 1946 as 325, this car had
been repainted into the original Public Service livery of
dark grey, light grey, and blue, with red wings around its
headlight and around its wheels, prior to the retirement
of the PCCs in August, 2001. Now, the 30 cars have
dwindled to just two at Bloomfield: Car 1, which was
given to the Newark Museum (but the museum has no
place to put it) and car 16. Eight shrink-wrapped PCCs
set aside for the proposed Bayonne/Marine Ocean Terminal Line are stored (shrink-wrapped) at HBLR’s Communipaw facility. Two other PCCs, 5 and 10, that had
been donated to the New Jersey Transportation Heritage Center, have also departed. No. 5 went to the Seashore Trolley Museum in Kennebunkport, while No. 10
went to the San Diego Electric Railway Association in San Diego, where will be used on the clockwise
downtown vintage trolley loop, 12th & ImperialConvention Center-C Street-12th & Imperial. This is expected to begin passenger-carrying service later this
year using tracks of the Orange and Blue Lines of the
San Diego Trolley system. At a future date, it is in the
long-range plan for the San Diego area to restore
streetcar service between Downtown, Balboa Park, and
University Avenue using the PCC cars acquired by
SDERA. Thanks to John D. Wilkins, the President of
FoTNJTHC, for the information on the disposition of
these cars.
One of many items approved at the May 11 Board
meeting was the locally preferred alternative (LPA) to
extend HBLR 0.7 mile, west of its current West Side
Avenue terminus across Route 440 to the northern end
of a redevelopment zone along the Hackensack Riverfront. This station would link the Jersey City waterfront
and North Hudson to new residential, commercial, and
retail development that the municipality is planning.
Member Bob Vogel visited the site of the future Pennsauken Transit Center on April 12, a location where the
River Line passes beneath the Atlantic City Line, and
found construction was underway. A subsequent visit on
May 15, showed a nearly completed platform with a
(Continued on page 14)
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were taken by an evacuated passenger showed
canopy. The groundbreaking ceremony was held Octo- cracked concrete in the turnstile area and the lead car
ber 19, 2009 on this $40 million stimulus-funded project. to be a PA-4. Train service into and out of Hoboken was
At that time, a 2012 project completion date was given. suspended for about 11 hours and passengers destined
This work began on the River Line portion.
to Hoboken were directed to use Hudson-Bergen Light
Rail at Newport. Limited service was resumed at about
6:30 PM, but commuters were notified to be prepared
use NJ Transit’s Route 126 bus or NY Waterway ferries,
which were all to provide additional service the following
morning. Cross-honoring was in effect, but normal service was operated. A report was due in ten days. The
New York Times reported a “similar event” occurred at
33rd Street on October 21, 2009 (December, 2009 Bulletin) when 13 of the 450 aboard were injured. In that
case investigators determined that human error was the
cause, and the Operator was dismissed.
I learned that extra trains are operated between Journal Square and Newark for soccer matches at the Red
Bull Arena, which is located four blocks from the Harrison station.
PORT AUTHORITY OF NEW YORK & NEW JERSEY
MarketWatch.com reported that the Port Authority Bus
Terminal
(PABT) is now at its capacity. About one in ten
Bob Vogel photograph
NJ Transit buses leaves the terminal at least six minSteve Lofthouse told me that as he passed through utes late between 3:30 and 7 PM. (Editor’s Note: When I
New York Penn on May 13, he saw an ACES train listed used to commute to/from the PABT taking one of the late peak
on the departure board. After I returned home from the hour buses, there was a good chance that it would depart
May Division meeting, there was an email containing late.) The terminal cannot add more buses at rush hour
digital images from Bob Vogel showing the train with P- because all of its 183 gates are being used. About
40-DC 4800 leading and ALP-44 4409 pushing. The 6,000 buses travel through the Lincoln Tunnel each
other ACES train had P-40-DC 4803 and ALP-44 4405. weekday, accounting for 225,000 passengers. By comSo this confirms what I was told and reported about the parison, NJ Transit trains carry 165,000 to and from
ALP-44s in the February Bulletin, “they’re still around.”
New York Penn each day. But the problem is even larPORT AUTHORITY TRANS-HUDSON CORPORATION
ger because there is no space to park buses in New
At Newark Penn Station I noticed a vending machine York City and thousands must return to New Jersey.
that sold 2-Trip cards ($3.50), which are exclusively for Solutions are expensive. A new garage would cost in
use on PATH, the price of two one-way rides.
excess of $1 billion, and while there was a plan with
During President Obama’s May 5 visit to Ground Zero, Vornado Realty Trust to build a tower above the termiNWK/WTC trains were terminated at Exchange Place. nal, those plans were put on hold in 2009 due to the
This service disruption lasted about one hour.
economy. Recently there has been some movement on
At about 8:32 AM, Mother’s Day (May 8), as a train reviving those plans.
was entering Hoboken Terminal on Track 2, according AMTRAK
to eyewitnesses, the train began to accelerate and
This is the schedule for the 40th Anniversary celebracrashed through the bumper block. I checked the Inter- tions through the end of July: Washington, D.C. (May
net and watched TV news for video footage of the acci- 7), Lorton (May 14-15), Baltimore (May 21-22), Philadent, but there was none. Reporters were not even per- delphia (May 28-29), Perryville (June 4-5), Harrisburg
mitted access to the track area, as they only showed (June 11-12), Strasburg (June 18-19, 25-26), Springwhat was going at the street level. Most of the 34 in- field, Massachusetts (July 9-10), New Haven (July 16jured were wearing cervical collars or were transported 17), New London (July 23-24), and Providence (July 30to the waiting ambulances on backboards, then to area 31).
hospitals. Fortunately none of the injuries was lifeMember John Pappas sent this report: “I headed for
threatening. All entrances/exits were closed off by yel- Philly to attend my first National Train Day event at 30th
low tape and guarded by police. PATH’s website de- Street, which was, arguably, one of the bigger events
(Continued on page 15)
scribed the service disruption as a “Police Investigation”
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held around the system. Amazingly, they can't do one in
NYC because Penn Station is crowded enough without
any further diversions. 30th Street didn't have much extra room either. Some of the display tables were placed
up at the front (nearest Market Street) end of the building, away from the rest of the activities. A longtime
friend who lives in the suburbs joined me shortly after
11 AM. There was a food demonstration featuring Amtrak's Culinary Product Development Chef
(honest...that's what it said on his uniform). The display
of equipment, which was one of the things that drew me
there in the first place, took place down on Tracks 1 and
2, but the line waiting to go down to tour the equipment
was over an hour in length!! There was another line,
which must have been a priority line, as the inhabitants
all had printed out a priority coupon from the Amtrak
website. Who knew? So we skipped that. We did see
and tour a train of the new Silverliner Vs, which was
located on Suburban Track 1. Quite impressive...and
having seen them in person, I better understand the
weird door arrangement now. The idea seems to be to
place the doors at even intervals along the length of the
train.
“That was just one of the lines. We had to wait in
about a 20-minute line just to buy Amtrak merchandise.
I got a 40th Anniversary T-shirt, featuring the four repainted Genesis locos, along with a striped Engineer's
hat for my grandson. Gotta keep his interest in trains
going. There were a couple of teens on the trip down
who were wearing baseball caps which read ‘Rail Camp
2009’ along with their names. Turns out they were from
the Sunrise Chapter of the NRHS on Long Island. I've
seen pics of the Rail Camp activities, but this is the first
where I've encountered actual attendees. One had a
steam locomotive on his T-shirt. It's almost unimaginable that one would find teens that are into steam at this
late date, but more power to them. Nice that there will
be a next generation to care for the steam that still exists. We stayed for about an hour and then decided to
head downtown for lunch at Reading Terminal Market,
which was crowded as usual. It being a sunny and
warm day in Philadelphia...the kind that makes you
want to get out and do stuff. After that, we rode a Subway-Surface Trolley out to the 63rd & Malvern Loop and
were blessed by an invite to ride back to Callowhill Depot on a pull-in car. From there we were able to get on a
pull out PCC to ride the full length of the 15/Girard. Nice
PCC ride with an extra board Operator who appreciated
the equipment and could make it fly on the stretches
that have good track.” Bob Vogel sent numerous emails
with photos from his visit.
AEM-7 911 was powering Train #92 (Silver Star) and
while in Wilmington, Delaware, an engine fire erupted.
The train was bound for New York when incident began
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at about 6:15 PM April 27. Passengers were evacuated
from both the train and station while firefighters responded and extinguished the blaze. Because there
were concerns that the recently renovated station would
be damaged, the train was towed to Amtrak’s west yard,
which is south of the station. My friend who forwarded
this report suggested that with its supply of available
locomotives dwindling, Amtrak lease some idle NJ Transit ALP-44s to tide it over until the Bombardier ACS-64
electric locomotives enter service. The contract, which
was awarded on October 28, 2010 (December, 2010
Bulletin), calls for the first units to arrive in February,
2013.
The National Timetable (Form T-1) for May 9-October,
2011 was issued in the same magazine-booklet format
as the Fall, 2010/Winter, 2011 Edition. Several pages
were devoted to the 40th Anniversary celebrations.
MISCELLANEOUS
Very late on Sunday night, May 1, President Obama
announced that Navy SEAL (SEa Air and Land) Team 6
had killed Al Qaeda Leader Osama Bin Laden. I did not
travel into New York City the next day, but news reports
told of increased police presence at transit facilities
here and around the nation.
INDUSTRY
The Journal News (April 29) reported that Kawasaki
is investing $25 million in its Yonkers facility. Kawasaki
was also awarded a $500,000 capital grant from the
Empire State Development Corporation for the retention
of manufacturing employees. This plant has been Kawasaki’s U.S. corporate headquarters since 1985, starting with the 95-car PA-4 order for PATH. In the intervening years, deliveries have been made to NYC Transit,
LIRR, and MBTA, and now continue with PA-5s and M8s. Returning from the April and May Division meetings
via the Hudson Line, as the train passed this facility, I
observed R-142s 7219-20 surrounded by PA-5s.
Kinkisharyo displayed its hybrid ameriTRAM™ in Dallas on April 29. This last reported appearance for this
car was in Charlotte on January 20, 2011 (March Bulletin). According to Railway Age, Dallas is considering
other streetcar options. This car is also scheduled to be
in Salt Lake City.
HIGH-SPEED RAIL
Railway Age reported that following objections by
business interests, several Mayors, and Democrats in
the State Legislature, North Carolina Republicans did
not vote to reject $462 million for higher speed rail improvements. There was also some quiet disagreement
among some of the Republican members. North Carolina has been in the forefront of states that have supported rail expansion by purchasing rolling stock for Amtrak to use on its intrastate routes.
When Congress agreed to a spending bill for the balance of this fiscal year, among the cuts were $1.5 billion
for HSR. According to the National Association of Rail
(Continued on page 16)
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Passengers, Congress will also take back $400 million
in FY 2010 high-speed money and $128 million from
Amtrak’s capital improvement program and debt service.
Florida’s surrender of HSR funding is much of the rest
of the nation’s gain. $186 million will go to the ChicagoSt. Louis Corridor to be used for track and signal improvements. $20.8 million is for the Northern New England Passenger Rail Authority for final design and construction of a second track between Wilmington and
Andover, Massachusetts. About $800 million has been
allocated to upgrade train speeds from 135 to 160 mph
on 24 miles of the Northeast Corridor. New York State
was awarded $58 million to upgrade tracks, stations,
and signals to improve operations along the Empire
Corridor. This includes replacement of the Schenectady
station and construction of a fourth station track at the
Albany/Rensselaer station, one of the corridor’s most
significant bottlenecks. (Member Bob Kingman wrote
that the fourth track is still a long off due to a signal box
(CP143) that is literally in the middle of the platform,
which has to be moved before any track is laid. The box
has been there since before the new station was even
thought of.) $1.4 million will be used to do preliminary
engineering and environmental analysis for a new
Rochester Intermodal Station.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
In addition to considering the renewal of the Massachusetts Bay Commuter Rail Company’s contract to
operate its commuter service, the state is exploring
other options. Rather than issuing short-term contracts
of around five years, transportation officials are looking
at awarding contracts of 10, 25, or even 40 years, which
they argue would encourage private-sector bidders to
kick in their own funds to improve the system, perhaps
by buying new locomotives or cars or making infrastructure improvements. MBTA officials do not believe that
the short-term contract scheme that they have been
using would warrant such major investments.
Beginning April 30, the Lechmere and Science Park/
West End Green Line stations were closed for six
months to enable construction of new elevators. Shuttle
buses will operate instead. By closing the stations, the
construction schedule has been reduced and work
would be completed six months earlier. Shuttle buses
do not stop at the Museum of Science inbound during
the morning peak traffic hours and outbound during the
afternoon peak hours in an effort to reduce traffic impacts.
General Manager Richard Davey, while on a personal
vacation trip to Asia, spent three hours at the HyundaiRotem factory in Changwon, near Seoul, inspecting
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cars that MBTA has ordered. This firm was awarded a
$190 million contract to produce 75 bi-levels, the first of
which are due for delivery in December. The Boston
Herald mentioned that the GM did this at his own, not
taxpayer expense.
Compared to March, 2010, MBTA ridership grew 5%
during March to an average of nearly 1.3 million a day.
This rise has been attributed to the increase in the cost
of gasoline. Subway and trolley lines saw an increase of
7.1%.
When a Franklin Line train broke down at the throat of
the interlocking during the evening commute of May 11,
all lines radiating out of South Station were affected.
The train was pushed back into the station, repaired,
and sent back on its way after about an hour. However,
because it broke down at a point where four tracks lead
into one and then cross into several other tracks, that
train caused residual delays running well into the night.
37 other trains on the Franklin, Fairmount, Needham,
Greenbush, Providence/Stoughton, Framingham/
Worcester, and Kingston/Plymouth lines experienced
delays ranging anywhere between 6 minutes and 59
minutes. It was later reported that a computer circuit
board on Engine 1138 failed, triggering an automatic
safety shutdown of the engine.
Because some officials in the suburb of Belmont find
the poles that hold the trackless trolley wire “unsightly”,
they are asking for them to be removed, which means
that the trolley buses would also have to be eliminated.
A meeting was scheduled for late May to discuss this
with Watertown officials and MBTA. Even if this idea
were approved, it would take years to be implemented.
Thanks to member Todd Glickman for these reports.
LINDENWOLD, NEW JERSEY
At 2:25 AM Saturday, April 16, an eastbound PATCO
train caught fire after striking a metal object on the
tracks as it entered City Hall (Camden). Thirty-three
passengers were evacuated with no injuries other than
smoke inhalation, and service was restored around 5
AM. Car 283 sustained front-end damage.
Eighteen cars have been shipped to Alstom for overhaul. They departed in this order: 247, 248, 296, 295,
108, 124, 116, 209, 210, 227, 228, 206, 205, 218, 217,
219, 220, and 118.
PHILADELPHIA, PENNSYLVANIA
Bob Vogel sent digital photos of Silverliner Vs 807-808
being tested at Wayne Junction on April 16. Those cars
were subsequently placed into service, totaling eleven.
Bob photographed two trains of Silverliner Vs on April
21: 704-803-804-801-802-703 and 807-808-805-806701.
Cinders reported that by the end of April, 16 Silverliner Vs had been delivered with a six-car and a five-car
set in weekday rush-hour service. Single-ended 706
and 707 arrived on April 27. Silverliner II 219, which had
(Continued on page 17)
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been out of service since last June, has been returned
to service. Of the 55 cars in this group (Budd, 1963), 47
are active, while 5 are stored. 14 of the 20 Silverliner
IIIs (St. Louis, 1967) are also active.
Thirty-five years after the demise of Penn-Central,
Bob Vogel found a vestige of this short-lived railroad at
Lansdowne (Media Line). In the parking lot there was a
sign reading: “PARKING FOR PENN-CENTRAL COMMUTERS ONLY / CARS ILLEGALLY PARKED WILL BE
TOWED AWAY AT OWNERS EXPENSE.” Penn-Central
came into existence on February 1, 1968 as the result
of the merger of the Pennsylvania and New York Central Railroads. On January 1, 1969, the New Haven was
added, and these railroads plus others were combined
on April 1, 1976 into Conrail.
Pennsylvania Governor Tom Corbett announced formation of at 35-member advisory commission to identify
and recommend "innovative" means of funding for all
modes of transportation. The commission has a deadline of August 1 for its report.
SEPTA and public officials announced, during an April
28 ceremony at Wayne Junction Station, the receipt of
$3.98 million in federal funds towards rebuilding the
station. The remainder of the $30 million cost will come
from borrowed money. The 110-year-old station, which
serves 190,500 riders annually, is in an advanced state
of disrepair, with sections of the roof having collapsed.
Photographer alert: Signs stenciled on the walls still
direct passengers to destinations such as New York and
Bethlehem, which have not been served from Wayne
Junction since the early ‘80s. Thanks to Dave Safford
for these two reports.
Dave also sent this report: “Old Sisyphus, condemned
in mythology to eternally roll a huge rock up hill only to
have it each time slip away and roll back down, is the
spiritual model for SEPTA. Having lost the planned extension to Reading (no money), the extension to Quakertown (no money), the extension of the Norristown
Line to King of Prussia (no money), the extension of the
Elwyn Line to Wawa (started, stopped, no money), the
extension of the Fox Chase Line to Newtown (no
money and NIMBYs), they now offer a plan for an abbreviated (8 miles vs. 20 miles) piece of the Quakertown Line from Lansdale to Telford. The tab for the $182
million project is proposed as 50% federal (all transit
monies cut in the last budget compromise) and the rest
state (Governor has pledged no taxes for any reason)
and local (all township budgets are in the tank due to
cuts in state and federal funds). I wouldn't wait at the
ticket office just yet.”
Member Lee Winson added these details: The line
would extend Lansdale train service eight miles northward to Telford at the junction of highway PA 309. It is
expected to attract about 5,200 riders a day from the
17

growing suburban corridor, according to planners who
have been studying several options for relieving traffic
congestion there. The latest plan calls for upgrading
part of the former Reading Company Bethlehem Branch
and installing catenary. Trips could take 69 minutes for
the 34-mile trip from a station in Pennridge to Suburban
Station.
I was forwarded an email reporting that testing of the
new trackage for the Sugar House Casino took place on
May 9. Kawasaki LRV 9103 and PCC II 2336 were
given the honors.
PITTSBURGH, PENNSYLVANIA
Pete Donner sent copies of PAT’s light rail timetables
dated March 27, 2011:
● Blue – South Hills Village (formerly Route 47S/
South Hills Village via Overbrook) and Library
(formerly Route 47L/Library via Overbrook)
● Red – Overbrook Junction (Former Route 42C/
Castle Shannon)
WASHINGTON, D.C. AREA
After the May Bulletin was completed, federal, state,
and local officials asked the Dulles Rail Committee for
the Metropolitan Washington Airports Authority to reconsider its decision to construct an underground station at
Dulles Airport. That will not happen as Board members
continue to support their original decision.
Effective May 2, Virginia Railway Express’s host railroads (CSX and Norfolk Southern) granted permission
to return one trainset to Broad Run (Manassas Line).
With additional yard space now available in Washington, D.C., VRE has added cars to Trains #300, 313,
310, 311, 312, 301, 326, and 329. These extra cars provide an additional 700 seats.
NORFOLK, VIRGINIA
The public was invited for their first inspection of the
LRVs that will soon be plying the streets of Norfolk, on
April 29 and 30 at the MacArthur Square station. The
planned May opening did not occur, and the current
belief is that it will happen some time in August.
ATLANTA, GEORGIA
Mass Transit magazine reported that after a year of
downsizing, during April, MARTA released plans for a
series of new rail lines. This summer, voters will be
asked to approve a list of transportation projects that
would funded by a 1% sales tax to be in effect for ten
years. In addition there would be funding for capital upgrades such as train control systems, and rehabilitating
everything from escalators to wiring. These are the proposed extensions:
● Lindbergh Station to Emory University ($685 million)
● Gold Line from the Doraville station outside I-285
to Oakcliff Road and New Peachtree Road, nearly
to the border with Gwinnett County ($145 million)
● Blue Line from Hamilton E. Holmes Station to a
new station near I-285 and Martin Luther King Jr.
(Continued on page 18)
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Drive ($582 million)
Blue Line from Indian Creek Station along I-285 to
Wesley Chapel Road and I-20 ($522 million)
● Construction of a mass transit lane, bus or rail,
along eastern I-20 from central Atlanta to Candler
Road ($1 billion)
TAMPA, FLORIDA
The Hillsborough Area Rapid Transit Board voted on
May 2 to wind down planning for light rail routes. This
decision was based on voters turning down a sales tax
referendum for light rail last year. The Board, at the suggestion of Commissioner Kevin Beckner, stopped short
of simply halting the studies. Agency staff will recommend at next month's meeting how to wind down the
studies and salvage data harvested from the work.
ORLANDO, FLORIDA
Backers of SunRail met with Governor Rick Scott on
April 23 in an effort to get his approval to issue contracts for work. Governor Scott put all contracts on hold
shortly after he took office and will not move forward
until he is certain that local governments understand
their financial obligation to the 61.5-mile project. State
taxpayers were committed to $901 million while taxpayers in Volusia, Seminole, and Orange Counties have to
pay $526 million, as well as any cost overruns. A few
days later, The Tampa Tribune reported that a group
that is opposed to this project requested Governor Scott
be as tough on the project as he was on HSR.
MIAMI, FLORIDA
Metrorail has reported increases in ridership, which it
attributes to the higher cost of gasoline. Comparing
January, 2011 with January, 2010, ridership is up by
7%. Thanks to member Dennis Zaccardi for these Florida reports.
CLEVELAND, OHIO
Timetables were issued effective April 3 for the Green
(Shaker)/Blue (Van Aken), and Red (Airport-Stokes/
Windermere) Lines. The Red Line timetable dated August 22, 2010 omitted the name Stokes. However, inside, Representative Stokes’ name was already there.
So, this edition simply placed his name on the cover. I
checked the Internet to find out when this name change
occurred and according to the website Absolute Astronomy, the Windermere station was renamed in November 1997 to honor the long-time Congressman Louis
Stokes. Thanks to again Pete Donner for sending copies.
CHICAGO, ILLINOIS
On April 25, Rock Island District riders were asked to
respond to an on-line questionnaire and evaluate the
“Quiet Car” concept. Metra launched the program on
this line on January 10.
A rider named Steve wrote the following to On the Bi●
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Level: “I have commuted from Naperville to Union Station every business day for over 20 years. Over those
years I have enjoyed the amazing service delivered by
the people of Metra – you guys are the best! After 20
years, however, I want a little recognition. I am respectfully requesting some sort of loyalty award. For 20 years
I would like a silver commuter medal. I will wear this
medal every day proudly to show those youngster (sic)
that they have much to learn about the train game. After
30 years of commuting, I will require a gold commuter
medal. Please initiate this program as soon as possible.” OTBL replied: “Would you settle for a pat on the
back, our eternal gratitude and recognition in the world’s
best passenger newsletter?”
ST. PAUL, MINNESOTA
The Federal Transit Administration, during a ceremony
that took place on May 3, agreed to pay half of the $1
billion cost of the Central Corridor project, which will
connect the Twin Cities. U.S. Senator Al Franken, U.S.
Representative Betty McCollum, and Governor Mark
Dayton joined FTA Administrator Peter Rogoff at the
ceremony. The line is expected to open in 2014.
ST. LOUIS, MISSOURI
April, 2011 was the worst month in the United States
for tornadoes since 1974. A series of tornadoes that
passed through the parts of St. Louis during the evening
of Friday, April 22 caused significant damage yo Lambert Field and its environs. The damage to the airport
was so severe that by early the next morning, news reports told of the airport being closed indefinitely. That
turned out not to be the case, as flights, on a slightly
reduced schedule, resumed the next day. Metrolink Red
Line service was initially suspended beyond North Hanley, which until 1994 was the western terminal. That
service also resumed on Sunday. My sister-in-law was
visiting us at the time and was scheduled to return
home April 23. Her flight was canceled, but she was
able to re-book that flight for the following day. Meteorologists subsequently classified the tornado as an
“EF4”, 166-200 mph, which on a scale of 1-5 is quite
severe.
AUSTIN, TEXAS
On January 18, Capital Metrorail added midday service, peak hour trips, and reverse trips and made some
schedule adjustments so that there are total of 32.
There is now hourly inbound service from Lakeline (one
stop in from Leander) from 9 AM-5 PM and also in the
outbound direction. March 22 marked the first anniversary of service. Ridership through March 19 was
263,883, including your News Editor, who rode the line
last May 11 (June Bulletin).
ALBUQUERQUE, NEW MEXICO
New Mexico’s Rail Runner Express has survived an
initial assault on its existence by the new (Republican)
Governor Susana Martinez. According to New West,
(Continued on page 19)
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during the campaign Governor Martinez blasted the
popular service as a money-losing boondoggle. Ridership in March, 2011 was 15% higher than the previous
year. Santa Fe Mayor David Coss said the rising ridership translates to political support, and he surmises
Martinez has realized that. “There’s pretty broad community support from the business community, Republicans, Democrats, and environmentalists for the Rail
Runner.”
SEATTLE, WASHINGTON
With a fleet of aging trolleybuses that are due for replacement between 2013 and 2014, a decision must be
made on whether to purchase new ones, or convert 14
lines (70 miles) to diesel or diesel/hybrid buses. There
is pro and con, depending on which facts are presented
or omitted. According to thesunbreak.com, SDOT has
very clearly opposed any plan that would replace electric trolleys with diesel/diesel hybrid buses, “without exception," and clarifies that the notion of switching was
all Metro's instead, after a quick-and-dirty audit seemed
to show that electrics were more expensive. (The annual cost worked out to hybrid bus: $141,878 per year
vs. trolley: $177,318). A final decision was due on May
31.
PORTLAND, OREGON
TriMet PGE (Portland General Electric) Park Station
was renamed Jeld-Wen Field during the week of April
13, reflecting the renaming of the stadium served by
Blue and Red Line trains. This stadium is used by the
Portland Timbers, the local major league soccer team.
Trimet reported that it would take about six weeks to
program the 127 trains to reflect the new name of the
station in audio announcements and on internal digital
displays. Printed materials including schedules and system maps will be updated in September when other
schedule changes are made. The Portland Timbers are
covering all of the costs associated with the changing all
of the signage and train announcements.
Work is to begin on July 1 to build this city’s sixth MAX
line: Portland-Milwaukie. This 7.3-mile line with ten stations will extend from the terminus of the Green and
Yellow Lines at Portland State University to South Waterfront, SE Portland, Milwaukie, and Park Avenue in
Clackamas County. A new light rail bridge will be constructed and will be the first cable-stayed bridge design
for the region, extending 1,720 feet over the Willamette
River. It is the first of its kind to carry light rail, buses,
bikes, pedestrians, and a future Portland Streetcar extension, but no private vehicles. The line is expected to
open in September, 2015.
TriMet is proposing to raise fares by 5 cents for Adult
two-hour tickets and $4 for Adult monthly passes; all
other fixed route cash fares would remain unchanged.
Youth monthly passes would see a $1 increase. This
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was expected to be approved at the Board’s May 25
meeting, to go into effect September 1.
SACRAMENTO, CALIFORNIA
The first section of the Green Line, with 1.1 miles and
two stations, opens in August, according to a report sent
by John Pappas. Originally planned to open earlier this
year, the project was beset by unexpected utility conflicts and heavy rains during March.
SAN FRANCISCO, CALIFORNIA
On April 7, Caltrain’s Board voted to postpone a decision on the service cuts until April 21. At publication
time, there was no additional news. Details of what was
being proposed were reported in the March Bulletin.
Fares and parking fees, however, will increase on July
1.
Caltrain’s weekend “Baby Bullet” express service is a
success, with ridership up 54%.
The U.S. Department of Transportation announced
that it had awarded Caltrain $100 million for the purchase of 27 domestically manufactured rail cars and
two diesel-electric locomotives for use on the Pacific
Surfliner and San Joaquin services.
A friend of Lee Winson who lives in San Francisco
sent him this report. “I went for an afternoon stroll yesterday (April 14) and at Market and Beale Street, I saw
a line truck working on the overhead wires. At that point,
there is a giant maze of wires suspended. On Market
eastbound, there is one streetcar trolley wire toward the
center, with two pairs of trackless to the right. On the
westbound side, there is, I believe, a single pair of
wires—the tracklesses use both, and streetcars use the
left hand of the pair. At the intersection, a pair of trackless wires heads south on one-way Beale Street, and
just to make things interesting, a connecting pair run
from eastbound Market to southbound Beale. Apparently, an eastbound trackless on Market Street had one
or both poles come off the wire, and the pull-down rope
from one pole got all wrapped around the live wires and
tore off of the bus. The disabled bus was parked with
the good pole pulled over the rope-less pole to hold it
down. I watched as the MUNI workers raised the platform on the line truck and turned it to get under the tangled rope. Without turning off the juice to the wires, a
brave (or foolish) worker very carefully untangled the
rope and took it down. When other eastbound tracklesses approached, another MUNI employee ran behind
and pulled down both poles so the bus could get by on
battery power and then the driver put the poles back
himself, a block later. A trolley approached eastbound,
as they were finishing up. It stopped until the workers
got out of the way. It was MUNI car 1058, newly painted
in Chicago (CTA) livery, and this is the first time I saw
it. Very pretty.“
HONOLULU, HAWAII
As was reported last month, the two losing bidders to
construct this city’s light rail system, Bombardier Trans(Continued on page 20)
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Around New York’s Transit System
Gourmet Luncheon on L
NYC Transit does not have a dining car, but about 50
invited guests enjoyed eating a delicious lunch on an L
train en route to Canarsie.
This unusual trip began at W. 14th Street and Eighth
Avenue in Manhattan. Guests, who received emails,
were told to go to the northeast corner of the
intersection, where they would see a tall, slender
woman holding an umbrella. When they introduced
themselves, she gave them a single-ride MetroCard,
but refused to discuss details of the trip.

When the guests descended into the station, they
found that the second car of the L train was
transformed into a dining car. Tables, which were lapwidth black planks with holes cut to fit water glasses,
were tied to railings with twine. The event was
sponsored by several supper clubs. The menu listed
caviar, foie gras, and filet mignon, followed by a
pyramid of chocolate penna cotta dusted with gold leaf
for dessert.
Food was cooked in apartments along L and was
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service was launched last year.
GO Transit on April 29 reported that their locomotive
fleet is now comprised solely of MP40s. The F59s have
been removed from service and sold or stored.
FROM THE HISTORY FILES
40 YEARS AGO: During June 1971, Pullman-Standard
Comet aluminum air-conditioned commuter cars entered service on diesel lines operating out of Hoboken.
The initial order was for 24 cab cars (1500-23), 10 café
cars (1600-9), and 71 trailers (1700-70). In 1973, 11 cab
cars (1524-34) and 39 trailers (1771-1809) were added.
The cars had been purchased by NJ DOT and operated
by the Erie-Lackawanna and later Conrail until NJ Transit assumed direct operation of the rail service on January 1, 1983. The latter renumbered the cab cars into the
5100-series, retaining the last two digits. They were renamed Comet I upon delivery of the Comet IIs in 1982.
With the exception of seven cars that were wrecked, the
remainder were rebuilt by Bombardier during 1986-7. At
the end of 2005, the 1600- and 1700-series cars were
retired, while the remainder soldiered on until March,
2009. Many were resold and overhauled and operate
today in Philadelphia, Salt Lake City, and Los Angeles,
and also for tourist railroads.
30 YEARS AGO: On June 17, 1981, with sufficient Boeing-Vertol LRVs, SF Muni ended weekday PCC operation. They were, however, continued on weekends for
several months. On September 1, 1995, PCCs returned
when the F/Market Street Line began running between
Transbay Terminal and Castro. The line has since been
extended to Fisherman’s Wharf.
News items and comments concerning this column may be
emailed to NYDnewseditor@aol.com.

(Continued from page 19)

portation and Sumitomo Corporation of America, filed
protests alleging that Ansaldo does not deserve the
contract. Until this is resolved, the city cannot proceed
with any part of the contract. Nonetheless, a week later,
relocation of utilities began in Waipahu. Because all
nine of Hawaii’s federal judges have recused themselves from hearing this case, it was transferred to a
federal court in California. The judges had earlier expressed concerns about the rail route running very near
the federal courthouse.
Honolulu Mayor Peter Carlisle on April 19 appointed
six members to the newly formed Honolulu Authority for
Rapid Transit (HART). Their positions become effective
on July 1. Thanks to member David Erlitz for these reports.
MONTREAL, QUEBEC, CANADA
During early March, Andrew Grahl observed ex-NJ
Transit locomotives 4117, 4118, 4140, 4143, and 4144
in AMT service. All were used as a second engine on
the west end of the train to help with extra power during
the snowy winter months. (All locos in service on the
lines out of the Lucien L'Allier station are usually on the
east end). Andrew did not see 4135 or 4137, which are
also in Montreal.
TORONTO, ONTARIO, CANADA
For the Victoria Day weekend (May 20-23), GO Transit provided service to Niagara Falls, which consists of
one trip each way on Friday evenings and three trips
each day on Saturdays, Sundays, and holidays. Regular summer service will operate June 24-September 5
and also on Thanksgiving weekend (October 7-10). This

(Continued on page 6)

IRT Operated Frequent, Dependable Service 75 Years Ago
(Continued from page 7)
Notes:
(A) Trains operated light via express track between 125th Street and 110th Street. They were turned on a crossover that was taken out of service on February 3, 1964.
(B) Discontinued August 12, 1936
(Continued next issue)
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IRT OPERATED FREQUENT, DEPENDABLE SERVICE
75 YEARS AGO
by Bernard Linder
(Continued from June, 2011 issue)
In the previous issue, we described the
Lexington Avenue service operated 75 years
ago. In this issue, we will furnish details of
the Broadway-Seventh Avenue service operated in 1936 and the interlining of inspection
trains in revenue service.
During the morning rush, one local from
Broadway returned to 145th Street-Lenox
Avenue, where it was probably replaced by a
train from the shop. This train returned to
Broadway.
A morning rush hour Lexington Avenue Local from Pelham Bay Park operated around
the South Ferry Loop and returned to 145th
Street-Lenox Avenue. An evening rush hour
express from 242nd Street-Broadway operated to New Lots Avenue and returned to
180th Street-Bronx Park, where it was laid up.

This train was always a Lo-V, probably because Lo-Vs were inspected at the E. 180th
Street Shop. The next morning, a Lexington
Avenue Express put-in from Gun Hill Road
was routed to New Lots Avenue and returned
to 242nd Street-Broadway.
Flushing and Astoria subway cars were
also overhauled at the 147th Street Shop.
Their shoes were removed because they
could not clear the board alongside the elevated-type third rail. They must have been
towed by wooden cars via the Second Avenue El, the Third Avenue El, and the littleused Westchester Avenue Branch to the
Jackson Avenue middle. There, the wooden
cars must have been uncoupled and subway
cars should have towed the Steinway cars to
the 147th Street Shop.

SERVICE OPERATED IN 1936
©2011 New York
Division, Electric
Railro a d e rs’
Association,
Incorporated

BROADWAY-SEVENTH AVENUE EXPRESS
NORTH TERMINAL

LOCAL OR
EXPRESS

TIME OPERATED

WEEKDAYS
nd

242 Street
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SOUTH TERMINAL

New Lots Avenue, Flatbush Avenue

Local

Midnight

nd

th

New Lots Avenue

Express

Rush hours

nd

th

242 Street, 215 Street
242 Street, 215 Street

Flatbush Avenue

Express

3 trains each rush hour

nd

New Lots Avenue

Express

Midday

nd

Cut at Brooklyn Museum; south 5 cars
to New Lots Avenue, north 5 cars to
Flatbush Avenue

Express

Evening

242 Street
242 Street
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A HISTORY OF THE A TRAIN
by George Chiasson
(Continued from June, 2011 Issue)
1892-6

The last independent elevated company to fall into the
hands of the Manhattan Railway was the “Suburban
Rapid Transit,” which had started as a connecting operation from the north end of the Second Avenue El in
Manhattan to the Bronx in 1886. Of its own right the
Suburban grew incrementally as far as Tremont Avenue
by the time it was assumed by the Manhattan Railway
Company in September, 1891, and as such had a preexisting stable of 13 Forneys built by Baldwin between
1885 and 1889, along with 26 “standard” steam
coaches that were identical to those built for the Manhattan Railway in 1880-2, and supplied by Pullman in
1886 (1-4, née 1095-8) and Gilbert & Bush in 1887 (526, née 1099-1120).
In 1886, the Manhattan Railway Company began the
task of upgrading its existing motive power fleet to the
more advanced standards of its later acquisitions, as
well as performing the continuous overhaul of its contemporary roster. Some of this work was farmed out to
various contractors (the most noteworthy being the
Pittsburgh Locomotive Works of Allegheny, Pennsylvania—a company co-founded by Andrew Carnegie).
Most of the work was performed in-house at the Manhattan Railway Company’s 99th Street Shops on the
East Side. Table 1 in the following summary tabulates
which originating classes were so transformed, by
whom, and when. These improvements were not allencompassing, but once completed by 1897 served to
enable the Manhattan El’s steam roster to perform satisfactorily until it was overcome by the system’s overall
electrification in 1901-3. As a point of interest, Table 2
demonstrates which particular unrebuilt units remained
on the property for the longest period.

1893
1893-6
1894

1894-5
1894-6

1894-6
1895-6
1896

1896-7

TABLE 2—UNREBUILT MANHATTAN RAILWAY STEAM
LOCOMOTIVE LONGEVITY
Class A
Unit 32, in service 8/1878; sold 7/1897, Detroit Bridge &
Iron Works
Class B
Unit 36, in service 8/1878; sold 11/1903, Virginia Passenger & Power of Richmond
Class E
Unit 137, in service 7/1882; scrapped 2/1943 by NYC
Board of Transportation
Class F
Unit 158, in service 8/1886; sold 6/1903, AmericanChina Development Company, Canton, China
Class G
Unit 205, in service 4/1878 (as Metropolitan. 5); sold
4/1907, Berwind & White Coal Mining, Hollidaysburg,
Pennsylvania
Class H
Unit 245, in service 4/1879 (as Metropolitan 45); sold
7/1905, Cliffside Mills, North Carolina
Class J
Unit 275, in service 6/1880; sold 5/1908, U.S. Leather
Company

TABLE 1—MANHATTAN RAILWAY COMPANY LOCOMOTIVE
REBUILDING DATA
1886

1886-9
1887
1887-2

1887-93
1892

1892-5

Suburban units 346-348 (1889) to Class L2, by Manhattan Railway Company
Class B units 51-55 (1878) to Class K2, by Pittsburgh
Locomotive Company
Class C units 91-96 (1878) to Class F, by Manhattan
Railway Company
Class B units 56, 57, 60-62, 64, and 65 (1878) to Class
K2, by Pittsburgh Locomotive Company. Class G unit
202 (1878) to Class K, by Manhattan Railway Company.
Class H units 236-242 (1879) to Class K2, by Pittsburgh
Locomotive Company
Class D units 92, 103-106, 109, 110, 112, 117, 118,
122, 128, and 129 (1879) to Class D1, by Manhattan
Railway Company
Class E units 133-136, 140, 146-150, and 154-157
(1882) to Class E1, by Manhattan Railway Company.
Class F units 159-163 (1886) to Class F3, by Manhattan
Railway Company
Class F units 14, 16, 18, 19, 21 (1886) to Class F3, by
Manhattan Railway Company
Class D units 98-102, 107, 108, 111, 113-116, 119-121,
123-127, 130, and 131 (1879) to Class D2, by Manhattan Railway Company
Class F units 1, 3 (1885) to Class F3, by Manhattan
Railway Company. Class C units 67, 68, 74, and 84-90
(1878-79) to Class C1, by Manhattan Railway Company. Class C units 69-73 and 75-83 (1878-79) in kind,
by Manhattan Railway Company
Class F units 2, 4, 5, 6, 9, 10, 11, and 12 (1885) to
Class F3, by Manhattan Railway Company

Class A units 22-25 (1878) to Class F, by New York
Locomotive Works. Class B unit 46 (1878) to Class A1,
by Manhattan Railway Company. Class B unit 47 (1878)
to Class A2, by Baldwin
Class J units 256, 261-263, 268, 270, 272-274, 278,
and 280 (1880) in kind, by Manhattan Railway Company
Class G units 214, 217, and 223 (1878) in kind, by Manhattan Railway Company
Class G units 204, 206-213, 215, 216, 218-222, and
224-229 (1878) to Class K, by Manhattan Railway Company
Class I units 246-255 (1879) in kind, by Manhattan Railway Company
Class A units 26-35 (1878) to Class K, by Pittsburgh
Locomotive Company. Class B units 38 and 40-45
(1878) to Class K, by Pittsburgh Locomotive Company

As previously indicated, the Manhattan Elevated lines
were gradually electrified between December, 1901 and
June, 1903, after which the Forneys were no longer
needed for passenger service, barring unexpected
emergencies. Disposition of the stored fleet began in
earnest during 1905 and continued unabated into 1909.
The Forneys were a valuable asset for re-sale and departed New York for points far and wide (and global in
nature as well). Parties in China, Cuba, and Alaska
were counted among the many purchasers of former

Class E units 281, 283-285, 287, 289, and 291-303
(1881) in kind, by Manhattan Railway Company

(Continued on page 3)
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took charge of the Manhattan Railway system through a
long-term lease in April, 1903, it continued the acquisition of new rolling stock for the el lines, bringing in 60
motors and 100 new trailers from the Wason and St.
Louis car companies. This more or less established the
“modern” Manhattan el fleet in advance of the first subway’s opening in October, 1904, an event that revolutionized the concept of rapid transit in Manhattan. Naturally, a portion of this rolling stock is what came to dominate service on the Ninth Avenue El in the first years
following its electrification.
Within a short time the new subway and its companion
Manhattan Elevated lines were being fairly overwhelmed by an enthusiastic (and thrifty) riding public,
which resulted in the extension of train consists to more
typical lengths of 7 to 10 cars each, along with the extension of train platforms inasmuch as was possible.
Between August, 1907 and February, 1908, 115 trailers
and 84 motors were added to the Manhattan El fleet,
followed by another 120 motor cars and 80 trailers (as
provided by five different builders) between 1909 and
1911. For the next decade and a half these and their
older sisters roamed IRT’s elevated lines as they grew
into an even more integral part of the city’s rapid transit
system. On the Ninth Avenue El, however, a perceived
“weakness” of the original structure between 14th and
59th Streets (as replaced in 1880, then rebuilt by 1916)
dictated that only el cars with wooden frames be used
(that is, cars 1612 and below), a limitation that uniquely
dogged this one line to the end of its existence in 1940.
When midday Ninth Avenue Express service was begun in April, 1923 only gate cars were employed, but in
late December, 1923, the first train of gate cars to be
rebuilt with enclosed vestibules and pneumaticallyoperated sliding end doors was placed in service on the
Third Avenue line. Such equipment required only two
Conductors regardless of length, with the air doors being remotely-controlled through several cars from one
common control point, a system better known as Multiple-Unit Door Control, or “MUDC,” from which these
reconditioned elevated cars garnered their name. Between April and August of 1924 the MUDC modifications were applied to some of the earlier “wood frame”
types of el cars (that is, numbers 1416-1528, delivered
in 1907 and 1908, along with cars 1121-1218 and 12551312—with a handful of exceptions, the second motor
#11 and 30 more units in the 113-242 group that had
arrived in 1903). In August of that year they began to
appear on the Ninth Avenue Local, where they assumed
all service overnights and on Sundays, and were supplemented by the gate cars otherwise. A few MUDC
trains also were seen on the Ninth Avenue Express
mixed in with trains of traditional gate cars, but wherever they were used, their implementation achieved a
significant labor savings for the cash-strapped IRT. After
closure of the Sixth Avenue El on December 4, 1938 the
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Manhattan Railway steam locomotives, along with a
wide variety of industries and railroads throughout the
United States and one in Canada. At least 16 of IRT’s
Forneys stayed around Greater New York after their
resale, and appeared in various support roles during the
construction of Pennsylvania Station, on the Brooklyn
waterfront, and leading summertime LIRR specials to
the beach. After 1909 just two, numbers 137 and 295,
remained on the New York transit system for utility duty
(and as predecessor to the current MTA fleet of work
diesels), but the urgent need for scrap steel in 1942 led
to their final disposition in early 1943 after a final period
of use as stationary boilers.
In mid-1900, Pullman-built coaches 703 and 706 were
culled from the active fleet and commissioned to the
shops at 99th Street, to be used as a test bed for the
specification development of Frank Sprague’s impending Manhattan Railway electrification. Ultimately they
were successfully tested along a small pilot segment of
the Second Avenue Elevated on November 21, 1900,
and in 1901 the rest of the Second Avenue line was so
converted. The first 30 new electric motor cars
(numbers 42-71) were ordered from American Car &
Foundry, and were finally on hand to provide service for
the first day of electric trains on December 20, 1901.
Meanwhile, an assessment was performed on the Manhattan Railway’s existing stable of rolling stock, which
determined that the original, surviving New York Elevated Railroad coaches of 1878-9 (numbers 40-292)
were not adaptable to the requirements of electrification
and would need replacement. In contrast, the original
cars used by the Metropolitan Elevated to open the
Sixth Avenue El in 1878-9 (numbered 501-675) were
reconfigured as electric trailers and lasted many more
years, as did the original Manhattan Railway and Suburban Rapid Transit coach fleets, which were converted
across 1902 and 1903. It appears that New York Elevated Railroad cars 243-292 (built 1879) were thus
used as a transition fleet of sorts, being retained as
steam-drawn-only cars while the rest of the lines were
electrified, then withdrawn from service (and probably
used as rider cars). As El service was eventually expanded in the next several years, they were finally reconfigured as electric trailers in 1907.
In the months before its integration into the neophyte
Interborough Rapid Transit Company (IRT), the Manhattan Railway Company procured 270 additional electric
motor cars from ACF and Wason (40, 41, 72-241, and
1121-1218), which were delivered between May, 1902
and January, 1903. In addition there were 36 “Open Air”
Trailers (1219-54) that were assigned to the Third Avenue line starting in May, 1902 as a lark to let the city’s
residents enjoy their elevated riding “experience” as
compared to the average utilitarian commute. After IRT
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MUDCs came to dominate both this and the Ninth Avenue Local lines, with some gate cars then remaining
only on express trains in the morning rush and both ser-

vices in the weekday PM and Saturday noon rush
hours. After the Ninth Avenue El was closed in June of
1940, its MUDCs went on to serve the Third Avenue El
for many more years (some as late as 1955), while the
gate cars were either transferred for further use or were
simply retired.

Southbound trains approaching 99th Street, 1937.
Bernard Linder collection

99th Street looking north, June, 1940.
Bernard Linder collection

104th Street looking north, June, 1940.
Bernard Linder collection

110th Street looking west.
Bernard Linder collection

110th Street looking north, June, 1940.
Bernard Linder collection

Ninth Avenue El at 110th Street.
Bernard Linder collection
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W. 110th Street near Eighth Avenue, looking west.
Bernard Linder collection

W. 110th Street and Eighth Avenue, looking west, November 23,
1933.
Bernard Linder collection

W. 110th Street and Eighth Avenue, looking northeast.
Bernard Linder collection

W. 110th Street looking north, June, 1940.
Bernard Linder collection

W. 110th Street and Columbus
Avenue, looking east, 1940.
Bernard Linder collection
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IRT Operated Frequent, Dependable Service 75 Years Ago
(Continued from page 1)
SATURDAY
nd

242 Street

New Lots Avenue, Flatbush Avenue

Local

Midnight

New Lots Avenue

Express

AM rush, morning, afternoon

242nd Street

Flatbush Avenue

Express

3 trains—AM rush

242nd Street

Cut at Brooklyn Museum (see above)

Express

Evening

242nd Street, 215th Street

SUNDAY
nd

242 Street

New Lots Avenue, Flatbush Avenue

Local

Midnight

242nd Street

Cut at Brooklyn Museum (see above)

Express

Morning

New Lots Avenue, Flatbush Avenue

Express

Afternoon, evening

nd

242 Street

SEVENTH AVENUE-BRONX PARK EXPRESS (No Service Midnights)
NORTH TERMINAL

SOUTH TERMINAL

LOCAL OR EXPRESS

TIME OPERATED

WEEKDAYS
th

Flatbush Avenue

Express

Rush hour, midday

th

180 Street-Bronx Park

New Lots Avenue

Express

Northbound before rush, southbound after rush and late evening

180th Street-Bronx Park

South Ferry

Express

Evening

Atlantic Avenue

Express

3 trains—late evening

180 Street-Bronx Park

th

180 Street-Bronx Park

SATURDAY
180th Street-Bronx Park

Flatbush Avenue

Express

AM rush, morning, afternoon

New Lots Avenue

Express

Northbound before AM rush, southbound after AM rush and
evening

180th Street-Bronx Park

South Ferry

Express

Evening

180th Street-Bronx Park

Atlantic Avenue

Express

3 trains—late evening

180th Street-Bronx Park

South Ferry

Express

th

180 Street-Bronx Park

SUNDAY
All trains

BROADWAY-SEVENTH AVENUE LOCAL (No Service Midnights)
NORTH TERMINAL

SOUTH TERMINAL

LOCAL OR EXPRESS

TIME OPERATED

WEEKDAYS
Dyckman Street

South Ferry

Local

Rush hours

137th Street

South Ferry

Local

Other times

Local

All trains

LOCAL OR EXPRESS

TIME OPERATED

SATURDAY AND SUNDAY
th

137 Street

South Ferry

SEVENTH AVENUE LOCAL
NORTH TERMINAL

SOUTH TERMINAL

WEEKDAYS, SATURDAY, AND SUNDAY
th

145 Street

96th Street

Local

Midnights

145th Street

South Ferry

Local

Other times

LOCAL OR EXPRESS

TIME OPERATED

QUEENSBOROUGH
NORTH TERMINAL

SOUTH TERMINAL

WEEKDAYS, SATURDAY, AND SUNDAY
Main Street

Times Square

Local

All times

Astoria

Times Square

Local

All times
(Continued next issue)
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Commuter and Transit Notes

No. 272
by Randy Glucksman

ported that they did not hear a train horn, but a MetroNorth spokesman said that the railroad’s preliminary
investigation shows that the horn was sounded.
Downed trees and other damage from storms that
passed through the area caused signal and power problems on the New Canaan Branch on June 9. Bus service operated starting around 7 PM. The following morning there was limited train service with 15-30-minute
delays, and buses supplemented the trains. Normal service resumed with Train #1730 (1:57 PM Stamford).
Although not available at publication time, new timetables were issued effective June 27 through October 15,
with the following changes:
HUDSON LINE: To provide additional seating capacity,
three non-revenue (two weekday off-peak and one
weekend) inbound trains were converted to revenue
trains. This will be accomplished by splitting the trains
into Upper Hudson and Lower Hudson sections. The
existing trains operate via express from Croton-Harmon
to Grand Central Terminal and the former non-revenue
trains will make limited Lower Hudson stops
HARLEM LINE: Minor adjustments were made to most
outbound and certain inbound trains between Grand
Central Terminal and Southeast to accommodate a
bridge timber replacement project at Croton Falls
NEW HAVEN LINE: Continuing work on the Danbury
Branch’s new signal system requires bus replacement
weekdays from 8:45 AM-4 PM and on weekends, except for Independence Day Weekend, through midAugust
In addition, all lines also had minor schedule adjustments made to a handful of trains to better reflect actual
running times and improve operational reliability.
MTA METRO-NORTH RAILROAD (W EST)
Schedules are set to change sometime next month.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
While my son Marc was in Maryland, he photographed
M-8s 9132-3 in Bayview Yard on June 3. They were
being prepped by Kawasaki prior to their shipment
north.
As of early June, 20 M-8s had been conditionally accepted, and the third train entered service on June 14.
Member David A. Cohen sent an article from The New
Haven Register reporting about a website that New Haven Line commuters can visit to learn which trains have
bar cars. Although the timetable has a martini glass to
denote that the train is so equipped, there are occasions when this can change, especially when there are
service disruptions. Those who are interested may sign
up at clevercommute.com. This information is also available at wheresthebarcar.com. Metro-North’s bartenders

METROPOLITAN TRANSPORTATION AUTHORITY
In early June, six months after the latest fare increase,
there was a lot of publicity about the new ticket refund
policy that assesses a $10 processing fee per transaction. Although the news stories focused on LIRR, MetroNorth riders are also affected. It is possible that the fee
could exceed the cost of the ticket. Another change reduced the validity period of one-way tickets, which went
from six months to 14 days, and 10-Trip tickets, which
went from one year to six months (November, 2010
Bulletin).
Since the takeover of the privately owned bus companies that operated transit routes on June 3, 1973, MTA
has operated the local bus service in Nassau County.
Originally formed as the Metropolitan Suburban Bus
Authority (MSBA), it is now known as MTA Long Island
Bus. Last year, faced with the need to increase its payments to MTA, Nassau County Executive Ed Mangano
began pushing for a private operator. On June 10, he
announced that Veolia Transportation would be the operator starting January 1, 2012. The agreement calls for
Veolia to maintain current fares and service levels
through 2012. This is subject to approval by the Nassau
County Legislature and the Nassau County Interim Finance Authority. The MTA Board had approved a resolution at its April 27 meeting to work with Nassau County
to transition to a new operator (May Bulletin).
MTA METRO-NORTH RAILROAD (EAST)
When the Amtrak train derailed in the East River Tunnel on May 8 (June Bulletin), Metro-North’s Wreck
Crew spent 22 hours on scene even though it was
Mother’s Day and it was without its famous crane.
Metro-North reported that it didn’t use the crane because the track damage was so extensive, the incident
had to be approached differently. Working with LIRR
and Amtrak crews, they employed a Hoesch Re-railing
System that uses hydraulic jacks and shifting plates.
They also used oak wrecking blocks and re-railers to
get the train back on track. This was not the first time
the Metro-North crew assisted another transit agency
with a derailment problem. Most recently they responded last October 25 when an NJ Transit train derailed as it was departing from New York Penn Station
(December, 2010 Bulletin).
The Hartford Courant reported that Metro-North intends to sue the driver of a car that collided with a
Waterbury Branch train on May 29. The collision occurred at about 3 PM at the crossing, which is classified
as private, and does not have flashing lights or gates.
None of the 100 passengers reported being injured, and
the train returned to Milford where they boarded a different train. According to the newspaper, the family re-
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Amagansett, and Montauk, making the entire trip in
about 2 hours 45 minutes. Hampton Bays and Amagansett are new additions this year. The $37 fare includes a
one-way off-peak rail ticket for $18.25 with a Hamptons
Reserve seat charge of $18.75 if purchased prior to
boarding, otherwise the cost is $43. For the additional
fee, beverages and snacks are served at your seat.
There is also extra Summer service at regular fares.
The Port Washington Branch was shut down between
Port Washington and Great Neck over the weekends of
June 25-26 and July 9 in order to do routine track maintenance (resurfacing, welding, and insulated joint replacement) plus track drainage work in this single-track
section of the branch. Buses and vans will be used to
transport the 2,500 riders who use the branch on a typical weekend. Passengers were told to add about 25
extra minutes to their trip times because of the earlier
departure times from Port Washington, Plandome, and
Manhasset. In its press release, LIRR advised that
while some of the work is in the vicinity of a proposed
Colonial Road pocket track extension project, it is not
part of the bridge replacement and pocket track extension, which is currently the subject of an environmental
review process. The Colonial Road project would install
brand new drainage systems in the area.
NJ TRANSIT
Timetables were distributed on May 23 for the midday
and weekend bus replacement service on the Pascack
Valley Line that was in effect from June 4-26 (June Bulletin). Weekdays, several trips run express from Pearl
River to Secaucus, with other buses covering Montvale
to New Bridge Landing, then Secaucus, with a third
route from New Bridge Landing to Secaucus. On weekends, with the exception of the replacements for the
Metro-North expresses that run from Pearl River to Secaucus, there are two services: all local stops from
Spring Valley to New Bridge Landing then Secaucus,
and New Bridge Landing to Secaucus. There were also
some trips that made all stops except Teterboro and
Woodcliff Lake. During the rail suspension, grade crossings will be upgraded in Montvale, Park Ridge, and Oradell. There will also be some general track maintenance, such as cleaning the right-of-way, brush and tree
cutting, track surfacing, and drainage improvements. I
rode the bus service twice and it ran well.
A few days after Atlantic City Express Service (ACES)
resumed (May 13), I checked the Customer Service
Office at New York Penn Station for the timetable, and
what was available were black and white copies of what
appears to be a PDF showing five trains in each direction. When I asked if a “real” version was available, I
was told no, due to economic reasons. There were versions: one was the schedule and the other, while it also
showed the departure/arrival times, also gave some
specifics about the service. Only 25% of the 200 seats
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supply the train numbers in the name of customer service. Subscribers then get their information from Clever
Commute, which delivers the information via text message and Twitter (@cc_mnr_bar_nh) to smartphones.
MTA LONG ISLAND RAIL ROAD
In the aftermath of the May 8 Amtrak derailment, there
were calls for LIRR to assume responsibility for maintenance of the East River Tunnels and bill Amtrak. Newsday quoted Governor Cuomo, who said, “Failure by
Amtrak to maintain its East River Tunnels and other vital
railroad facilities has led to distressing and unacceptable delays.” He also sent a letter to Amtrak and became the latest of a number of elected officials who
have criticized Amtrak over how it handles inspections
and repairs. In fact, a news report dated May 19 quoted
MTA Chairman Jay Walder as having made this offer to
Amtrak President Joseph Boardman.
When the May 16-September 11 timetables were issued, the one for the balance of the Belmont Park
Spring/Summer Meet was issued in the usual folder
(Form S3) format. A note on the cover advises that a
special timetable would be issued for the Belmont
Stakes on June 11, and it was the same as last year,
with only a handful of minor time changes.
On May 17, due to a train/truck collision east of Deer
Park, service was suspended between Ronkonkoma
and Farmingdale for most of the AM commute and continuing through early afternoon. Longislandpress.com
reported that the train (#2013), which departed from
Ronkonkoma at 6:24 AM, struck a bakery truck that was
driven around the crossing gates, which were down,
killing the driver. One of the 300 passengers aboard
reported being injured. This resulted in the cancellation
of 8 westbound trains originating at Ronkonkoma and
one from Central Islip. Trains that began their runs at
Farmingdale and Bethpage were unaffected.
Beginning with Train #2037, the scheduled 9:11 AM
from Ronkonkoma, trains were turned at Farmingdale.
Eastbound Train #2014 (10:14 New York Penn) through
Train #2052 (1:14 PM New York Penn) were turned at
Farmingdale. Bus service was provided at Hicksville for
service for stations east of Farmingdale. Regular westbound service resumed with Train #2055, 2:11 PM from
Ronkonkoma.
Weekend service to Greenport returned for the first
time since last Fall, with two round trips each weekend
starting May 28 and ending October 9.
The Cannonball (with Hamptons Reserve Service)
also returned May 27 and runs every Friday through
September 8. After its 4:06 PM departure from Hunterspoint Avenue and a stop at Jamaica, the train runs express to Westhampton and then stops at Hampton
Bays, Southampton, Bridgehampton, East Hampton,

(Continued on page 9)
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ganic. He noted that they did not seem to be hazardous, but acknowledged that their origins were more
puzzling than those found on the New York City subway.
AMTRAK
On May 26, Rep. John Mica (R-Florida), Chair of the
House Transportation and Infrastructure Committee,
announced that he would propose legislation that would
transfer the title of the Northeast Corridor from Amtrak
to a “separate entity.” That entity would then accept
competing bids from real estate developers, infrastructure managers, and passenger train operators. Rep.
Mica believes that ending Amtrak’s monopoly would
deliver better service at a lower cost. The President of
one firm that has plans for privatization, Corsair Capital,
believed that if the government would give his companies a $25 billion infrastructure loan, it would be paid
back. Rep. Jerrold Nadler (D-New York) expressed reservations about private operators "cherry-picking" the
routes and service they could make profitable.
In late May, Steve Lofthouse and a friend rode Train
#95 to Newport News, Virginia and returned the next
day on Train #94. He sent a very interesting trip report
that included the reason why the return trip ran late.
They were stuck behind a CSX freight with a hot box on
a single track, and since that train was restricted to 5
mph, so was Train #94. Arrival in Washington, D.C. was
2:42 late. Additional time was lost during the engine
change and by commissary personnel restocking the
café cars. Steve wrote: “Our Conductor later informed
me that electric locomotives are scarce and we had to
wait our turn to get one coming in off another train.” Amtrak also renumbered Train #94 to #178, and had sent
out another set of equipment to represent #94. Train
#178 was scheduled to depart from Washington, D.C. at
4:02 PM, so when this train left at 5:28, it was not -3:26
on #94’s time but -1:26 on #178’s time.
According to member Bob Vogel, the extreme heat
that affected much of the nation in early June took its
toll on Amtrak’s electrics. As a result, MARC HHP-8s
4910 and 4914 were leased.
Several days later, I received a report via postings on
railroad.net that Amtrak is leasing three ALP-44s from
NJ Transit for yard duty between Sunnyside and New
York Penn Station. The three units appear to have had
significant work done on their trucks and other maintenance before they were sent over to Amtrak during the
week of June 6. This effectively releases a couple of
HHP-8s and AEM-7s to do some real train pulling instead.
May marked nineteen consecutive months of ridership
growth and, with 2.6 million passengers, was the best
May ever. Advance reservations for the July and August
show that this trend will continue.
For a three-month period, which began over the weekend of June 11, Amtrak is replacing 38,000 ties over a
congested 4.2-mile section of trackage between Forest

Commuter and Transit Notes
(Continued from page 8)

on each train are available for sale; the remainder are
reserved for casino comps and packages. Coach fares
range from $29-$69 one-way and First Class fares are
an additional $20 for the roomier, plusher seats and
access to the private lounge with music, movies and a
flat-screen TV.
The Star-Ledger reported that through the end of
May, Governor Christie’s battle with the federal government over repayment of $271 million in ARC funds is
costing $225,000 in interest each month. Bills from Patton Boggs, the Washington, D.C. law firm that represents NJ Transit, are averaging $300,000 per month. An
update – as of June 7, the costs have topped $1 million.
Schedule information for NJ Transit’s 61 light rail stations is now available via text message as of June 6.
Newark Light Rail, Hudson-Bergen Light Rail, and
RiverLine customers may text their five-digit light rail
station ID to 69287, and My Light Rail will respond via
text message with the times for the next scheduled trips
that serve that light rail station. Last October, this service was launched for the bus system.
There is more texting news, because on the same
day, another initiative was launched – “Text Tips” or
“Text Against Terror.” Passengers can report suspicious
activity, packages or vehicles around NJ Transit facilities or onboard the system by sending a text message
to NJTPD (65873). Messages go directly to the NJ
Transit Police Department. This complements the existing security hotline, 1-888-TIPS-NJT.
Morris & Essex riders were delayed on their commute
to work on June 14, due to a woman who was struck
and killed by Train #6600, the 4:16 AM from Dover to
New York Penn Station. The incident began at around 5
AM in Millburn. The first alert was sent at 6:21 AM, and
reported 60-minute delays. Cross-honoring of NJ Transit rail tickets on PATH at Hoboken was instituted immediately. Passengers were also advised that they could
transfer at Newark Broad Street for service to Penn Station. By 9 AM, the delay had been reduced to 15-30
minutes.
Later that morning, due to a broken water pipe, which
caused one of the tunnels to be removed from service,
trains were single-tracked until around 12:30 PM.
PORT AUTHORITY TRANS-HUDSON CORPORATION
The New York Times hired Larry Sunshine, President
of Plasma Air International, which tries to smooth over
unpleasant smells from apartment buildings, schools,
and airports. Mr. Sunshine, who has helped to remove
smells coming from toilets on train cars in Sydney, Australia, accepted an invitation to try to identify the odors
peculiar to PATH trains. At every Manhattan stop he
identified smells like “mildewy steam” and “lack of ventilation.” While the train was traveling between under the
Hudson River he said that the odor was definitely or-
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Hills and Back Bay (Forest and Cove Interlockings).
This is a continuation of the project to replace defective
concrete ties manufactured by Rocla that were designed to outlast conventional wood ties. One of the
three tracks will be removed from service each month to
facilitate this work. Also affected are MBTA riders because trains from Providence, Stoughton, Needham,
Franklin. and Fairmount operate over these tracks. In
addition, all peak hour trains skip the Ruggles station
and some trains have been combined. Member Todd
Glickman reported that on the first weekday, despite
advance publicity, there were some commuters who
were unaware that Ruggles would be skipped. “We oscillated between full and limited speed between Sharon
and Route 128, and between limited and medium speed
between Route 128 and Back Bay — I think we were
behind Franklin Line Train #704. We arrived at Back
Bay approximately six minutes late, and at South Station about seven minutes late.”
METROPOLITAN AREA
Section 2 (W. 20th to W. 30th Street) of the High Line
Park in Manhattan opened on June 8. Section 1
(Gansevoort Street to W. 20th Street) opened exactly
two years earlier. Sometime in the future, it is hoped
that the line will go all the way to W. 34th Street. This
section is owned by CSX.
MUSEUMS
PCC 6 operated for the first time since its 2001 retirement by NJ Transit at the Rockhill Trolley Museum on
May 21. The author of the email that provided this news
noted that a front “back-up” trolley pole and catcher
have been installed on the car.
There is more PCC news via a report forwarded by
member and Seashore Trolley Museum Instructor Todd
Glickman. “History was made this afternoon (May 24) at
Seashore as for the first time in 50 years 600 volts d.c.
flowed into the motors of our D.C. Transit PCC 1304 (in
streetcar mode — not rapid transit test mode) and it
moved under its own power. Thanks to an incredible
amount of electronics research undertaken by Gerry
O’Regan, all of the undocumented wiring changes
made by GE when the car was a testbed in Erie were
reversed and the circuits put back into operation. Danny
Cohen responded to dozens of requests for parts. Our
friends at several other museums, especially National
Capital Trolley Museum in Maryland, provided valuable
input and help. The result was the first time we applied
power to the motors the car operated nearly flawlessly.
On its two maiden journeys to Talbott Park the car rode
wonderfully and accelerated and braked just as it
should.” For those unfamiliar with the history of this car,
General Electric purchased it in 1961 from D.C. Transit
for automation experiments. No details were omitted
10

because the car even has tiny letters behind the front
door that reads: D.C. Transit was a subsidiary of Trans
Caribbean Airways, also owned by O. Roy Chalk, proprietor of D.C. Transit. 1304 had its first passenger run
on June 11, with delegates from the APTA Convention.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
I was shocked when Todd Glickman sent an article
from The Boston Globe that reported that the eliminated and altered rules regarding penalties for late
trains and awarded the Massachusetts Bay Commuter
Rail (MBCR) bonuses for on-time performance. The
Globe’s three-month investigation found that a series of
contract changes were never discussed at MBTA Board
meetings. Since 2003, with these changes, instead of
the well-connected MBCR paying MBTA $32.6 million,
they were given millions when the system’s overall service was lousy. One 2004 change lowered the fine for
being at least five minutes late at rush hour from $500
per train to $100; another capped the total penalty for
late or canceled trains at $28,125 per month.
But wait, it gets better. In 2007, MBTA added contract
language that effectively offset the penalties, and the
“T” began paying MBCR about $2 million a year in bonuses for trains that did arrive on time, even as customers were complaining that an increasing number of
trains were arriving late or not at all. Earlier this year the
state auditor warned MBTA that the contract changes
were “sending the wrong message,” but it was already
too late. In the winter just passed, MBCR paid $451,000
for two months when 23.5% of the trains ran late, the
first time since early 2008. On May 17, The Globe reported that state transportation officials were scrutinizing changes to the contract and also the way the commuter rail is operated, which could mean operating the
system in-house.
MBTA is considering eliminating one of the perks that
commuters have enjoyed for years — refunds if trains
or buses arrive more than 30 minutes late. This has
come about in an effort to help close an anticipated
$127 million deficit in the next fiscal year. Of more than
208,000 refund requests from 2008 to 2010, more than
90% came from commuter rail customers. Todd suggests that the refunds be kept, but MBTA should charge
MBCR for the entire cost, plus processing fees.
Two lines down, one to go. What this means is that
having already converted the Blue and Orange Lines to
Single Person Train Operation (SPTO), the MBTA held
four hearings between May 31 and June 29 to discuss
expanding this to the Red Line. The Blue Line was converted in 1996 and the Orange Line, last June.
After the June Bulletin was completed, two Watertown sub-committees (State, Federal, and Regional
Government, and Public Works) gave a resounding “no”
to the idea of replacing the trackless trolleys with diesel
(Continued on page 11)
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buses on Routes 71 and 73. According to The Watertown Patch, numerous residents came out to speak in
support of the electric vehicles.
Elected officials, including Governor Deval Patrick,
gathered in Worcester on June 7, to break ground on a
$100 million project to expand CSXs Worcester facility.
This work is necessary in order to expand rail service to
Worcester. In 2009, the Commonwealth of Massachusetts purchased the property rights from CSX, to accommodate increased freight and passenger service
while also taking control of dispatching and maintenance of the line. MBTA has already added five Framingham-Boston trains to Worcester.
Another groundbreaking ceremony was held the following day for the new Talbot station on the Fairmount
Line. The project is expected to cost $15.9 million and is
scheduled for completion in 2013. Construction began
in 2005 on Phase I of the Fairmount Commuter Rail
Rehabilitation Project, which is now complete. This work
included the rehabilitation of the Upham's Corner and
Morton stations, bridge reconstruction, and other improvements. Phase II is the construction of four new
stations with three of the four already underway: Four
Corners/Geneva, Talbot Avenue, and Newmarket. The
fourth, Blue Hill Avenue, is to be located in Mattapan,
and is in the design stage. Thanks to Todd for these
reports.
LINDENWOLD, NEW JERSEY
As of June 13, PATCO riders who use the Freedom
Card were given the ability to manage their accounts on
the Internet. In September, they will be able to pay their
fares using a credit card. PATCO was the first transit
agency to use an automated fare payment system.
PHILADELPHIA, PENNSYLVANIA
Member Dave Safford sent the following three reports
from The Philadelphia Inquirer. On May 20, “SEPTA’s
2011/2 operating budget as presented by the responsible committee provides for neither fare increases nor
service cuts. Pegged at $1.23 billion, it is up 3.9% from
FY 2010/1. Illustrating why transit systems can't win,
much of the increase comes from a projected patronage
rise of 4.5%. As fares cover only 35% of operating
costs, more passengers equals more subsidies. Also,
wages and fringe benefit costs are expected to increase
about 4%, and diesel fuel over 7%. The budget was
formally approved.
“SEPTA’s April ridership was up 2% overall compared
with the same month in 2010, but Regional Rail ridership zoomed +7%. PATCO was up 4%. The loser: the
NJ Turnpike was down 1.6%, but curiously this drop
was almost all in discretionary (cash) sales. E-ZPass
use remained steady, indicating little shift to rail among
Turnpike commuters.
“On June 2, SEPTA unveiled a new system intended
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to allow cell phone users to know when their next bus or
trolley should show up. However, (1) it won't work for
Sprint or T-Mobile (that's 25% of the Philadelphia area
market), (2) it only applies to bus or trolley routes, (3) it
won't actually predict when a ride will show up, although
it will give the time a bus or trolley was at its last checkpoint, and (4) the user must ask for information by giving the stop number (this number, of course, is only
available online until new signs can be erected throughout the system.) Schedule information will be sent by
text. Also, it appears that you can't ask for a particular
bus/trolley route. The system supplies the next four cars
scheduled to arrive. For a stop with six or so routes,
finding the route of interest to you is something of a
crapshoot. I am guessing that the system was designed
by the team that works up the income tax forms.”
Additional Silverliner Vs have been released to service. Bob Vogel sent digital images that were taken on
May 19 showing 705, 706, 809, and 810. On May 26,
811-812 were being tested.
Member Lee Winson sent a report from The Philadelphia Inquirer that there are still more delays in building
the Silverliner Vs. The current plan calls for HyundaiRotem to deliver up to 63 by the end of 2011, with the
remaining 57 by the end of next June. Lee wrote:
“There are two 6-car trains in service, 4 cars are under
test, and 3 cars are being used for training and maintenance. Could this mean the Budd cars may linger to hit
their 50th anniversary in service? I see them running on
weekends; two sets were out this past weekend (May
21-22) on the West Trenton line.” Beginning May 31,
there were three Silverliner V sets in service.
Lee also reported that for the Philadelphia International Championship, which took place on June 5,
SEPTA nearly doubled service on the Manayunk/
Norristown Line. Train stations along the cycling route
include East Falls, Wissahickon, and Manayunk.
New Regional Rail timetables were issued effective
June 12. Phase I of a catenary replacement project began on June 13 and is expected to last for four months.
Midday service was reduced and operates every two
hours instead of hourly. Adjustments were also made to
some trains on the Media/Elwyn, Paoli/Thorndale, and
West Trenton Lines.
City Rail Transit timetables (Market-Frankford, Broad
Street, Norristown High-Speed, and Trolley Routes 10,
11, 13, 15, 34. 36, 101, and 102) were replaced on June
19. Lee reported about a two-phase project to replace
track and repave the right-of-way along Chester and
Kingsessing Avenues between 40th Street Portal and
Yeadon Loop, affecting Route 13. In Phase I (June 19September 3) trolleys operate in the subway to 40th
Street Portal, with bus service to Yeadon Loop. In
Phase II (September 4-October 29), trolleys will run between 13th Street and Mt. Moriah Loop, with buses covering the remainder of the line.
(Continued on page 12)
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From Cinders: Silverliner Update: On May 23, 813-4
were picked up from CSX and moved to Woodbourne
Yard, then to Wayne Electric Car Shop. Budd 213 returned to service during May and 219 has also been
seen in service. No further Budd or St. Louis cars have
been scrapped since 214 was cut up in February.
Budds 205, 251, and 257 along with St. Louis Silverliner
IIIs 222, 224, 232, 233, 234, and 237 are shown as retired at various facilities. 33 of the 152 Regional Rail
stations have received or are in the process of receiving
high-level platforms.
Another “Farewell to the Budd and St. Louis Silverliners” excursion is tentatively scheduled for Sunday, September 25. The itinerary has not been determined but
will be published when known.
WASHINGTON, D.C. AREA
Over Memorial Day Weekend (10 PM May 27-closing
May 30), WMATA took advantage of the opportunity to
catch up on some much-needed maintenance. This required the closing of the Orange/Blue Lines between
Federal Center and Minnesota Avenue/Benning Road,
including these intermediate stations: Capitol South,
Eastern Market, Potomac Ave and Stadium-Armory. The
Orange Line was split and operated in two sections:
Vienna-Fairfax/G.M.U. and Federal Center S.W. and
New Carrollton and Minnesota Avenue. The Blue Line
operated between the Franconia-Springfield and Federal Center S.W. and a shuttle train ran between Largo
Town Center and Benning Road. According to the
agency’s Press Release, the following was to be accomplished: four track switches replaced at Eastern
Market, 4,700 fasteners replaced, repairs made to the
aerial structure outside the Stadium-Armory Metrorail
station, over 5 miles of communications cable laid to
upgrade cell phone access throughout the Metrorail
system, and repairs to 21 escalators and 8 elevators at
the Eastern Market, Capitol South, Potomac Avenue,
and Stadium Armory Metrorail stations to help rebuild
the area back into a state of good repair. Some shuttle
bus service was provided.
ATLANTA, GEORGIA
Siemens announced on May 19 that it had been
awarded a $17.2 million contract by MARTA on behalf
of the City of Atlanta and the Atlanta Downtown Business District to construct four model S70 streetcars.
Delivery is take place between September, 2012 and
early 2013. These cars will be used in a loop, bridging
the gap between east and west downtown that was
formed by the development of the I-75/85 connector. On
April 10, 1949, the last streetcar routes, 19A/Almond
Park and 19B/River Lines, were replaced by trackless
trolleys, which in turn were replaced by buses on September 27, 1963.
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NORFOLK, VIRGINIA
On June 8, Hampton Roads Transit announced that it
had informed all of its contractors that work had to be
completed by August 1. However, August 1 will not be
the opening date. That date was to be announced in a
few weeks.
TAMPA, FLORIDA
With money running out of its 2006 endowment,
TECO’s Board voted to make cuts to enable the streetcar to keep operating. Under consideration are extending headways from 15 to 20 minutes and reducing the
hours of Monday-Thursday service, currently 11 AM-10
PM. The Whiting Street extension that opened in December appears to be shifting traffic from the former
terminus at Dick Greco Plaza, rather than increasing
ridership. Other funding comes from special assessments on nearby properties ($450,000 – 20%), City
funding ($300,000 – 13%), HART grants ($150,000 –
7%), Tampa Port Authority ($137,520 – 6%), and advertising ($100,000 – 4%). April ridership (37,783) was
down 5.5% when compared to last April; however, revenue was up by 1.6% to $55,235.
HART proposes to balance its budgets for 2012 and
2013 by raising the tax rate (from 0.4682 to 0.5 per
$1000) paid by property owners for transit, also to reduce service this Fall and increase fares by 15-50 cents
in November, 2013. Thanks to member Dennis Zaccardi
for these reports.
NEW ORLEANS, LOUISIANA
Railway Age reported that a groundbreaking ceremony was held on June 8 for the 1.5-mile extension of
the Canal Street Line, which will operate through the
central business district along Loyola Avenue to the Union Passenger Terminal. The $45 million project is
funded by TIGER (Transportation Investment Generating Economic Recovery) and is expected to be in service next June.
CHESTERTON, INDIANA
While reading the March 25, 2011 Board Meeting minutes, I came across this interesting comment: “Michigan
City is interested in resurrecting a train referred to as
the ‘Hotshot’ that ran express from Michigan City in
1963. Mr. Hanas (a staff member) continued to discuss
why the South Shore was able to operate an 80-minute
run to Chicago by comparing the Hotshot of 1963 vs.
the present Train #106. In 1963 the Hotshot (1) skipped
high-density stations like East Chicago, Hammond,
Hegewisch; (2) did not have speed restrictions now in
effect on MED (Metra Electric District) and civil and operational restrictions on South Shore; (3) enjoyed double track through Kensington; (4) complicating any
analysis is the lack of on-time performance documentation from that era.”
CHICAGO, ILLINOIS
Following the successful three-month Rock Island
(Continued on page 13)
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Line pilot, the Quiet Car program was extended to the
entire Metra system on June 6, with one change — the
location of the cars. During the test, the first and last
cars were so designated. However, Metra learned that
those cars can be noisy due to their proximity to the
train’s bells and horns, and so they are now the second
car from the locomotive and the second car from the
other end of the train on trains with six or more cars. If
there are five cars or fewer on the train, only the second
car from the engine will be a Quiet Car. Decals on the
exterior and signage on the interior identify these cars.
On Metra Electric, only the third car from the south end
of the train is a Quiet Car. There are no Quiet Cars on
two-car trains. This policy applies to all inbound trains
arriving downtown before 9 AM and all outbound trains
leaving downtown between 3:30 and 6:30 PM.
ST. PAUL, MINNESOTA
I received a photo showing construction of the new
light rail line being built along University Avenue. What
made this photo interesting is that in order for the work
to proceed, the old rails had to be removed. Trolley service ended in the Twin Cities in 1954.
DALLAS, TEXAS
The 21-mile Denton County “A-train” began operating
on June 20, not on June 11 as was previously reported.
Pre-opening ceremonies were held on June 18. Details
were published in the June and November, 2010 Bulletins).
AUSTIN, TEXAS
Effective with the new schedules that are going into
effect on August 21, MetroRail Connector Routes 460,
461, and 462 are being eliminated due to low ridership.
For the same reason, the midday trips on Route 464 are
also being eliminated.
SALT LAKE CITY, UTAH
On May 18, test trains began running on the 10.6-mile
Mid-Jordan Line. The 5.1-mile West Valley Line would
also see test trains within a few weeks. Both are scheduled to open for revenue service on August 7. 56 of 77
Siemens LRVs have been delivered.
ALBUQUERQUE, NEW MEXICO
New Mexico Rail Runner, in response to a $1.2 million
budget reduction, is proposing to replace weekday
Trains #500 and 501 with buses, combine the last two
evening trains departing from Santa Fe, and modify the
stopping pattern of other trains. On Saturdays, there
would be earlier southbound service from Belen to
Santa Fe, with the first train having a 9:51 AM arrival
time. In the evening, during the summer, the last departure from Santa Fe would be at 9:30 PM, which is three
hours later than the March 22, 2010 timetables. The last
northbound train would depart from Albuquerque at
10:11 PM. Feedback on these proposed changes was
accepted via Rail Runner’s web site through June 17.
13

As of June 14, more than 600 comments were submitted. On June 17, it was decided that the weekend service would continue through mid-to-late August.
SAN FRANCISCO, CALIFORNIA
SFMTA is considering a pilot project to supplement N/
Judah streetcars with express buses. This line carries
nearly 40,000 riders each day, representing 30% of
Muni’s rail ridership. If approved, the “Nx/Judah Express” would operate during AM and PM commuting
hours to provide riders in the outer areas the choice of
an express bus with limited stops into and out of downtown San Francisco. Member Paul Gawkowski, who
sent this news item from Progressive Railroading,
wonders if the express bus service will attract the J Line
riders. He writes: “I guess it depends on how fast the
express bus service is and how crowded the J line cars
are.”
Bicycle riding is popular in the Bay Area. As of June 1,
every Caltrain has two bike cars. The project to accomplish this cost $300,000 and was completed six months
ahead of schedule. Since 2008, Caltrain has increased
on-board bike capacity by more than 50%; 70% of all
trains are now able to accommodate up to 80 bikes. In
2009, Caltrain reconfigured its bike cars to increase
overall capacity by 27%. The project was implemented
after careful consideration of a number of options for
increasing bike capacity.
LOS ANGELES, CALIFORNIA
Since March 14, selected rush hour Gold Line trips
have operated with three-car trains rather than the
usual two-car trains. Three-car trains span the entire
boarding platform length, while two-car trains board between the front of the platform and the second set of
yellow pylons (between car barriers).
Beginning July 1, Metrolink riders can purchase an
unlimited weekend pass for $10, which will be valid systemwide between Friday (7 PM) and Sunday (midnight)
and also include connections to bus and rail across the
region, except Amtrak, at no additional charge. Holders
of monthly passes have had this feature added at no
cost. Other changes made by the Board were:
● New 10% student discount added to one-way and
roundtrip tickets. Students will continue to receive
discounts on 7-Day and the monthly pass
● New 7-Day Pass, valid for seven consecutive
days from purchase between a set origination and
destination
The 10-Trip Tickets were discontinued due to a significant amount of lost revenue caused by riders’ failure to
validate, which resulted in fare evasion. A Metrolink
spokesman said, “the 7-Day Pass will reduce the usage
of validators, which will make taking a Metrolink even
more convenient for passengers by eliminating a step
before boarding the train and saves the agency in maintenance costs. Going forward, we expect to collect a
significant amount of revenue that would have been lost
(Continued on page 14)
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Around New York’s Transit System
Court Square Transfer Opens
On June 3, NYCT held a ribbon-cutting ceremony
marking the opening of a transfer facility connecting the
recently renamed Court Square 7 station with the (also
recently renamed) Court Square-23rd Street EM and
Court Square G stations. Previously, this transfer could
be made using a MetroCard. Now, approximately
20,000 passengers a day can take advantage of an
enclosed facility that features two escalators, three
elevators for ADA access, a transfer stairway between
the G and 7 mezzanines, and a stairway connecting
the 7 station’s mezzanine with the corner of Jackson
Avenue and 23rd Street. The facility cost $47.6 million to
design and construct, of which Citigroup paid $33.5
million in conjunction with its construction of a building

just north of the station complex.
The 7 platform will soon get improvements, including
replacement of the platforms and windscreens and
installation of ADA boarding areas, tactile warning
strips, and signage.
NYCT Exploring Installing Digital Signs on Older
Cars
NYC Transit has issued a Request for Information,
inviting firms to suggest ways of integrating audiovisual
announcement systems (similar to those on the R-160
fleet) into the R-62, R-62A, R-68, and R-68A cars. This
might lead to a test of such equipment on one train. The
system would replace the cars’ existing communications
system, except for the buzzers (unless new buzzers
can be built into the new equipment).

Commuter and Transit Notes

member Phil Craig, reports that the 14.5-mile light rail
line with 23 stations will begin revenue operations in
August. Citypass Group, the operator, is selling prepaid
smartcards at the rate of 1,500 per day. So far, about
20,000 have been sold.
Member Dave Klepper reported, “the traffic control
signals for the light rail line are a small white horizontal
line for stop, and vertical for go, so as not to be confused with traffic signals for vehicular traffic. There also
appear to be something like block signals on span wires
to the side or above trolley wire. Also being installed are
automatic crossing gates, and much of Herzl Blvd now
reminds one of South Chicago, where Metra Electric’s
South Chicago branch runs in the middle in a center
reservation. No crossing gates on Jaffa Road, however,
so imagine the operation will be pretty slow there. Still
no word on when we can board, and special busses for
Yom HaZicharon and Yom HaAtzma'ut were strictly an
Egged and tourist buses operation. They did use the
light rail platform at Mt. Herzl for boarding buses for the
return after the ceremonies, which I attended with others from the Yeshiva.”
FROM THE HISTORY FILES
70 Years Ago: On July 1 and Jul 26, 1941, trolley service ended in Honolulu, Hawaii and Hartford, Connecticut. As has been reported recently in this column, plans
are underway to construct a 20-mile light rail system in
Honolulu.
25 Years Ago: On July 3-6, 1986 Liberty Weekend
was celebrated in New York to mark the centennial and
restoration of the Statue of Liberty. Additional rail services were operated on all suburban rail and subway
lines. Special timetables and brochures were also issued.
News items and comments concerning this column may be
emailed to NYDnewseditor@aol.com.

(Continued from page 13)

due to misuse of the 10-Trip Ticket.”
MONTREAL, QUEBEC, CANADA
A piece of history is gone, according to an email that I
recently received. Former Canadian National box cab
electric locomotive CN 6712, which was intended for
display in the town of Mount Royal, has been scrapped.
It was donated to the town in 1995 and had been stored
under a tarp for 16 years without ever being displayed
as intended. Acquired by DP Métal of Saint-Urbain Premier, Quebec on May 30, the locomotive was cut in two
and removed from the town’s municipal yard to their
scrap yard in the Chateauguay Valley. GE built this locomotive in 1912 for the Canadian Northern Railway as
602. CN acquired it, along with the rest of Canadian
Northern’s assets, in the early 1920s, and it became
9102. Then, in 1949, it was renumbered 102, and in
1969 acquired its final number, 6712, and was part of a
fleet of electric commuter locomotives running out of
Montreal.
All were removed from service in June, 1995 when the
final series of upgrades to the Montreal-Deux Montagnes Line began. Four other electric locomotives were
preserved. 6710 is displayed on the front lawn of the
new Deux Montagnes station. The motor that hauled
both the first passenger train into Central Station (then
the Tunnel Terminal) in 1918, and the last one to depart
in 1995, 6711, is at Exporail, the Canadian Railway Museum in St. Constant, Quebec. 6714 recently underwent
a cosmetic restoration at the Connecticut Trolley Museum, while 6715 is stored at the Canadian Science &
Technology Museum in Ottawa.
JERUSALEM, ISRAEL
The latest news, via NTD Television and forwarded by
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IRT OPERATED FREQUENT, DEPENDABLE SERVICE
75 YEARS AGO
by Bernard Linder
(Continued from July, 2011 issue)
At the beginning of 1936, Lenox and Lexington Avenue locals still operated trains with
manually operated doors. About half of the
137th Street-Broadway locals also had manually operated doors, but the others were combination trains, IRT’s designation for trains
composed of MUDC cars and one or two
HVreg (abbreviation for regular) cars with
manually operated doors. Ten– and six-car
combination trains were composed of HVreg
cars at the front and rear of the train and
MUDC cars in the rest of the train. Only one
HVreg car was operated in five-car locals.
During the year, additional cars with manually operated doors, 3514 and 3517-3649,
most of the 4223-4389 cars, and a few
higher-numbered cars, were converted to
MUDC. The remaining cars with manually
operated doors, 3351-3513, 3515, 3516,
3650-3756, 3815, and 3915, were never converted to MUDC. But they were modified by
adding steps for the Conductors and an iron
box covering the gears controlling the center
door.
Most of the work was performed in 1936, as
shown in the following table.
CAR
NUMBERS

FIRST CAR CONVERTED

LAST CAR CONVERTED

3351-3516

January 14, 1936

October 26, 1936

3517-3649

N/A

N/A

3650-3699

January 14, 1936

February 2, 1937

3701-38

July 24, 1934

November 29,
1934

3700, 373956, 3815,
3915

March 14, 1936

November 9, 1936

Hi-V trailers

January 16, 1936

November 20,
1936

On cars with high-voltage controllers, 600
volts d.c. power from the third rail was fed
directly into the master controller, after which
it was fed to relays that turned on the motors,
accelerated them, and shut them off. The
cars had manual acceleration with ten points
of power in the master controller, five in series and five in parallel. A heavy duty spring
prevented the Motorman from accelerating
too rapidly.
On low-voltage cars, batteries supplied
power to the master controller and to relays
that controlled the 600 volt d.c. power supplied to the traction motors. The controller
had only three points of power and acceleration was automatic.

THE HYBRID FLIVVERS
The Flivvers were equipped with controllers
and pneumatic equipment used by Hi-Vs, but
rewired for Lo-V operation.
In 1915, there were 124 Composite motor
cars, which were removed from the subway
and were replaced by 124 Flivver motors,
4037-4160. The company expected to transfer the motors, trucks, and Hi-V control
equipment from the Composites to the new
Flivvers. But they changed their minds and
installed Lo-V controls instead. Unfortunately,
(Continued on page 18)
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A HISTORY OF THE A TRAIN
by George Chiasson
(Continued from July, 2011 Issue)
cates that KCER was able to meet potential summertime demand for access to the well-known beach destination at Brooklyn’s resort oceanfront. At this early
stage, no physical connection was made between the
Fulton Street and Broadway-Brooklyn Els (the latter
having been opened by the Brooklyn Elevated Railroad
four years previous), though they literally came within
yards of each other. Past the station at Manhattan
Beach Crossing, the Kings County line jogged south
above Snediker Avenue, progressed to Pitkin Avenue,
and there resumed its easterly course. Full service was
opened to Atlantic Avenue on July 4, 1889 and then
finally to Pennsylvania Avenue on November 18, with a
temporary shuttle from that point to Van Siclen Avenue
When a new lay-up facility, known as “AB” Yard, was
partially opened along Pitkin Avenue between Alabama
Avenue and Hinsdale Street in December, all Kings
County operations were extended to Van Siclen Avenue
The yard was finally completed by March 10, 1890 and
then over the next two years the rest of the line took
shape, following Pitkin Avenue to Euclid, Euclid to Liberty Avenue, and Liberty Avenue to the “City Line.” Segments were opened from Van Siclen Avenue to Linwood
Street on February 22, 1892; Linwood Street to Montauk Avenue on March 21, 1892; and finally from Montauk Avenue to the City Line (Grant Avenue) on July 12,
1894. A trolley car ramp for direct transfer from Liberty
Avenue to the El was added at the east end of Grant
Avenue station, on behalf of the Long Island Electric
Railway Company., on April 24, 1897, but proved to be
short-lived and was closed on April 1, 1901 (though the
streetcar that used it continued to run on the surface of
Liberty Avenue from Grant Avenue station to 95th Street
(Rockaway Boulevard) until August 26, 1914).
At this time the stops along the way included Fulton
Ferry, Sands Street, Tillary Street, Court Street, Boerum
Place, Elm Place and Duffield Street, Flatbush Avenue,
Lafayette Avenue, Cumberland Street, Vanderbilt Avenue, Grand Avenue, Franklin Avenue, Nostrand Avenue,
Brooklyn and Tompkins Avenues, Albany and Sumner
Avenues, Utica Avenue, Ralph Avenue, Saratoga Avenue, Rockaway Avenue, “Manhattan Beach Junction,”
Atlantic Avenue, Eastern Parkway (actually at Glenmore
Avenue), Pennsylvania Avenue, Van Siclen Avenue,
Linwood Street, Montauk Avenue, Chestnut Street,
Crescent Street, and Grant Avenue. Of these 29, today’s Fulton Street IND subway duplicates just seven—
six along Fulton Street (Lafayette, Franklin, Nostrand,
Utica, Ralph, and Rockaway Avenues) plus the present

GENESIS OF THE A TRAIN: PART TWO—
THE FULTON STREET EL IN BROOKLYN
Early Days On The Kings County Elevated
(1888-1913)
The outer (outdoor) end of A uses the easterly portion of the former BMT Fulton Street Line, one of
the original routes of the Brooklyn elevated system, as
extended into Queens. Known as the Kings County Elevated Railway, the Fulton Street El was opened on April
24, 1888. It originated at the Fulton Ferry Terminal in
Downtown Brooklyn, where a direct connection was
available to the Brooklyn Bridge, and proceeded as far
as Nostrand Avenue In the initial stage all Kings County
trains made a side relay via a short spur track to serve
the Brooklyn Bridge’s Sands Street terminal, but in a
short time this novel maneuver was replaced by a set of
outside platforms on the Fulton Street alignment one
block away, from which access to the bridge became a
pedestrian undertaking. The Brooklyn Bridge had its
own cable-powered intramural railway that shuttled between Sands Street on the Brooklyn side and Park Row
on the Manhattan side from its opening in 1883 until
1908, but some Brooklyn el service began to run
through to Park Row on its own as early as 1898. Construction of the initial route was completed in a short
time, and additional segments opened from Nostrand to
Sumner and Albany Avenues on May 30, 1888; from
Sumner & Albany Avenues to Utica Avenue on August
20; and from Utica Avenue to Rockaway Avenue on December 5 (a portion that included a long middle siding
for relays between the Utica and Ralph Avenue stations). The structure was erected as far as Fulton and
Sackman Streets (between Stone and Van Sinderen
Avenues), but beyond that point a separate franchise
was granted to a paper company called the Fulton Elevated Railway, once it was determined which route
should be followed.
On March 3, 1889, some rush hour Kings County Elevated Railway trains were extended from Rockaway
Avenue to Van Sic(k)len Avenue, stopping at
“Manhattan Beach Crossing” (the original version of
Broadway Junction, which was also variously known
over time as Manhattan Junction and East New York
Loop), Atlantic Avenue, Eastern Parkway, and Pennsylvania Avenue en route. On May 30, 1889 all service
was extended from Rockaway Avenue to the Manhattan
Beach Crossing station, located about at Fulton Street
and Van Sinderen Avenue as a traffic interchange point
to Long Island Rail Road steam trains on the former
New York & Manhattan Beach Railroad (later the Bay
Ridge Division), which was then at grade. The date indi-

(Continued on page 3)
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ing all stops from the Sands Street Terminal and being
turned back at Ralph Avenue or Eastern Parkway if not
continued all the way to the City Line. As much as anything, the congestion this service pattern engendered
led to the physical tie-in of the Fulton Street (KCER)
and Broadway-Brooklyn (BER) els just east of the Manhattan Beach Crossing, as both were under the common control of the Brooklyn Union Elevated Railroad
starting on May 24, 1900. On August 1 some Fulton
Street Expresses were diverted to Cypress Hills via the
outer portion of the Broadway-Brooklyn Line, including
a stop on this connection at a platform called “East New
York Loop” that was perpendicular to Broadway and
located at the present intersection of Broadway and
Williams Place, adjacent to New York City Transit’s East
New York maintenance complex. Its addition forced the
original “East New York” station of the Broadway El to
be relocated slightly to the west, at which point it was
re-christened “Manhattan Junction.”
Sometime during the following year (no exact date
known but the event was recorded by June 30, 1902),
the mini-stop at Tillary Street was closed, as was the
still-new station at East New York Loop by the end of
1903. Instead, a walkway was added at elevated level
from the Fulton Street Line’s Manhattan Junction station
(formerly Manhattan Beach Crossing) to the like-named
stop on the Broadway Line, and passengers exchanged
places on foot. At about the same time, rush hour Fulton Street Locals that had been terminating at Ralph
Avenue were extended to Manhattan Junction, discharged, and routed into East New York Yard for their
relays. In 1906, when the original Brooklyn, Rockaway
Beach & Canarsie right-of-way was converted into a
rapid transit line, it connected to the Brooklyn el system
via a ramp to the Fulton Street Line near its station at
Eastern Parkway, literally decades before it was extended to Manhattan via the 14th Street-Eastern Line as
today's L train (which started in 1928). In practice, the
new Canarsie traffic was all routed to Broadway through
the pre-existing connections at Manhattan Junction and
thus used its short piece of the Fulton Street El more as
a “bridge.” After a protracted process to fully electrify
trackage across the Brooklyn Bridge, Fulton Street El
service was at last extended to Park Row, Manhattan
on a full-time basis beginning on January 27, 1908. Included were all rush hour Express trains, a selection of
Locals, and most non-rush hour trains, with the remainder continuing to serve the Brooklyn-side stub terminal
at Fulton Ferry. At this time, morning rush hour Fulton
Street Local trains originated at Eastern Parkway (via
“AB” Yard) and ended at Park Row or Fulton Ferry,
while PM trips started at Sands Street Terminal and ran
as far as Ralph Avenue, Eastern Parkway (then into
“AB” Yard), or Grant Avenue. Morning Fulton Street Expresses made all stops from Grant Avenue to Utica Avenue, then skipped ahead to Franklin and Flatbush Ave-
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station on Pitkin Avenue at Van Siclen Avenue.
Due to the incredible ridership transfer at the Brooklyn
Bridge, which crowded onto and off of Fulton Street
trains at the Sands Street station, KCER built an alternative stub-end terminal there that was physically adjacent to the bridge’s intramural railway terminal. As a
result the original outbound platform at Sands Street
was removed and starting on November 8, 1894 service
was operated in alternating fashion to the new Sands
Street stub and to the original terminal at Fulton Ferry
(with a Ferry-bound-only intermediate stop at the original Sands Street platform). In August, 1896 the Fulton
Street El became the rapid transit gateway for trains
serving the former Brooklyn, Flatbush & Coney Island
excursion railroad to Brighton Beach, better known as
the Brighton Line, which turned south at the Franklin
Avenue station. After agreement was reached to extend
some Brooklyn el services across the Brooklyn Bridge
to Manhattan, a new physical connection was added
from the Fulton Street Elevated, which literally cut its
Tillary Street station in two and swerved into the private,
“alley” right of-way (similar to those on some of the elevateds of Chicago) that was used by the Bridge’s intramural line. Most non-rush hour Fulton Street trains starting going across the East River to Park Row on November 1, 1898, with KCER’s steam engines being exchanged for “bridge motors” at the Tillary Street cut-off,
using electric power in the terminals on each side of the
bridge and being pulled by cable across the structure.
As for the Tillary Street station, its now-abbreviated platforms were called at by Park Row trains (both ways) or
those bound toward Sands Street and Fulton Ferry, with
the original outbound side being removed entirely. As
things turned out, the clumsy motive power changeover
at Tillary Street produced less than ideal results and
was suspended on July 16, 1899, at which time Fulton
Street trains resumed alternating service only to Fulton
Ferry and the Sands Street terminal.
The Fulton Street El was partially electrified on July
18, 1899 when through trains off the Brighton Line were
so operated inward of Franklin Avenue (when the equipment was available to do so). Full electrification came to
the Fulton Street El on January 22, 1900, but the rolling
stock able to use it was limited in quantity for several
years and steam-powered trains were needed as late
as May 4, 1903. Sometime in 1900 (perhaps July 1) the
first version of the “Fulton Street Express” was established in rush hours, running from Fulton Ferry to Grant
Avenue-City Line, non-stop between Flatbush and
Franklin Avenues, and also between Nostrand and Atlantic Avenues in the direction of heavy traffic (toward
Manhattan in the AM and away from Manhattan in the
PM). Fulton Street Locals were then interspersed
among the express trains on the all-two-track line, mak-
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time the PM rush hour Locals that used it were extended to Manhattan Junction.
The extension from Grant Avenue to Lefferts Avenue
was opened on September 25, 1915, with non-rush
hour service simply being so expanded, but rush hour
schedules were revised substantially. In the morning
Fulton Street Locals made all stops from Eastern Parkway or Manhattan Junction to both Park Row and Fulton Ferry, but only came out of Fulton Ferry (and probably the Sands Street stub) in the evening. In the morning rush hour Expresses operated from either Lefferts or
Grant Avenues to Park Row and skipped all stations
from Manhattan Junction to Franklin Avenue. In the PM,
“Fulton-Lefferts Express” trains made stops at Sands
Street, Lafayette Avenue, and Grand Avenue before
skipping ahead to Manhattan Junction and then making
all stops to Lefferts Avenue. At the same time an Express-Local called the “Fulton-Grant Express” started at
Park Row, crossed the Brooklyn Bridge, then skipped
Court Street and all stops from Flatbush to Franklin Avenues before making all local stops to Grant Avenue
Finally, after more than a year of gradual reconstruction, the rebuilt three-track structure from Franklin Avenue to Manhattan Junction was put in service on December 27, 1915. The middle track was used by
“Fulton-Lefferts Express” trains toward Manhattan in the
morning and toward Queens in the evening, enabling
them to overtake Locals at any point between Manhattan Junction and Franklin Avenue. In addition, an entirely new PM express service was created between
Franklin and Grant Avenues that used the middle track
as far as Manhattan Junction, then made all local stops.
As now modified, Fulton Street Elevated stations east of
Park Row and Fulton Ferry were located on the preexisting structure at Sands Street, Court Street, Boerum
Place, Elm Place and Duffield Street, Flatbush Avenue,
Lafayette Avenue, Cumberland Street, Vanderbilt Avenue, Grand Avenue, and Franklin Avenue. Immediately
east of that point trains entered the new three-track
structure and called at Nostrand Avenue, Tompkins Avenue (replacing Brooklyn and Tompkins Avenues), Troy
Avenue (replacing Albany and Sumner Avenues), Reid
Avenue (now Malcolm X Boulevard, and replacing Utica
Avenue), Ralph Avenue (in kind), Saratoga Avenue (in
kind) and Rockaway Avenue (in kind), all of which were
newly constructed (even those at identical sites) and
configured as “local” stations. From that point trains
passed back onto the original Fulton Street El to make
pre-existing stops at Manhattan Junction, Atlantic Avenue, Eastern Parkway, Pennsylvania Avenue, Van Siclen Avenue, Linwood Street, Montauk Avenue, Chestnut Street, Crescent Street and Grant Avenue. From
Liberty Avenue and Drew Street the new, heavier-weight
three-track elevated structure continued to Ozone Park,
then a rapidly developing neighborhood that was already criss-crossed by several traction routes and the
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nues before resuming local stops to Park Row. In the
evening, Fulton Street Express trains ran non-stop from
Park Row to Franklin Avenue, then stopped again at
Ralph Avenue and all stations from that point to Grant
Avenue. Some trips also skipped from Boerum Place to
Cumberland Street and then made all stops to Ralph
Avenue or Eastern Parkway (and then proceeded into
“AB” Yard). It appears that the rush hour operation of
through trains from the Fulton Street Line to the Cypress Hills terminal had also been eliminated by this
time.

The Fulton Street El and the Dual Contracts
(1913-1940)
As part of the Dual Contracts executed in March of
1913, BRT's Fulton Street corridor was in for some major improvements, being as it was a major part of the
Brooklyn elevated system. Topping the list was its first
and only major extension, into the borough of Queens
from the "city" (now borough) line at Grant and Liberty
Avenues to Lefferts Avenue (as originally titled) in
Ozone Park. In addition, a portion of the main trunk of
the Fulton Street route was to be rebuilt from the original "lightweight" two-track structure of the 1880s into a
more contemporary and substantial three-track structure, thus enabling a directional express operation to be
instituted, similar to those on the Manhattan els. There
were, however, strings attached, which later became
fatal. As the main trunk of the Fulton Street Line was
inextricably linked into the original core elevated system
of Downtown Brooklyn (that is, without a firm plan to
route it into the burgeoning BRT subway system, and
without a ready manner to do so), it was rebuilt only
from Franklin Avenue, the point at which the former
Brighton Line connection was made, eastward to the
Broadway Junction crossing. From that location the
original route remained intact to Grant Avenue, from
which the new extension to Lefferts Avenue was constructed on a modern, heavyweight three-track el structure. It should also be noted that, under the provisions
of “Contract IV” (so-called) BRT’s new or rebuilt lines
were to be made capable of using the New York Municipal Railway “Standard” steel car. This meant that platforms on the new Fulton Street El from Nostrand to
Rockaway Avenues; from 80th Street-Hudson Street to
119th Street-Lefferts Avenue; and eventually through the
new Broadway Junction complex at Atlantic Avenue and
Hinsdale Street, were set to 10-foot loading gauge,
while the original stations from Franklin Avenue westward to the Brooklyn Bridge and from Pennsylvania to
Grant Aves. remained at their original 9-foot loading
gauge (at least initially). Reconstruction of the existing
Fulton Street El started in June of 1914, with the first
notable change being elimination of the siding near the
Ralph Avenue station as of June 22, 1915, at which
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of stairs and passageways. Meanwhile, passengers
from the outer end of the Broadway Line seeking direct
service to Downtown Brooklyn could avail themselves
of the existing Lexington Avenue El. In the end, this reconfiguration would enable the outright elimination of
the existing Fulton Street station at Manhattan Junction
and some station realignment at the three-way meeting
point of the Canarsie and Fulton Street Lines. It would
also eliminate several slow, sharp turns required, especially by Canarsie trains, to navigate the Manhattan
Junction complex, and (even later on) provide a logical
point of entry from the proposed 14th Street-Eastern
route, which would finally expedite commutation to and
from Midtown Manhattan.
About September of 1918 “AB” Yard was closed and
removed, being replaced in function by a small northward expansion of the former Brooklyn Elevated Railroad yard at East New York. As soon as it was removed
work began to install a new, higher elevated structure
over Pitkin Avenue, as an extension of that now standing above Van Sinderen Avenue, to a point west of the
existing station at Pennsylvania Avenue. When complete it would become part of the Fulton Street Line, and
included an entirely new station at Hinsdale Street. As
of October 16, 1918 temporary ramps were opened that
allowed Fulton Street trains to navigate between the
pre-existing structures over Pitkin Avenue (at the Pennsylvania Avenue station) and Snediker Avenue (at the
Eastern Parkway station). In addition, trains bound for
Canarsie were routed onto the new structure above Van
Sinderen Avenue from a connecting ramp off the Broadway Line, immediately east of the existing Manhattan
Junction station, almost as far as Sutter Avenue. This
greatly simplified train movements by replacing the existing series of five 90° grade-level turns (right from
Broadway onto the connector, left from the connector
onto Fulton Street, right onto Snediker Avenue, stops at
Atlantic Avenue and Eastern Parkway, right over Pitkin
Avenue, and finally left onto the structure above the former Brooklyn, Rockaway Beach & Canarsie right-ofway) with one long, sloping right-hand curve from
Broadway onto the new structure above Van Sinderen
Avenue. Along the way this new structure included a
new and much larger station stop at Atlantic Avenue
and a made a long, graceful left-hand curve straight
onto the pre-existing (1906) el over the former steam
railroad alignment.

A History of the A Train
(Continued from page 4)

LIRR Rockaway Beach Branch. Stations on this extension (and as most recently known) were located at 80th
Street-Hudson Street, 88th Street-Boyd Avenue, 96th
Street-Rockaway Boulevard, 104th Street-Oxford, 111th
Street-Greenwood (all configured as local stops), and
finally the terminal at 119th Street-Lefferts Avenue (now
called Lefferts Boulevard).
(Editor’s Note: After reading the Fulton Street history, I
recalled that my supervisor, who designed the Contract 4
electrical wiring, told me about the problems encountered in
rebuilding Brooklyn Rapid Transit. The operating officials
requested that the large tower east of Broadway Junction
(J) be located where the Towerman could see the marker
lights of every train. Because the Engineers could not determine the exact location, they built a scale model of the tower
and the tracks. It was displayed at headquarters for several
years and eventually vanished.
As soon as the Fulton Street El east of Nostrand Avenue was
rebuilt, the residents complained that the street was much
darker. When the people living west of Nostrand Avenue saw
the rebuilt line, they objected and must have said “not in my
backyard.” The original NIMBYs were able to stop Brooklyn
Rapid Transit from rebuilding the rest of the line.)
As another component of the overall Dual Contracts
improvements, the entire Broadway/Manhattan Junction/East New York Loop complex was reconstructed in
the 1917-9 period to eliminate the grade crossings. First
to appear, starting in 1917, was a new multi-track piece
of structure above Van Sinderen Avenue that extended
from Fulton Street to Pitkin Avenue, which in concert
with the existing piece of the Fulton Street El over
Snediker Avenue (also between Fulton Street and Pitkin
Avenue) would create a six-track “funnel” for the Fulton
Street and Broadway-Canarsie corridors that was anticipated as a means of relieving the crush of interchange
at Manhattan Junction. Since the 1906 start of BRT el
service to Canarsie, the Manhattan Junction complex
had come to act as an “X” of sorts, where passengers
from the outer ends of three lines (Fulton Street, Canarsie, and Broadway) were sorted toward two distinct destination points—Downtown Brooklyn (via Fulton Street
and Lexington Avenue) or Lower Manhattan (via the
Williamsburg Bridge). By separately consolidating the
Broadway-Canarsie and Fulton Street Lines at an expanded Atlantic Avenue station, such transfers could be
accomplished by simply crossing the platforms, or using
a single passageway as opposed to navigating a series
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Fulton Ferry in 1907.
Bernard Linder collection

Fulton Ferry, June 30, 1939.
Bernard Linder collection

Fulton Ferry looking west on its last day of operation, May 31,
1940. The station was open only during rush hours.
Bernard Linder collection

Looking north toward Fulton and Court Streets in 1883.
Bernard Linder collection

Fulton Street El at Borough Hall in 1902.
Bernard Linder collection

Fulton and Tillary Streets looking north, June 9, 1941.
Bernard Linder collection
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Under the Fulton Street El in Downtown Brooklyn.
Bernard Linder collection

Fulton Street El at Franklin Avenue, looking west.
Bernard Linder collection

Fulton Street El at Flatbush Avenue, looking west.
Bernard Linder collection

Eastbound train at Reid Avenue station, Fulton Street El, May 27, 1940.
Bernard Linder collection

Fulton Street El, Saratoga Avenue station, looking east.
Bernard Linder collection

C-Types on the Fulton Street El, Rockaway Avenue station, after
Unification.
Bernard Linder collection
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Commuter and Transit Notes

No. 273
by Randy Glucksman

Fairfield. Limited bus service was provided between
those stations, and passengers were advised to find
alternative transportation. The following morning, the
same service plan was in effect, but as the morning
passed the delays ranged from 15-20 and 30-45 minutes. At 1:19 PM, service was reported as operating on
or close to schedule.
More rain during the evening of July 8 caused a shutdown of the Waterbury Branch, with bus replacement.
Rail service resumed the following morning.
Beginning July 11 and continuing through November,
AM Peak Upper Hudson Line riders between Poughkeepsie and Peekskill board trains on Track 1, the outbound track. This is being done to accommodate track
work.
That same evening, one wheel of the second car of
Hudson Line Train #767 derailed near the former 59th
Street station, approximately five minutes after its 6 PM
departure from Grand Central Terminal. The 300-600
passengers aboard were either evacuated to street
level via emergency exits or a rescue train. No injuries
were reported. For the information of readers who have
not ridden a train outbound from Grand Central Terminal, for almost the first mile, trains travel at restricted
speed, not exceeding 10 mph. Delays were in the 5-10minute range.
Sir Paul McCartney launched his “On the Run” 2011
World Tour with concerts at Yankee Stadium (8 PMmidnight) on July 15 and 16. Generally the same level
of service was operated as is done for evening baseball
games. PDF versions of the timetables were available
on the Internet. NYCT subways also operated extra
service.
En route to Amtrak’s 40th Anniversary celebration in
New Haven on July 16, member Andrew Grahl emailed,
“I just passed the new station with new signs installed
called Fairfield Metro. The station seems finished with
the neighboring roadways and parking areas under construction. It is just east of the current Fairfield station.” A
sign in Grand Central Terminal announced that a public
hearing was to take place on August 1 at MTA Headquarters to set the fares for this station, which is to open
on or about October 16. The fares would be equal to
those charged for the existing Fairfield station.
MTA METRO-NORTH RAILROAD (WEST)
During the week of June 20-24, the HaverstrawOssining Ferry was suspended in order to install a new
dock in Ossining. Van service was provided to/from
Tarrytown.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
Member Bill Zucker reported that during a trip to West-

METROPOLITAN TRANSPORTATION AUTHORITY
On July 21, MTA Chairman and CEO Jay H. Walder
announced his resignation effective October 21, to join
MTR (Mass Transit Railway) Corporation in Hong Kong
as CEO and as a member of the Board of Directors.
MTR is a publicly traded company that operates rail services in Asia and Europe, and is involved in a wide
range of business activities, including consulting and
property development. Among Mr. Walder’s legacies will
be his “Making Every Dollar Count,” countdown clocks
in stations, streamlining MTA, and renegotiating contracts with vendors to save money. Owing to financial
reasons, there were three fare increases and severe
service cuts under his watch as well as the layoff of
4,500 employees. Mr. Walder became the tenth Chairman of MTA on October 5, 2009. At press time there
was no announcement as to his successor. He was in
the second year of his six-year term, earning $350,000
a year. The former MTR CEO earned $2 million annually, according to press reports.
On MTA’s home page, with the lure of a $5,000 grand
prize, developers have been invited to create the “Next
Great App” that would help fellow riders. Smaller prizes
will go for apps that are judged to do the most to help
train and bus riders and bridge and tunnel motorists
better navigate MTA's system and those that are
deemed most popular by the public. MTA is not contributing any of the prize money. At present there are more
than 40 apps, which range in cost from free to $4.99.
MTA METRO-NORTH RAILROAD (EAST)
At the end of the New York State legislative session
(mid-June), a bill was passed prohibiting smoking on
the outdoor platforms of Metro-North and Long Island
Rail Road stations. It becomes effective 90 days after
Governor Cuomo signs it. At publication time, it had not
been signed. New Jersey has had such a law since
April 15, 2006. Smoking was already banned in New
York City subway stations, and inside Metro-North and
LIRR stations and enclosed platforms.
The covers of the timetables that went into effect June
27 contain logos for CooCoo and Metro-North Train
Time™. Details were reported in the July Bulletin.
Heavy rains affected the metropolitan area during the
midday of June 23, causing a temporary suspension of
service on the Hudson Line from Croton-Harmon to
Tarrytown. Between Pleasantville and Chappaqua
(Harlem Line), there were delays due to high water conditions and debris on the tracks.
A freight train derailment near Bridgeport late in the
evening of June 24 blocked all four tracks causing service disruptions to Metro-North and Amtrak. Westbound
trains terminated at Bridgeport and eastbound trains at
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attendants that cars 4061 and 4055 are usually assigned to this service. My own observation concluded
that nearly every seat was taken. And yes, there was a
Cannonball drum head sign on the engine.
A special joint ticket with NJ Transit was available for
attendees going to the U2 concert at the Meadowlands
on July 20. It could be purchased at ticket offices or
TVMs for an additional charge of $10.50. As was reported in the June Bulletin, NJ Transit operated direct
rail service from Hoboken and Secaucus Junction, and
alerts were sent out advising of possible track changes
at Secaucus Junction. In fact, as I passed through this
station one day earlier, the digital sign advised at the
Meadowlands trains would be on Tracks G and H.
Over the weekend of August 2-4, some train service
will be replaced by buses between Speonk and Montauk to enable repairs to the Hill Station Road Bridge in
Hampton Bays. The structure was damaged after being
hit by a truck. A special timetable is being issued.
NJ TRANSIT
Although the incident began just before 1 AM on June
21, the effects continued into the AM peak. The
“incident” was a transformer fire in a substation near
Jersey Avenue (New Brunswick), which was extinguished around 2:30 AM. However, overhead power
was lost on most of the Northeast Corridor from Trenton
to New York. Cross-honoring was put into effect on NJ
Transit and private carrier buses as well as PATH. The
plan was to operate limited diesel service on the North
Jersey Coast Line to Hoboken and route Midtown Direct
service to Hoboken. However, this never came to be, as
power was restored at 5 AM between Rahway and New
York. Passengers from Trenton and stations east received the good news at 6:45 AM when service was
restored with Train #3920 (6:46 AM to New York Penn).
Jersey Avenue service resumed with Train #3714 (7:55
AM to New York Penn). Trains operated under some
restrictions and with 15-30-minute delays. At 10:24 AM,
Northeast Corridor service was reported as operating
on or close to schedule.
Two days later, on June 23, shortly after 7:30 AM, another power supply problem caused a suspension of the
Northeast Corridor and North Jersey Coast Lines. PATH
cross-honoring was put into effect at Newark, Hoboken
and New York, and a short time later on NJ Transit and
private carrier buses. Midtown Direct trains were again
routed to Hoboken. At 8 AM, with power restored, delays of up to one hour were reported. By 10:30 AM, the
delays were reduced to 20 minutes and at 11:30 AM,
service was reported as operating on or close to schedule.
Later that day, the homeward-bound commute started
off with an advisory that all service was suspended in/
out of New York Penn after 4:30 PM due to another
power supply problem. Cross-honoring was put into
place immediately. At 5:53 PM, service resumed but
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chester in mid-June, he observed what he believes was
the third set of M-8s. “I saw cars 9100-1 and 9106-7,
but could not see the rest of the consist, which was going south by using the overpass north of Woodlawn as
we were proceeding toward Wakefield. I saw another
M-8 consist running light north from Grand Central, paralleling us as we left, but it was not in service. As far as
I know, there have not been too many, if at all, reports of
units in the 9100-9 group, so this may well be the new
consist.”
CDOT issued a Shore Line East timetable effective
June 27. Per the agency’s website, this was done for
the addition of a “Friday Only” train, which operates
through September 2; however, the (previous) April 4
edition included this train.
The Journal News (June 19) reported that MetroNorth had 26 M-8s, which comprise two eight-car trains
and one six-car train that operate 130 out of 1,766 trips
each week. All 380 M-8s are expected to be in service
by June, 2014.
MTA LONG ISLAND RAIL ROAD
A special timetable was issued for the drainage work
on the Port Washington Branch that took place over the
weekends of June 24-26 and July 9-10. Please see the
July Bulletin for details.
The usual special timetable was issued for the Yankees/Mets series that took place at Citi Field July 1-3.
Prior to the July Division meeting, I was at Hunterspoint Avenue, at the time that The Cannonball, Train
#2710, was to make its 4:06 PM departure. The train is
composed of 12 bi-levels bracketed by a pair of dualmode locomotives. Because of its length, only ten cars
can platform. The two westernmost cars are for Hamptons Reserve passengers. I was told by two of the car
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due to limited power, train speeds were reduced, resulting in 60-90-minute delays. Between 6 and 7 PM, eastbound Midtown Direct trains were diverted to Hoboken.
By 9 PM, delays were reduced to 10-15 minutes, and it
was not until 5:28 AM the following morning that all services were reported as operating on or close to schedule. While this was going on, Pascack Valley Line trains
were temporarily suspended between New Bridge
Landing and Spring Valley due to flooding in Westwood.
Bus service was provided. In all of the above Northeast
Corridor incidents, Amtrak trains were also affected, but
unless the duration is prolonged, they typically “fall off
the radar” and don’t get reported.
More delays – shortly after 4 PM July 8, due to a trespasser incident in Woodbridge, all service was suspended between New York Penn and Trenton. Within
ten minutes, North Jersey Coast Line trains resumed,
making local stops to Rahway, and by 4:30, service resumed with 30-60-minute delays. Passengers traveling
westbound to Trenton from Metuchen were told to travel
eastbound to Edison to connect to a westbound train to
Trenton as service was suspended at Metuchen. At
6:23 PM, service was resumed to Metuchen. Delays
were reduced to 15-20 minutes by 8:08 PM, and reported as operating on or close to schedule an hour
later. Another trespasser fatality occurred shortly after
11 AM July 19, which affected Northeast Corridor and
North Jersey Coast Line trains westbound between
Elizabeth and Trenton, and eastbound between Linden
and New York Penn. The westbound service was reported as operating on or close to schedule at 1 PM,
with all services back to normal at 2 PM.
Timetables were issued for the Morris & Essex (June
19) and North Jersey Coast Line (June 25) for the following reasons:
● M&E: Midday work on the Gladstone Branch’s
power supply system requires bus substitution
between Gladstone and Summit through August
12 and affects six round trips. Buses depart from
Gladstone up to 27 minutes earlier than the normally scheduled train
● North Jersey Coast Line: Extra Summer service to
the New Jersey Shore
What is new to these two timetables is commercial
advertising. A full panel ad for “Ned Stevens Gutter
Cleaning” appears in the M&E, while there is a smaller
version in the North Jersey Coast Line timetable.
NJ Transit released the results of its first ever customer survey, with a scale of 0-10, with 0 being
“unacceptable” to 10, which is “excellent.” Overall satisfaction earned an “acceptable” 5.2. Rail, which accounts
for almost 31% of the riders, earned a 4.5. The lowest
scores were for Handling Service Disruptions and Fares
10

(3.4) and Announcements/Information during Service
Disruptions (3.8). Among the positives were Employee
Performance (6.1), Security (6.4), and Safety (6.8). The
other overall scores were Bus (5.5), Light Rail (6.5) and
Access Link (disabled riders) (7.5). Details can be found
on NJ Transit’s website.
According to pressofAtlanticCity.com, ACES service,
which has not been profitable since its February, 2009
start, may not be continued after the three-year pilot. As
has been reported in the February, June and July Bulletins, the service was suspended between January and
May 13 due to low ridership. According to the casino
policy, ridership statistics are not reported, but casino
executives stress that fare revenue was not supposed
to cover the operating costs. The goal was to draw New
York customers who ordinarily would not travel to Atlantic City due to lack of car ownership or not wanting to
ride on a bus. Although you might not see them elsewhere on NJ Transit, ALP-44s are used on these trains.
Digital images sent by member Bob Vogel showed 4405
and 4409 were used June 25 and seem to be the units
that are regularly assigned to this service.
In early July, NJ Transit’s website had no updated information regarding rail service to the Meadowlands,
beyond what was reported in the June Bulletin, as the
ongoing stalemated talks between players and management were still not resolved. The Giants and Jets websites showed pre-season games being scheduled for
August 21 (Jets vs. Bengals), August 22 (Giants vs.
Bears), August 27 (Giants vs. Jets), and September 1
(Eagles vs. Jets). Regular season home games are
scheduled to begin for the Jets on September 11 (vs.
Cowboys), and for the Giants (vs. Rams) on September
19. There was also no word on the joint NJ Transit/
Metro-North service from New Haven. This would be
the third year for this service.
A Newark Light Rail timetable was issued effective
June 25, replacing the April 2 edition. One weekday
afternoon trip to Branch Brook Park now departs two
minutes later.
At its July 13 meeting, the Board approved a $1.895
billion operating budget and a $1.16 billion capital program for FY 12, which started July 1. With an increase
of $33.2 million in operating assistance, there will be no
fare increase this year. On the Capital Program side for
rail, the funding will enable the continued purchase of
multi-level cars and electric and dual-power locomotives
and state-of-good repair projects for rail and light rail.
Also approved was a $13.8 million contract for construction of Phase II, the final phase of the Pennsauken
Transit Center project. In Phase II, two 300-foot-long,
high-level platforms will be built on either side of the
elevated Atlantic City Line tracks, with a 100-foot canopy on each platform. Two sets of stairs will be constructed, as well as two elevators. The second phase
(Continued on page 11)
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The Shore Line Trolley Museum (Branford) reported
that on Members’ Day (April 30), Georgia Power Company 948 made its first run after a major, multi-year restoration. This car had not seen regular passenger service since Atlanta’s streetcar lines quit in 1949. It was
preserved as a body in Atlanta, and in 1965 was acquired by the museum. Most of the body restoration
was completed by the late 1970s. An attempt to use
surplus Canadian trucks under the car was partially successful and the car saw very limited use in the mid1980s. Because the trucks were not suitable, in the late
1990s, the correct ex-Atlanta trucks were located, having gone to Korea and back. These trucks were remanufactured at the museum in the past decade.
Thanks to member Jeff Hakner for supplying additional
details.
The Rockhill Trolley Museum will be holding a PCC
celebration on Saturday August 27, featuring the return
of, and tenth anniversary of the retirement of Public
Service PCC 6 (formerly Transport of New Jersey and
NJ Transit) and the 75th anniversary of the first production of PCC cars. For those who are interested in attending with a preference to travel aboard a chartered
motor coach from Northern New Jersey/New York City,
contact Matt Nawn at 814-447-9576 for further information.
INDUSTRY
On June 27, the Federal Transit Administration announced the award of $1.6 billion for 27 transit projects.
The table below lists projects that have existing full
funding agreements.
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also includes construction of a 280-space parking lot, a
dedicated bus drop-off/pick-up area, drainage improvements, installation of a passenger communication system and a restroom facility, as well as resurfacing and
curbing and lighting improvements to Derousse Avenue.
Phase I, for which ground was broken in October,
2009, is currently underway, and covers the River Line
elements of this project, including a 200-foot platform
with 60-foot canopy. The work is being performed under
a separate $2.1 million contract, which also includes
installation of infrastructure and conduit for communications, security, and ticket vending machines, grading,
drainage, lighting, and public art. The project is expected to be completed in late 2012 and open for service in early 2013.
The Asbury Park Press reported that officials also
announced plans to aggressively pay down debt over
the next 10 years to allow the agency to use “pay as
you go” financing for capital improvement items and
projects to save money to the spent to keep the system
in good repair. But transit advocates said money earmarked to buy new trains should be shifted to fix the
electrical problems on the Northeast Corridor that
caused three power outages last month. Others commented that some of the off-peak weekend service cuts
should be restored on HBLR and for NLR on weekends.
AMTRAK
Additional stops for the 40th Anniversary Train will be:
Boston (South Station) (August 6-7), Freeport, Maine
(August 13-14), Burlington, Vermont (August 20-21),
Rensselaer, New York (August 27-28), Scranton
(Steamtown), Pennsylvania (September 3-4), St. Louis,
Missouri (September 10-11), Galesburg, Illinois
(September 24-25), Chicago (Union Station) (October 12), Jackson, Michigan (October 8-9), Seattle, Washington (October 22-23), and Portland, Oregon (October 2930). Amtrak’s press release had “TBD” for September
17-18 and October 15-16. Thanks to Bob Hansen for
this news.
Amtrak was the beneficiary of a $562 million loan,
which will be used for the purchase of 70 Sprinter ACS64 electric locomotives that are being built by Bombardier. The funds come from the Federal Railway Administration’s Railroad Rehabilitation and Improvement Financing (RRIF) program. It is expected that hundreds of
manufacturing jobs will be created in several states.
The first locomotives should be in service by 2013. For
details please see the December, 2010 Bulletin).
PORT AUTHORITY TRANS-HUDSON CORPORATION
As I passed the 33rd Street terminal during the afternoon of July 18, trains of PA-5s occupied all three
tracks. When I asked one of the Customer Service
Agents if he had seen any of the older cars, he told me
that they occasionally show up.

AM O U N T

CITY

S TAT E

P R O J E C T N AM E

$40,179,000

Denver

CO

West Corridor LRT

$45,000,000

St. PaulMinneapolis

MN

Central Corridor LRT

$215,000,000

New York

NY

Long Island Rail Road East Side
Access

$197,182,000

New York

NY

Second Avenue Subway Phase I

$86,249,717

Dallas

TX

Northwest/Southeast LRT MOS

$100,000,000 Salt Lake City

UT

Mid Jordan LRT

$80,000,000 Salt Lake City

UT

Weber County to Salt Lake City
Commuter Rail

$96,000,000

Northern
Virginia

VA

Dulles Corridor Metrorail Project
Extension to Wiehle Avenue

$110,000,000

Seattle

WA

University Link LRT Extension
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Pending Full Funding Grant recommendations:
AM O U N T

S TAT E

$80,000,000

CITY
San
Francisco
Denver

$45,000,000

Hartford

CT

$40,000,000

Orlando

FL

$55,000,000

Honolulu

HI

$$75,000,00
0

Houston

TX

North Corridor LRT

$75,000,000

Houston

TX

Southeast Corridor LRT

$20,000,000

CA
CO

P R O J E C T N AM E
Third Street Light Rail
Phase 2 - Central Subway
Eagle Commuter Rail
New Britain - Hartford
Busway
Central Florida Commuter
Rail Transit - Initial Operating Segment
High Capacity Transit
Corridor Project

Small Starts:
AM O U N T
$15,000,000
$23,490,000

$28,398,554
$24,229,796

CITY
S TAT E
Oakland
CA
Riverside
CA
San BernarCA
dino
San FranCA
cisco
Fort Collins
CO
Roaring Fork
CO
Valley
New York
NY
Austin
TX

$21,274,000

King County

$42,630,000
$15,000,000
$5,450,573
$24,163,000

WA

P R O J E C T N AM E
East Bay BRT
Perris Valley Line
E Street Corridor sbX BRT
Van Ness Avenue BRT
Mason Corridor BRT
VelociRFTA BRT
Nostrand Avenue BRT
MetroRapid BRT
West Seattle BRT
(RapidRide)

Other projects:
AM O U N T
$4,990,000
$14,970,000

CITY
Statewide
Statewide

S TAT E
AK
AK/HI

P R O J E C T N AM E
Denali Commission
Alaska/Hawaii Ferries

Rep. John Mica (R-Florida), chair of the House Transportation Committee, with support of fellow Republicans, has proposed a six-year transportation funding bill
that would sharply cut highway and transit funding and
curtail Amtrak by 25% and also high-speed rail projects.
Their $230 billion proposal falls short of the Obama Administration’s $556 billion request. Rep. Bill Shuster, (RPennsylvania), who heads the committee's railroads
subcommittee, said the bill considered 125 mph the
minimum for a project to be designated high-speed; the
Department of Transportation's threshold is 110 mph.
The new definition could affect several projects already
underway across the country.
Worse than that, several emails reported that the privatization plan for the Northeast Corridor could severely
impact commuter operators, including NJ Transit. Although the proposed legislation stipulates that commuter services would be continued at current levels, it is
unclear what are the impacts if that “private” operator
increased the trackage or user fees for using the line.
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Also unstated is how conflicts would be resolved.
Andrew Grahl sent a link to Kinkisharyo’s website www.ameritram.com - where on the home page you are
asked to imagine the company’s ameriTRAM™ in these
cities: Charlotte, Atlanta, Dallas, Seattle, and Washington, D.C. When you change the city, the color scheme
of the car changes, as does the background to reflect
that particular city’s skyline.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
On Saturday, June 18, in anticipation of hundreds of
thousands of fans who were expected to turn out to
celebrate the Boston Bruins’ Stanley Cup victory at the
TD North Garden, MBTA increased service to near rush
hour levels on the Blue, Orange, and Red Lines. Commuter rail service operated on a regular Saturday
schedule, but was enhanced with additional cars. Extra
trains were on standby for deployment to the busiest
lines. Free parking was provided at Anderson Regional
Transportation Center, and a special round-trip rail
ticket was sold for $10. After the event, it was reported
that an unprecedented 120,000 passengers were carried inbound, up substantially from the typical 67,000
who ride daily. Twenty-one extra trains were operated.
MBTA has created a page on its website to show the
apps that riders can use while navigating its system.
This came about after MBTA released a beta feed of
real-time data of train locations, and developers went to
work on creating user-friendly apps. The first one was
launched on June 17, and details are available at http://
www.mbta.com/apps. Delivering real-time, GPS-based
tracking information, the apps work on multiple platforms, including mobile web, Android, iPhone, and
BlackBerry.
Since June 27, following a successful test of quiet
cars on various lines, all peak hour commuter rail trains
have had this feature. Richard Davey, General Manager
of MBTA, said he believes the program will bring “civility
and sereneness’’ to the daily grind. Mr. Davey also said
that depending on their popularity, additional cars could
be added on each train. The quiet car is the one closest
to the locomotive, which contrasts with Metra, which
moved the location of its quiet car away from the engine
(July Bulletin) due to noise issues.
As was reported last month, the “T” did in fact vote to
end the refund program for service-related delays with
the start of the 2012 fiscal year on July 1. It is anticipated that $1 million will be saved.
The Boston Globe, in a July 11 editorial, urged the
“T” to pursue using the “Grand Junction Railway,” a little-used but strategically located three-mile rail line that
connects Allston and Cambridge and could be used to
route some Framingham/Worcester Line trains away
from the congested South Station to North Station. The
state of Massachusetts purchased this line last year.
(Continued on page 13)
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Presently used by a daily freight train and for shuttling
of equipment, this routing would provide some muchneeded service to riders. A feasibility study is presently
underway, and the estimates for crossing gates and
new signals range from $5-10 million. With expansion of
South Station still years away, The Globe supports the
“T”’s plan. Member Todd Glickman believes, “there are
going to be a lot of NIMBYs chiming in on this one.”
For a two-week period that began on July 12, a survey
was conducted on the MBTA website, in which the public was asked to vote on one of three proposed design
schemes for the yet-to-be-delivered fleet of 23 MPI locomotives. The schemes were designed by MPI and
feature the “T”’s purple color, but differ in the number of
gray stripes running along the side and in placement of
the “T” logo. Thanks to Todd Glickman for this report.
LINDENWOLD, NEW JERSEY
Approximately three years after experimenting with
wrapped cars, car 262 was observed on July 6 with advertising for AmeriHealth New Jersey. Bob Vogel, who
sent a digital image, reported that when PATCO
wrapped a car in an ad for its Freedom Card to see
whether it worked, the agency concluded that it did, but
it was best to leave the windows uncovered. Subsequently it wrapped a car or two. Apparently the person
who concluded that the windows should remain uncovered must have been replaced, or did not get the email!
On July 1, PATCO implemented the 10% fare increase
that was deferred from January 1. Thanks to member
Allen Breen, who gave me copies of the new timetable
and fare card. All fare zones went up, and as an example, a ride from Lindenwold, Ashland, or Woodland to
Center City now costs $3, up 30 cents. The lowest fare,
between Philadelphia stations, went from $1.25 to
$1.40. Senior fares, valid off-peak only, rose 8 cents to
$0.70.
PHILADELPHIA, PENNSYLVANIA
Member Bob Wright wrote as of mid-June, “There are
now 3 trains of Silverliner Vs in service, primarily on
peak-hour trains and generally consisting of 6 cars.
They are being used for crew training in the midday period. No service is scheduled on weekends for some
reason — not sure if this is devoted to training, etc.
also. They were on my 'usual' homebound train for a
few weeks and I was getting used to them but there are
still minor 'bugs' to be worked out.”
SEPTA’s 2010 Annual Report has been issued, and
member Lee Winson reported that there is much emphasis on the Silverliner V and the Pennsylvania-based
suppliers whose parts are being used. Separately, 84%
of SEPTA’s contracts went to Keystone State firms.
During the course of his travels, member Alfred Gaus
Jr. has been keeping track of the Silverliner IVs that
have the older style pantographs, and has found mar13

ried pairs (129-130, 167-168, 316-317, 368-369, 380381, 384-385) and single cars (294, 296 and 299). “299
was the first Silverliner done up in the red/blue striping
around the window area, probably in 2000. This car is
also somewhat different because the SEPTA logos are
printed in a slightly thicker letter style. It still retains that
lettering. The other cars got slightly thinner letters,
which is not really noticeable unless 299 is coupled with
another car.” His 6:47 AM train from Fox Chase had
Silverliner Vs for two consecutive weeks, but on June
15, the train developed stuck brakes, which he heard
was attributed to a computer glitch. Nonetheless, in the
following days, Silverliner-IVs were used. The Ryers
station (Fox Chase Line) received high-level platforms
during the week of June 12.
Alfred also reported that PCC IIs 2321 and 2334 have
digital signs, and there are others that also are so
equipped.
The week of June 27 saw the introduction of a fifth
train of Silverliner Vs. Bob Vogel emailed digital images
with details that 23 were in service: 703-709, 801-816.
On July 6, Bob reported that CSX delivered 819 and
820 from Rotem’s South Philadelphia plant.
On July 18, the panel appointed by Governor Corbett
to propose a means of securing adequate transportation
(all forms) funding, recommended a package of revenue
enhancements, including an increase in the wholesale
gasoline tax that would hike retail at-the-pump prices by
roughly 22 cents. Dave Safford opines: “As the Governor has made ‘no new taxes’ a virtue trumping motherhood and apple pie, receipt of added money from enactment of the recommendations has approximately the
likelihood of the construction of a nuclear power plant in
Times Square.”
BALTIMORE, MARYLAND
On June 28, it was announced that the Federal Transit
Administration gave its approval for the proposed Red
Line to move into the preliminary engineering phase. As
proposed, this new 14.5-mile, east-west line would connect Woodlawn, Edmondson Village, West Baltimore,
downtown Baltimore, Inner Harbor East, Fells Point,
Canton, and the Johns Hopkins Bayview Medical Center Campus, and run mostly in dedicated surface rightsof-way with tunnels under Cooks Lane, downtown, and
Fells Point. Once construction begins (2013), this light
rail line is expected to be completed in 2020. The project could cost approximately $1.8 billion in 2010 dollars.
WASHINGTON, D.C. AREA
MARC issued new timetables effective May 9. Member Steve Erlitz, who kindly sent copies, wrote that there
were very minor changes.
Virginia Railway Express advised riders on July 1 that
since it expected a lot of lucky commuters to leave early
for the holiday weekend, its biggest consists (8 cars)
were assigned to Fredericksburg Line Train #303
(Continued on page 14)

NEW
2000
NEW YORK
YORK DIVISION
DIVISIONBULLETIN
BULLETIN -OCTOBER,
AUGUST, 2011
Commuter and Transit Notes
(Continued from page 13)

(departing Union Station at 3:35 PM) and Manassas
Lines Trains #327 and 329 (departing Union Station at
3:45 PM and 4:25 PM).
There were reports on June 29 that the first portion of
Washington, D.C.’s light rail system on H Street and
Anacostia would not open until late 2013 instead of the
fall of 2012. Various reasons were given, including ongoing contract negotiations over the design-build process and where substations and catenary would be
placed. Added to this is the need to double the fleet of
three streetcars to six. The three presently on hand
were built in the Czech Republic by Skoda-Inekon and
were shipped to the United States in December, 2009.
They have been stored in Metro’s Greenbelt Yard. In
Anacostia, tracks have been installed along Firth Sterling Avenue Southeast from Suitland Parkway to South
Capitol Street. The community is discussing possible
ways for the tracks to be extended to the 11th Street
Bridge. Washington, D.C.’s Department of Transportation has held three public meetings for residents to identify 10 potential routes.
NORFOLK, VIRGINIA
Hampton Roads Transit announced on June 28 that
Tide light rail revenue service would begin on August
22. In advance of this, there will be three days of free
riding, after which the fare will be $1.50. Test cars began operating over the line on June 18. Service was
originally scheduled to begin in January, 2010, but that
date was moved several times.
ATLANTA, GEORGIA
Fares are going up for MARTA riders following approval of the FY2012 Budget at its Board’s June 22
meeting. The base fare will rise from $2 to $2.50 in
early October, making it one of the highest in the nation
and matching NYC Transit’s single-ride MetroCard. The
previous increase took place on October 3, 2009, when
fares were raised by 25 cents to $2.
SOUTH FLORIDA
After keeping everyone waiting, including member
Dennis Zaccardi (who happily sent this report), Governor Rick Scott approved the 61-mile SunRail commuter
project. The Governor’s Transportation Secretary made
the announcement in Tallahassee on July 1, to proceed
with the $1.2 billion project on existing CSX tracks from
Deland through downtown Orlando to Poinciana (near
Kissimmee). SunRail is expected to carry 4,300 weekday passengers on the initial 31-mile segment when it
opens in 2013 and 7,400 by 2030. However, it will not
serve the Orlando attractions or Orlando International
Airport. (By contrast, the light rail system Hillsborough
County voters rejected last November was projected to
carry 21,250 daily passengers on the 28-mile route.) A
groundbreaking ceremony, which was attended by a
14

number of elected officials and Transportation Secretary
Ray LaHood, was held on July 18 on the site of the future Florida Hospital station in downtown Orlando. Also
present were Florida Department of Transportation Secretary Ananth Prasad and Federal Transit Administrator
Peter Rogoff, who signed the SunRail Full Funding
Grant Agreement (FFGA).
Dennis also wrote: “ Just when I thought that it couldn't get any worse for Florida transportation, Hillsborough
Regional Transit Authority (HART) has eliminated light
rail from its Master Plan and Pinellas Suncoast Transit
Authority (PSTA) has to return $1.2 million to the Federal Transit Administration.”
Railway Age reported that Florida DOT gave Bombardier notice to proceed on the design of bi-level coaches
and cab cars on July 18.
CHESTERTON, INDIANA
NICTD issued new timetables reflecting the 2% fare
increase that went into effect on June 1. Thanks to
member Jim Beeler for sending copies.
CHICAGO, ILLINOIS
Governor Pat Quinn signed legislation on July 7 requiring CTA, Metra, and PACE to come up with a
shared fare card by 2015, something that riders have
sought for many years. According to the article in The
Chicago Tribune, which was sent by Jim Beeler, the
major sticking point has been Metra’s incompatibility
with the CTA and PACE fare systems. Also included in
the aforementioned legislation is the installation of Wi-Fi
access on Metra. Separately. Metra is studying placing
automatic external defibrillators (AEDs) on its trains.
Effective June 12, the Chicago Transit Authority increased the hours of operation on the Green, Orange,
and Brown Lines in order to provide earlier service to
Midway Airport on weekends. Trains now begin about
one-half hour earlier than previously. Also, on the Brown
Line, on weekday and Saturday evenings the last train
from Kimball to downtown departs at approximately 1
AM rather than 12:30 AM. The last train from downtown
to Kimball departs at approximately 1:30 AM rather than
1 AM. On the Orange Line, on Sunday mornings and
evenings the first train from downtown to Midway Airport
leaves one hour earlier at approximately 4:55 AM. The
last train to Midway departs from downtown 1½ hours
later, at approximately 1:25 AM. The first train from Midway to downtown will leave one hour earlier, at approximately 4:30 AM. The last train to downtown from Midway leaves at approximately 1 AM.
MINNEAPOLIS, MINNESOTA
Northstar sent an advisory early on Saturday, July 16
that all train service, including the special Twins baseball service, would not operate that evening due to a
freight train derailment near the Fridley station. BNSF
crews were working to restore service, which was expected to resume on Tuesday morning, July 19. How(Continued on page 15)
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Highland Village/Lewisville Lake, Old Town, and Hebron. The line was built on a former Dallas, Garland &
Northeastern Railroad (ex-Katy) freight line and is single-tracked except at several stations where double
tracking was installed, increasing service availability
(the Texas edition of the SPV Comprehensive Railroad Atlas of North America shows that before reconstruction, the line was out of service north of Lewisville).
DCTA has ordered eleven Stadler Bussnag AG GTW
2-6 DMUs (similar to those operated by Capital Metro in
Austin) for service. However, the cars will not be delivered until next year. During this interim period, 50-yearold-plus RDCs, ex-VIA Rail Canada, have been leased
from Trinity Railway Express (TRE), operating in twocar trains with a second crew member assigned to operate the door traps. Stations currently have a temporary high-level platform for ADA compliance, which will
be removed when the new low-floor cars are placed into
service. Four two-car trains are required for current service levels and a fifth pair was observed in the storage
yard which is located between the Hebron and Old
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ever, that did not occur, and so passengers were once
again bused downtown. The rail service resumed for the
afternoon commute home. Northstar later reported that
the derailment was caused by torrential rain.
DENTON, TEXAS
Pete Donner was in Denton for the opening of the
Denton County Transportation Authority's new DMU ATrain, which began revenue service on Monday, June
20. It operates during weekday AM peak, PM peak, and
early evening periods, with additional later evening service on Fridays. Saturday service is provided from
10:30 AM until midnight. Headways average 25 minutes
during peak periods and 100 minutes on Saturdays.
Bus service operates during weekday middays. The ATrain originates in downtown Denton and travels 21
miles southeasterly (paralleling I-35E), terminating at
the Trinity Mills station, located in Carrollton, where
across-the-platform transfers can be made to DART’s
Green Line. Intermediate stops are made at Med Park,

(Continued on page 16)

NEW YORK DIVISION NEWS
At our July 15 meeting, Chairman Bill Erland presented the Herman Rinke Award to Andrew Grahl, who
was recognized for his many years of service as Program Chairman. Andrew thus becomes the 23rd member so honored.
Many of our newer members may not know who Herman Rinke was. Herman was a very active member
who served as ERA’s National Secretary for many
years and passed away on May 31, 1976.
The award winners are as follows:
RECIPIENT

DATE

RECIPIENT

DATE

Gerry Landau

—

Eric Oszustowicz

1992

Joseph Prinzivalli

—

Glenn Smith

1993

Ed Watson

—

Randy Glucksman

October 21, 1994

RECIPIENT
Bill Zucker

DATE

RECIPIENT

DATE

—

Charles Akins

June 21, 1996

Arthur Lonto

1979

David Ross

November 21,
1997

Bernard Linder

1982

Howard Rose

December 18,
1998

Raymond Berger

1984

Bill Fahey

2002

John Erlitz

1985

Jeff Hakner

June 21, 2002

June 8, 1987

Sid Keyles

June 20, 2008

Jeffrey Erlitz

1989

Michael Glikin

June 20, 2008

Roger Arcara

1990

Andrew Grahl

July 15, 2011

John Schluter

1991

James Mattina

SUBDIVISION “B” CAR ASSIGNMENTS
The following are different from the assignment published in the January, 2011 Bulletin:
CARS REQUIRED JUNE 26, 2011
LINE

AM RUSH

PM RUSH

LINE

AM RUSH

PM RUSH

B

40 R-68, 176 R-68A

40 R-68, 152 R-68A

L

152 R-143, 24 R-160A

152 R-143, 24 R-160A

E

240 R-160A, 20 R-160B

240 R-160A, 20 R-160B

M

184 R-160A

160 R-160A

F

24 R-46, 270 R-160A, 140
R-160B

8 R-46, 270 R-160A, 140
R-160B

N

230 R-160B

220 R-160B

G

52 R-68

40 R-68

40 R-42, 120 R-160A

40 R-42, 112 R-160A

R

232 R-46

232 R-46

J/Z
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Town stations. (Editor’s Note: Given these car requirements,
and the fact that TRE performs the heavy maintenance, it is
likely that at some time, all of the RDCs (2001-13) will see
service on this line. I was unsuccessful in my attempts to confirm this with DCTA.) The yard is used for vehicle storage, cleaning, and minor repairs. A maintenance building is under construction within the yard and until the
completion of the new building, cars are deadheaded to
TRE’s West Irving facility for major repairs. Herzog
Transit Services operates the A-Train and TRE. In spite
of their age, the RDCs appear to be in very good condition inside and out; the air-conditioning systems were
able to handle the nearly 100-degree temperatures that
occur in the Dallas area during the summer.
Timetables are printed on legal-sized paper (folded in
quarters) and show seven morning inbound trips (4:577:33 AM) and twelve PM inbound trips (3:19-8:57 PM).
There is hourly “Station Shuttle” service between 10:32
AM and 1:32 PM. Outbound trains depart from DART’s
Trinity Mills Green Line station with six AM trips (5:078:18 AM) and nine PM trips (3:42-8:01 PM). Included in
the schedule are trips that run as far as Old Town in
both directions and then lay up in the yard. Three Friday-only PM trips depart from Denton at 8:05, 9:49, and
11:38 PM and from Trinity Mills at 8:41 PM, 10:41 PM,
and 12:11 AM.
Single-trip fares are $3 and the $6 day pass is also
accepted on DCTA buses on trips within Denton County.
For travel to/from the Trinity Mills station (which is located in Dallas County), a $10 daily Regional Pass
must be purchased. In addition to DCTA-operated
buses and trains, the Regional Pass is accepted on all
DART buses and trains, Fort Worth Transit System
buses, and Trinity Railway Express trains. Monthly
passes are also available for the various fare
types. DART fare enforcement agents perform random
checks on the A-Train under contract to DCTA. The
starting date was supposed to be December 6, 2010.
SALT LAKE CITY, UTAH
The first of 77 new Siemens S70 LRVs entered service on July 7. Member Andre Kristopans informed me
that this group is numbered 1101-1177.
ALBUQUERQUE, NEW MEXICO
In its July newsletter, Rail Runner’s Director explained
the reasons that weekend Rail Runner service would be
discontinued, and they were purely financial. After the
State Legislature had completed its work, it was determined that there would be $1.2 million less than
FY2011, so the Board voted 6-5 to end the weekend
service. When Rail Runner began to Santa Fe in 2008,
a portion of that service was paid for with CMAQ
(Congestion Mitigation Air Quality) funds that can only
be used for a three-year period to support operations
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based on federal regulations. That three-year clock runs
out in FY12, and has resulted in the $1.2 million budget
reduction; however, the service would run through the
end of this month. But then on July 15, the Board reversed its decision (14-1) after receiving comments
from the public, and instead there will be some reductions of weekday service, e.g., buses replace selected
train runs, train combinations, etc. During the winter
months, Saturday service will be reduced to the current
Sunday service. On July 18, Rail Runner celebrated its
fifth anniversary.
PORTLAND, OREGON
The groundbreaking ceremony for the 7.3-mile MAX
Milwaukie Line took place on June 30. The $1.49 billion
project will connect Portland State University to downtown Milwaukie and includes a new bridge over the Willamette River. A September, 2015 opening is planned.
SAN FRANCISCO, CALIFORNIA
Faced with a budget deficit, and after four public meetings, Caltrain raised fares by 25 cents as of July 1. Caltrain reported that members of the public, including customers, frequently commented that they would be willing to pay more to ride Caltrain if the increased fares
helped to resolve the immediate budget crisis. The daily
parking fee was also raised to $4 and the monthly to
$40. Caltrain’s daily ridership is approximately 40,000
and their fares cover roughly 44% of operating costs.
During the public meetings, some suggested that Caltrain should charge what it costs to operate the system;
however, that would have meant that fares would have
had to been increased by more than 100%! Despite
warnings earlier in the year that service might have to
be reduced, for now, the service levels will not change.
SAN DIEGO, CALIFORNIA
By the middle of last month, it was anticipated that a
pair of PCCs would be operating on the new Silver Line,
a clockwise loop between 12th & Imperial and America
Plaza. During May, The Metropolitan Transit System
Board of Directors accepted ownership of the first
streetcar, 529, from San Diego Vintage Trolley, Incorporated, a subsidiary of MTS. This was one of three cars
purchased from a never-operated South Lake Tahoe
heritage trolley. (Editor’s Note: My wife and I visited that
property in October, 2001, and I reported details in the November, 2001 Bulletin). That group purchased them from
San Francisco Muni. Two cars came from SEPTA: 2186
(via the St. Louis Museum of Transportation) and 2785.
A sixth car was formerly NJ Transit 10. 529 has been
painted in the original San Diego colors of the 1930s
and ’40s: Kelly green body, carnation crème accents,
and plum on top. With the addition of a wheelchair lift at
the front door, the car is ADA compliant. Round-trip
fares will be $2, $1 for seniors. Thanks to the San Diego
Electric Railway Association for the details and to Pete
Donner for the report.
(Continued on page 17)
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HONOLULU, HAWAII
The light rail project was awarded $55 million from the
Federal Transit Administration’s New Starts Funding
Program on June 22. The level of funding that was received is significant since the total amount of funds for
New Starts for FY 2011 was reduced from the $1.998
billion level enacted in FY 2010 to $1.597 billion, a 20%
or $401 million reduction in the total program. Thanks to
member David Erlitz for this news.
TORONTO, ONTARIO, CANADA
Member Joe Canfield sent an article from The Globe
and Mail (May 27) reporting on the testing of the Toronto Transit Commission’s (TTC) new Red Rocket subway cars, and stating that the first trains were soon to
enter service. The six-car trains have no doors separating the cars, so they can accommodate between 150200 additional riders. Bombardier was awarded a contract for 39 trainsets in December, 2006 (March, 2007
Bulletin). In May, 2010, TTC exercised an option for 31,
upping the total to 70. Pictured in the article was lead
car number 5411. The series will run from 5381-6076.
Ground was broken on June 17 for the Toronto-YorkSpadina Subway Extension (TYSSE) project, a 5.3-mile
extension of the Yonge-University-Spadina subway from
the Downsview station. There will be six new stations:
Sheppard West, Finch West, York University, Steeles
West, Highway 407, and Vaughan Corporate Centre.
The project is scheduled for completion in 2015.
PCC cars returned to the 509/Harbourfront Line between Union Station and Exhibition on weekends beginning July 16. The Red Rockets, as they are referred to
in Toronto, operate from 11 AM-7 PM through Labour
Day, September 5.
OTTAWA, ONTARIO, CANADA
On June 16, Ottawa’s City Transit Commission approved the “business case” to purchase six additional
DMUs. There will also be two passing tracks that will
allow four trains to operate at once and increase the OTrain’s peak service headway from 15 minutes to 8 minutes, nearly doubling capacity. The C$59 million required for the upgrade will be offset by the reduction in
the cost of transit service adjustments during LRT construction, additional O-Train revenue, and reduced bus
requirements. O-Train service began on October 15,
2001. Ridership continues to grow from the original
5,100-6,400 to more than 12,000 today. Thanks to Pete
Donner for this news.
MONTREAL, QUEBEC, CANADA
Agence Métropolitaine de Transport (AMT) received
the first of 20 ALP-45DP (dual-powered locomotives) on
June 16. Bombardier is also constructing 26 for NJ
Transit under a joint procurement at its facility in Kassel,
Germany. This unit, like its NJ Transit siblings, was
shipped from Hamburg to Newark. From there, it moved
17

to Montreal under its own power. The group will be
numbered 1350-69. NJ Transit unveiled its first unit,
4500, at Newark on May 11 (June Bulletin).
JERUSALEM, ISRAEL
According to a report in The Jerusalem Post, which
was forwarded by member Howard Mann, the light rail
opening may be delayed by three months to November.
The main problem is the traffic lights. After years of arguments, the light rail finally won “preference” at intersections. This means trains will get a green light as they
approach an intersection, and cars will have to wait. But
CityPass, the operator, still has to program nearly 100
traffic lights and embedded sensors along the tracks
that will trigger the lights to change. Unfortunately, there
is also a political effect because CityPass, which is a
conglomerate of French companies that won the bid to
build the light rail system, is experiencing severe infighting between the Alstom and Veolia companies. The
Marker, an Israel newspaper, reported that infighting,
including a labor dispute between the train drivers and
Veolia, as well as European Muslim pressure on the
French companies to pull out of the Israeli project, has
contributed to the delays.
But there is more to the story. My son Marc sent a
report that on Tuesday night, July 5, independent arbitrators ruled that the LRT must open on August 19, and
that the traffic lights could be reprogrammed later. CityPass officials decried the decision, saying that without
traffic light preemption, the running time would be
lengthened from 40 to 80 minutes, due to trains being
affected by rush hour and traffic jams. The opening date
has been changed three times from the original 2007
opening.
FROM THE HISTORY FILES
50 YEARS AGO: On August 28, 1961, New Jersey Governor Robert Meyner proposed that New Jersey purchase and operate the Hudson & Manhattan Railroad
(H&M). In the September, 1961 Bulletin, it was reported that the New York State Legislature approved the
purchase of H&M only if the Port Authority built a new
trade center, which it eventually did. On September 1,
1962, the (then) Port Authority of New York took over
the operation and began to upgrade the infrastructure
and equipment. St. Louis Car Company was awarded a
contract for 160 PA-1 cars that began arriving in 1965.
There were subsequent orders for new cars (PA-2 and
PA-3) and in the mid-1980s, the PA-4s replaced the
1958 Class “K” cars. PA5s are now replacing the PA1PA4s.
20 YEARS AGO: In August, 1991, FL-9-AC 2040, the
first overhauled unit by ABB, arrived at Harmon Shop.
There would be ten – seven for Metro-North (2040-6)
and three for the Long Island Rail Road (301-303). After
a few years, the latter were returned to Metro-North and
remained out-of-service until they were scrapped.
News items and comments concerning this column may be
emailed to NYDnewseditor@aol.com.
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Around New York’s Transit System
Abandoned LIRR Right-of-Way Near Sheepshead
Bay
More than a century ago, the Long Island Rail Road
operated 13 trains a day on the Manhattan Beach Line
to a hotel and a race track. But it was unable to
compete with Brooklyn Rapid Transit, which charged
only a nickel and operated frequent service to
Manhattan. The railroad discontinued service in 1924.
The railroad’s original route south of Avenue U was a
20-foot right-of-way just west of E. 18th Street across the
street from your Editor-in-Chief’s house. The line was
eventually relocated alongside Brooklyn Rapid Transit’s
Brighton (now BQ) Line. The original tracks were
removed in 1910 and the land was sold in 1924. The 12
lots on the west side of E. 18th Street were only 28.44
feet deep because the railroad apparently owned the
right-of-way just west of the houses. Recently, the city’s
Finance Department ruled that the right-of-way was an
ownerless alley, although, unlike most other alleys, it
was not publicly navigable.
Meanwhile, several homeowners built and expanded
their houses on the right-of-way. One homeowner filed a
lawsuit invoking a version of squatter’s rights. The
railroad’s spokesman refused to comment on potential
litigation, but believed that it still owned the right-of-way.
(Editor’s Note: The newspaper article mentions a 520-foot
abandoned right-of-way, but the 1899 Atlas shows tracks on
the west side of E. 18th Street between Avenue S and Avenue Z.
Are there any more ownerless alleys?
The phantom staircase to the platform — mentioned in the
New York Times article about the right-of-way — is at
Gravesend Neck Road and E. 16th Street, not Avenue V and E.
16th Street as stated in the article. Portions of the platforms,
which are still visible, were in service until 1924.)
Staten Island Transfer Privileges
The back of the November, 2010 Staten Island bus
map shows unusual transfer privileges between
Manhattan and Staten Island transit lines. MetroCards

allow free transfers between Staten Island Railway and
Staten Island local buses. MetroCards also allow free
transfers between Staten Island Railway or Staten
Island local buses and the following transit lines in
Manhattan (Whitehall Street, Bowling Green, and South
Ferry are near the ferry, which is free, but Fulton Street
45 is ¾-mile from the ferry and Fulton Street 23 is a
mile away):
STATION

LINE

Bowling Green

45

Wall Street

45

Fulton Street

45

Fulton Street

ACJZ23

South Ferry

1

Rector Street

1

Broad Street

JZ

Whitehall Street
Rector Street

R
R
23

Wall Street
BUSES

M5, M15, M20

Heat Knocks Out Some Countdown Clocks
Countdown clocks in 13 Subdivision “A” (IRT) stations
were turned off as a precaution during mid-July, as the
temperature in rooms containing equipment controlling
the displays exceeded 120oF. NYCT reported that it was
working on finding a solution to the extreme heat in the
communication rooms. The stations were: Spring Street,
77th Street, Intervale Avenue, Park Place, 191st Street,
145th Street-Lenox Avenue, Clark Street, Gun Hill Road,
79th Street, 59th Street-Columbus Circle, 145th StreetBroadway, Utica Avenue, and 86th Street-Lexington
Avenue (express platforms only).
that did not run well. The 1936 unabridged Webster’s
Dictionary defines it as a cheap automobile or something that does not fulfill expectation.
The Flivvers were certainly troublesome, but they furnished faithful service for four decades.

IRT Operated Frequent, Dependable Service 75
Years Ago
(Continued from page 1)

certain cars did not accelerate in unison with other cars.
Therefore, cars with similar characteristics were kept
together and were never cut from ten-car consists.
The Flivvers were operated on the Seventh Avenue
Express, the only express that did not run during the
midnight hours when trains were cut to five cars for midnight locals.
We believe that they were designated Flivvers because it was a 1920s slang word describing a vehicle
18

ARRANGEMENT OF SUBWAY MOTORS AND
TRAILERS
Motors and trailers on ten-car trains were arranged so
that they could be cut to five-car midnight locals:
M-T-M-T-M-M-M-M-T-M
Motors and trailers on six-car locals were arranged so
that they could be cut to five-car non-rush hour locals,
as follows:
M-M-T-M-T-M

The
Bulletin

NEW YORK DIVISION BULLETIN - SEPTEMBER, 2011

New York Division, Electric Railroaders’ Association
Vol. 54, No. 9
The Bulletin
Published by the New
York Division, Electric
Railroaders’ Association,
Incorporated, PO Box
3001, New York, New
York 10008-3001.

For general inquiries,
contact us at nydiv@
erausa.org or by phone
at (212) 986-4482 (voice
mail available). The
Division’s website is
www.erausa.org/
nydiv.html.
Editorial Staff:
Editor-in-Chief:
Bernard Linder
News Editor:
Randy Glucksman
Contributing Editor:
Jeffrey Erlitz
Production Manager:
David Ross

©2011 New York
Division, Electric
Railro a d e rs’
Association,
Incorporated

In This Issue:
A History of the
A Train
(Continued)
...Page 2

September, 2011

IRT OPERATED FREQUENT, DEPENDABLE SERVICE
75 YEARS AGO
(Continued from August, 2011 issue)
When we were studying the July 1, 1924
IRT Subway rule book, we found that the titles of employees who dispatched trains
were not the same as the present-day titles.
They must have been changed to IND titles
after Unification. Following are excerpts from
this rule book.
TRAIN DESPATCHERS
(This is the British spelling)
53. They have charge of the yard and sidings at stations where trains are made up,
the movement of trains therein and of all
transportation employees at those points.
They are responsible for the expeditious and
correct dispatch and movement of trains
within the limits assigned them.
56. They must give the necessary directions for drilling and placing cars in proper
positions in the trains, and see that trains
leave on time.
58. They must not permit a train to start
with a Motorman, Conductor, or Guard who is
unfit for duty, or fail to report at once such
unfitness to the Superintendent or Train Master.
59. They must see that the yard is kept in
good order, that cars passing are properly
inspected, and those requiring repairs are
sent to the shop.
60. They must see that Train Clerks keep a
record of the number of each car arriving at
and departing from their stations, and that
daily reports of the same are made in accordance with instructions.
TRAIN CLERKS
64. They have charge of the train records,

noting on the train sheets the arrival and departure of trains; the car numbers, the names
of Conductors and Motormen, and shall ring
the terminal bell for trains to start.
65. They shall keep a record of cars due for
inspection and see that Despatchers are
properly advised so that cars may be properly retired from service for inspection.
TRAIN STARTERS
67. They will have charge of the crewing of
trains; must see that Conductors and Guards
are in proper condition, and at their posts
when train is ready to start, and in the absence of Train Clerks will ring the terminal
bell to start the trains.
68. They will keep a daily absentee record
of Conductors and Guards, and of employees filling the places of such absentees, and
must submit such record to the Train Despatcher daily.
69. Train Starters at intermediate points will
keep a record of the arrival and departure of
all trains on a special train sheet.
70. They will report at once to nearest terminal Despatcher and to other intermediate
Starters all unusual intervals with a view of
regulating the train movement and restoring
trains to their regular interval.

IRT CAR ASSIGNMENT
On most lines, IRT cars were not assigned
numerically, but were assigned by types. Following is the 1937 assignment after the cars
were converted to MUDC:
(Continued on page 18)
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A HISTORY OF THE A TRAIN
by George Chiasson
(Continued from August, 2011 Issue)
trains of the Lexington Avenue Line, and also required
some modification to the curve at the south end of the
Alabama Avenue station and its existing platform. Canarsie-bound trains continued to follow Broadway for a
short stretch through the construction zone (likely on
temporary structure) and utilized a separate platform
(again, likely temporary as construction progressed) at
what would become the site of the new Eastern Parkway/Broadway station before turning south to join the
pre-existing lead onto the structure above Van Sinderen
Avenue (opened October 16, 1918). In the other direction, trains from Canarsie continued to make two 90°
turns (a right then an immediate left) while transitioning
from the B, RB, & C alignment onto the el above
Snediker Avenue, as they had done since 1906. However, eastbound Fulton Street trains now passed overhead as they turned from Van Sinderen onto Pitkin Avenues and there was no longer a grade crossing with the
trains ramping up from the Canarsie Line. After stopping
at the Atlantic Avenue/Snediker Avenue platform, trains
from Canarsie then embarked onto another temporary
structure which passed over the construction zone
above Broadway and both tracks of the temporary
Broadway alignment, then turned west and ramped
down to merge with the temporary westbound Broadway track as it entered the interim station at Eastern
Parkway. Though now required to make two sharp jogs
and go slow through a pronounced downgrade to reach
the temporary alignment of the Broadway El, this replaced what had been a zigzag through the former site
of East New York Loop (left, right, left; all 90° turns) and
served as a prelude to even greater operational efficiency to come.
On December 28, 1918 westbound Fulton Street
trains were routed onto the new structure above Pitkin
Avenue between Snediker and Van Sinderen Avenues,
and also started passing through the new Atlantic Avenue station. From there they ramped downgrade to
curve back onto Fulton Street, ducked beneath the lead
from Broadway that was used by southbound trains to
Canarsie, and merged into the new 3-track structure
east of Rockaway Avenue. In turn the remaining original
Fulton Street El structure between Van Sinderen and
Snediker Avenues (including the existing lead into East
New York Yard) was removed, which forced Fulton
Street trains needing access to the yard (lay-ups and
put-ins) to deadhead all the way from Downtown Brooklyn to the Broadway Line via Lexington Avenue. On
January 7, 1919 a new yard lead was placed in service
which eventually replaced the old Fulton Street El struc-

Because the new Fulton Street structure from Van
Sinderen Avenue to Pennsylvania Avenue was installed
at a much higher gradient than the pre-existing structure above Pitkin Avenue, (in part to provide sufficient
vertical clearance for the inbound Canarsie line to pass
underneath) its now-sloping convergence with the existing steel along Snediker Avenue had to be reengineered. The wide variance in height this created
forced abandonment and removal of the station at Eastern Parkway, which was closed on November 17, 1918
(at which time its originating rush hour locals were dispatched from Manhattan Junction). On that date the
new stop at Hinsdale Street was opened (above Pitkin
Avenue, one block to the east and south), along with
the first part of the new structure above Pitkin Avenue,
which now received eastbound Fulton Street traffic via a
temporary connection off the existing el above Snediker
Avenue.
As part of the same project, the extension of new 3track structure for the Fulton Street El east of Rockaway
Avenue took shape through and around the existing
steelwork. The first piece of it was finally opened on
December 18, 1918 when all eastbound trains were
redirected away from the existing alignment through the
Manhattan Junction station and the older Snediker Avenue structure, and joined the Broadway-Canarsie Line
through the new Atlantic Avenue station above Van
Sinderen Avenue. From there they curved eastward
onto the new (high) structure over Pitkin Avenue and
into the Hinsdale Street station. Westbound Fulton
Street trains continued to utilize the original Snediker
Avenue and Fulton Street alignments, but with the eastbound service realigned, the station at Manhattan Junction (and formerly known as Manhattan Beach Crossing) was closed and removed. Originating/terminating
rush hour locals were thus extended to the new Atlantic
Avenue station and relayed on the tail tracks south of
the platform, while express trains to and from Lefferts
Avenue substituted Atlantic Avenue as a last stop before taking the express track (AM) or using it as their
first stop when resuming local service (PM). In addition
the former eastbound track on the Snediker Avenue
structure became a stub-ended siding for the interim.
Concurrent with this change, and to enable an entirely
new (and slightly lower) replacement structure to be
erected, the Broadway el was put on a temporary realignment along the south edge of East New York Yard
between the Chauncey Street and Alabama Avenue
stations, which included a temporary station (Eastern
Parkway) to replace the Manhattan Junction/Broadway
platform. This temporary alignment was shared with

(Continued on page 3)
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Express” (Franklin Avenue express to Lefferts) eliminated. By May of 1931 evening rush hour express service had been changed markedly, with all trains extended to Lefferts Avenue. Some ran express all the
way from Sands Street to Atlantic Avenue, while others
made all stops as far as Franklin Avenue before switching to the middle track (and making their next stop at
Atlantic Avenue). In addition, all PM rush hour locals
from Fulton Ferry were extended to Lefferts Avenue.
As it turned out, the period from about 1925 to 1931
was the nadir for the Fulton Street Elevated, after which
ridership began to dip measurably with the onset of Depression. In this vein, rush hour service was adjusted
on October 22, 1932 and several corresponding
changes made to the infrastructure. In the morning,
most local service originating at Lefferts Avenue ran to
Park Row, while some Lefferts trips and all trains originating at Grant Avenue terminated at Fulton Ferry or the
main (Brooklyn Bridge) station at Sands Street, where
the two middle tracks were reconfigured as a relay spur.
As a result Atlantic Avenue was no longer used as a
short-turn point from the Downtown Brooklyn end, but a
new local service was introduced between Lefferts and
Atlantic Avenues which fed patrons onto connecting
BMT subway trains at that location (to the BroadwayBrooklyn Local and 14th Street-Canarsie Lines). The
reverse was true for the PM rush, with slight modification: Fulton Street Locals ran from either Park Row or
Fulton Ferry to Grant or Lefferts Avenues, again with
additional “shortline” service between Atlantic and Lefferts. Also, PM express trains either ran non-stop from
Sands Street to Franklin Avenue, then all stops to Lefferts, or made all stops from Sands Street to Franklin
Avenue and used the express track to Atlantic Avenue.
The afternoon trips that had originated at the Sands
Street stub, made all stops to Franklin, and then ran
express to Atlantic Avenue were relocated into the middle relay tracks of the main station at the Brooklyn
Bridge. As part of this service modification the 1894built Sands Street stub was no longer in use and became a hand-throw-only siding as of January, 1934.
Finally, as overall BMT elevated services had dwindled
appreciably by this time period, the terminal at Park
Row was scaled back to approximately half of its size
(as rebuilt in 1895) in November, 1935, with another,
smaller platform added back in January, 1936.
In 1924, Mayor Mike Hylan and the new Board of
Transportation embarked on a public megaproject
known as the Independent Subway ("Independent of
the Wicked Interests" — so quoted), by which time BMT
was struggling to survive as a viable entity. Immediately
ahead of its transition, there were various attempts to
improve the riders’ lot despite a lack of available resources or political favor. In 1923 the first “C”-Type rolling stock was introduced on the Fulton Street El — the
earliest such cars to be rebuilt from conventional,

(Continued from page 2)

ture through Manhattan Junction, between Van
Sinderen and Snediker Avenues. Westbound Fulton
Street trains remained on a temporary structure between Hinsdale Street and (new) Atlantic Avenue
through most of the following year, and the old connection from Pitkin Avenue to the Snediker Avenue structure was also retained but not regularly used. Trains
were finally relocated to the permanent westbound track
(and associated flyover of the Canarsie Line) on November 9, 1919, at which time trains from Canarsie
were realigned to the former eastbound track on the
Snediker Avenue structure, which had been again reengineered to ease the sharp curves and pass under
the Fulton Street Line. They were then crossed over to
the existing westbound track south of the platform at
(the original) Atlantic Avenue and from there continued
onto the Broadway flyover and on their way to the Williamsburg Bridge. The balance of the original westbound alignment (south of the Atlantic Avenue crossover) remained connected to the Fulton Street Line
west of the Hinsdale Street station and could be used
by trains from Grant and Lefferts Avenues to allow access to East New York Yard, for a routing to Manhattan
via Broadway, or even a diversion to Downtown Brooklyn via Lexington Avenue.
Nevertheless, the rebuilding of East New York Junction also eliminated other previously available route alternatives from the Fulton Street Line, and combined
with the partial nature of its upgrading made it impossible to integrate the entire Fulton Street main line into
the renewed subway system as a whole. Ultimately, the
Fulton Street El gained a split personality that it was
never able to completely overcome. Traditional service was maintained from Park Row to Lefferts Avenue
as part of the BRT/BMT Elevated network, using
wooden el cars but operating in large part on fairly modern structures. In peak periods when express trains
were running, some service continued to terminate at
Grant Avenue as previous, while some was also
shortlined at the new Atlantic Avenue station. And
though the extension to Lefferts Avenue was built to
subway standards and included 3 tracks, the middle
iron was never utilized for anything but layups. Use of
the Fulton Street Elevated as the main gateway between the Brooklyn Bridge and BRT’s Brighton Line
came to an end when it was converted to a subway
route north of Prospect Park on August 1, 1920, and the
“Franklin Shuttle” instituted in its place which did not
travel onto the el at all. In the mid-1920s (ca. 1925),
some morning rush hour locals began their runs at
Grant Avenue instead of Atlantic Avenue, while additional PM express trains were being operated from the
Sands Street stub to Lefferts Avenue (express Franklin
to Atlantic Avenues), and the so-called “Franklin-Fulton

(Continued on page 4)
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from Park Row and some from Sands Street were again
made express from Sands Street to Atlantic Avenue, but
with one additional stop at Franklin Avenue. As previous, the other express trains from Sands Street made
all stops to Franklin Avenue and then took the middle
track to Atlantic. 14th Street-Fulton service was slightly
expanded on October 4, by which time the platforms
had been sufficiently extended at Pennsylvania and Van
Siclen Avenues, Linwood Street, Montauk Avenue,
Chestnut Street, Crescent Street, and Grant Avenue to
enable trains of Multi-Section cars to stop at these stations. Starting on November 20, 1937 all Saturday express service was routed to and from Park Row, being
contained between Atlantic and Franklin Avenues toward Manhattan in the morning and toward Queens in
the midday, as was then customary in a time of 5½-day
workweeks. Saturday morning local service originating
from Grant Avenue was discontinued on September 3,
1938, though some outbound trips were turned back at
that location to layup as rush hour concluded.

(Continued from page 3)

wooden, open-vestibule equipment in an attempt to
start modernization of the pre-existing BRT “Elevated”
system. Of significance was their 10-foot width at the
threshold, which enabled them to finally take advantage
of the Dual Contracts-standard loading gauge on the
upgraded portions of the Fulton Street Line and the Lefferts extension, but also forced platforms on the rest of
the line to be shaved back accordingly, Sands Street
and Park Row included. The coming competition of IND
brought an even greater urgency, if ultimately futile, for
BMT to come up with a lightweight equipment design
which could be engineered to operate on both the
gilded el structures as inherited from BRT and the Dual
Contracts subway network. By 1934 this effort had
yielded two custom-built prototype trains (the Zephyr
and the Green Hornet, so called) — multiple section
articulated rapid transit vehicles which were ultimately
assigned to serve the Fulton Street El from Manhattan
to Lefferts Avenue. In 1936 a small fleet of similar capability was delivered, simply known as the Multi-Section
car. As it turned out the negotiations for city takeover
were already irretrievably underway, so the point was
moot. Nevertheless, Multi-Section equipment did enable
the inauguration of an entirely new, limited service
which combined the Dual Contracts' 14th Street-Eastern
route from Eighth Avenue in Manhattan with the outer
end of the Fulton Street Line (that from Atlantic Avenue
to Lefferts) on September 23 of that year. Coined as
route "#17" (but not shown on signage as such), this
was the only time that both types of right-of-way were
able to be successfully integrated into one single service. However, because two of the Multi-Section cars
coupled together (at 379 feet) was longer than the preexisting platforms between Pennsylvania and Grant
Avenues (at about 300 feet, or slightly more than the
length of two 3-section “C”-Types), 14th Street-Fulton
trains initially had to skip these stops. In addition, they
ran express on the 14th Street-Eastern Line between
Myrtle Avenue and Lorimer Street, all being strictly oneway trips to Manhattan in the AM and from Manhattan in
the PM. Altogether, this service was intended to relieve
some of the pedestrian crush that then existed at the
Atlantic Avenue transfer point as Midtown Manhattan
grew in importance as a destination. Outside of rush
hours, the Multi-Sections were largely confined to the
present L route (then the "16") from Eighth Avenue to
Canarsie and released some of the Standards for redeployment elsewhere on the equipment-strapped BMT.
Finally, there were still a handful of trains being
shortlined between Lefferts and Atlantic Avenues at the
“edges” of rush hour.
By September of 1937, some morning rush hour express trains were again starting at Grant Avenue instead of Lefferts, while in the PM rush all express trains

THE FULTON STREET EL UNDER CITY
STEWARDSHIP (1940-1956)
As planned, the Independent city-conceived rapid
transit system overrode concerns about BMT's inherent
incompatibilities and many issues surrounding the Manhattan els and IRT as well. A multiplicity of routes were
proposed, discussed, modified, and (perhaps) discarded or held over for actual construction. By 1927 a
Manhattan trunk line was well underway, originating at
Inwood (207th Street) and traversing the length of Manhattan's West Side. By nature, this line penetrated a
small bit of new territory at its upper end, but was in
direct competition with the IRT Ninth Avenue El for
much of its length. This was a recurring theme on two
additional IND routes that began to take shape in the
late 1920s — the Concourse Line in the Bronx (which
closely paralleled IRT's existing Jerome Avenue Line)
and a new subway from Downtown Brooklyn (outlet
from tunnels beneath the East River) to Queens via the
same Fulton Street corridor as BMT's elevated line.
Geographically combining the formerly disparate territories of IRT and BMT in this manner was the consummate role played by the Independent Subway as it
came to be; forging solely into new areas of service
where there was none became (unfortunately) more of
a side feature.
At any rate, construction of IND’s Fulton Street Subway raged on through the early and mid-1930s, mainly
right beneath the rumbling elevated. There were many
proposals, yet lingering uncertainties, as to its ultimate
destination, but come April of 1936, A service was extended to an interim underground terminal at the Rockaway Avenue local station. As previously noted, the
BMT Fulton Street El and IND Fulton Street Subway
thus duplicated each other over the next four years,
(Continued on page 5)
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Street El. This trend accelerated when IND was extended all the way to Euclid Avenue in November, 1948,
at which time there suddenly appeared a multiplicity of
station locations along the Pitkin Avenue portion of both
the ex-BMT el and the IND subway. The one-seat ride
to and from Manhattan that A offered was definitely a
determining factor, and persuaded most passengers
who had a choice to head downstairs to IND. From a
strictly geographic point of view, the only location that
had both elevated and subway stations (completely unconnected) for the next 7½ years was Van Siclen Avenue, but the next IND station at Shepherd Avenue was
situated almost directly midway between elevated stops
at Linwood Street and Montauk Avenue, while the subway terminal at Euclid Avenue was just two short blocks
east of the existing stop at Chestnut Street, and both
offered downstairs access instead of a climb. Indeed, it
was possible for a wily patron to walk down when both
entering the system (via the Fulton Street Subway) and
then leaving later on (via the Fulton Street El).
By the time that rush hour IND Fulton Street Express
trains were initiated as far as Broadway-East New York
in October, 1949, the trend of ridership redistribution in
favor of the subway was already well established. This
situation was boosted even more as time progressed,
with Fulton Street El and Fulton-Lexington patronage
declining rapidly in a corresponding manner. Just a year
later the Lexington Avenue El was closed on October
13, 1950, and the Fulton Street El relegated to a fulltime shuttle, supplemented only by continuing 14th
Street-Fulton service in rush hours. Finally, as another
part of the overall decline in fortunes being suffered by
the Fulton Street El, the importance of Rockaway Avenue as a transfer point to the IND subway had been
largely subsumed by the early 1950s. Effective June 26,
1952 all Fulton Street shuttle trains were rerouted to the
existing station at Eastern Parkway on the BroadwayBrooklyn Line at night and on weekends, making their
relay immediately west of the station. At such times all
services (IND Fulton Street Subway, BMT BroadwayJamaica, BMT 14th Street-Canarsie, and BMT Fulton
Street Shuttle) were thus tied together at the new
Broadway Junction interchange point in a manner distantly resembling that prior to the Dual Contracts.
On June 15, 1953 the New York City Transit Authority
assumed all operation of the system and immediately
pursued the extension of service over the former Long
Island Rail Road line to the Rockaway peninsula. The
outer end of the Fulton Street El was incorporated into
this scheme over the following three years and its end
finally came on April 27, 1956, at which time the rest of
the original, pre-1915 line west of the 80th StreetHudson Street station and its portions attendant to the
Broadway Junction-East New York complex were
closed. The “old” wooden “C” cars were summarily retired after 30-plus years of service, while the Multi-

(Continued from page 4)

both charging 5 cents to enter but without free transfer
between them. When the City of New York assumed
control of the former BMT system on June 1, 1940 the
Fulton Street Elevated was completely abandoned
from the Brooklyn Bridge (a point east of the Sands
Street station) to Rockaway Avenue. An island platform
was created in what had been the express track at
Rockaway Avenue to form a new terminal, and the former BMT el trains that had continuously plied some 9½
miles between Ozone Park and Lower Manhattan for 25
years (including the original eight miles between Grant
Avenue and the Brooklyn Bridge) were bob-tailed to
operate as a shuttle (with free transfer) from Rockaway
Avenue to Lefferts Avenue, with a handful of morning
rush hour trains still originating at Grant Avenue. Most
likely in response to some political sensitivities, a
“Fulton-Lexington” alternative route was established
from Lefferts Avenue to Park Row during rush hours
including early Saturday morning, Grant Avenue to Park
Row otherwise (midday and Saturday late morning
through afternoon). In a first, Brooklyn-bound FultonLexington trains used the “back door” connection between the Hinsdale Street station and the senior structure above Snediker Avenue. Such trains stopped at the
easterly platform of Atlantic Avenue, where they merged
with train traffic from Canarsie then took the flyover to
reach the Broadway-Brooklyn El, while those from Canarsie assumed the ramp to Broadway Junction and the
14th Street (now L) Line. In the opposite direction they
used the Broadway-Canarsie connector immediately
east of the (Broadway) station at Eastern Parkway and
then followed the Fulton Street Line starting at the Van
Sinderen side of Atlantic Avenue. Otherwise, the popular 14th Street-Fulton route continued to operate as before and gave riders at the extreme eastern end of the
Fulton Street route some semblance of a complete
menu of services, but in time these choices would degenerate.
On March 5, 1944 the remaining service to Park Row,
Manhattan (by this time consisting only of the Myrtle
and Lexington Avenue Lines) was discontinued and all
trains curtailed at the former Bridge Street way station,
which was reconfigured as the Bridge-Jay Street terminal. The extension of IND service to Broadway-East
New York in December, 1946 brought about a direct link
between several lines, enabling passengers using the
14th Street-Canarsie and Broadway-Jamaica Lines to
freely transfer to and from A via a long bank of escalators which reached the Fulton Street Subway and (by
extension) the Sixth and Eighth Avenue Subways. This
was the first such interchange to again be available
since the December, 1918 closure of old Manhattan
Junction, and began to swing the balance of patronage
(and usefulness) away from what was left of the Fulton

(Continued on page 6)
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elevators and overhead passage were put in place, and
this last, long-forgotten fragment of the Fulton Street El
was at last being taken down in March, 1998.
As with the Ninth Avenue El, the passage of decades
has dimmed New York’s collective memory of the old
Fulton Street El, but unlike the Ninth Avenue Line in
Manhattan, many of the buildings that were so familiar
to its long-departed riders survive in 2011. Unfortunately, the replacement A is underground of the former
elevated route all the way through Brooklyn, so such
potential links to the past go unnoticed. The stations
along Fulton Street carry their fair share of the presentday ridership on A, but the split service pattern that has
been its hallmark since 1956 (some trains to Lefferts
Boulevard, others to the Rockaways), along with a
gradual decline of the surrounding area has tended to
inhibit patronage on the once-proud extension to Ozone
Park, and we can only hope for some improvement in
the future. Fair fortunes or foul, MTA New York City
Transit’s A trains continue to roll above and below Fulton Street some 70 years after the elevated was closed,
and so they should far into the future.

(Continued from page 5)

Section subway cars, which actually made their final
14th Street-Fulton trips on April 26, were retained for
service to Canarsie (later Myrtle-Chambers), and eventually retired in the early 1960s. The Fulton Street elevated structure was soon demolished from the new subway ramp (a point just short of 76th Street) to Rockaway
Avenue, as were various segments of the Broadway
Junction complex, which remain so to the present.
There was, however, one piece left behind for a much
longer time. When the mainline from the Brooklyn
Bridge to Rockaway Avenue was discontinued in 1940,
one long structural "bent" was retained above the intersection of Fulton Street and Franklin Avenue, along with
some of the fare collection facilities, to provide access
to the remaining Franklin Shuttle. For many decades it
was customary to obtain a transfer ticket for free movement between the shuttle and the IND subway station (in addition to surmounting a lot of stairs to and
from the "ghost" elevated station). When the Franklin
Shuttle was reconstructed between January, 1998 and
October, 1999, the present surface level head house,

(Continued on page 7)

NEW YORK CITY SUBWAY CAR UPDATE
by George Chiasson
would not be used to replace any existing equipment
but rather force the reassignment of R-62As from 7 to
other Subdivision “A” routes.
As of early July, 2011, Corona-assigned single unit R62As 2009 and 2013 were being used on the 239th
Street Refuse Train that serves the Subdivision “A”
Main Lines. Sister units 2019 and 2057 were being
used on “7-Ash,” based at Corona, which serves the
Flushing and Astoria Lines along with the (Subdivision
“B”) Broadway Line.
Subdivision “B” Events
As of July 15, 2011 there remained 222 Phase I R-32s
assigned to 207th Street (C, sometimes A) and 50
Morrison-Knudsen-overhauled R-42s at East New York
(J/Z). A final long-term SMS is now projected for the
active Phase I R-32 fleet, to be performed through
2012, while six Morrison-Knudsen-overhauled R-42s
(4792/3, 4804/5, and 4820/1) were moved to Coney
Island for (air conditioning) repair work as of February
21, 2011, with all but the last pair returned to revenue
service on May 13. This would seem to indicate that the
surviving Phase I R-32s and Morrison-Knudsenoverhauled R-42s are expected to remain in service for
some time to come.
Open-ended R-46 “A-B” set 6206/7, which is the only
permanently-joined couplet of its kind in the entire fleet,

Subdivision “A” Events
R-142 units 6511-5 from 2 and 6791-5 from 5 were
transferred to 4 on November 8, 2010.
Maintenance responsibility for the 20 single-unit R62As assigned to S/42nd Street Shuttle (1927-33, 19357, 1940, 1941, 1945, 1946, 1950-3, 1955, 1956) was
similarly transferred from Jerome Shop in the Bronx
(home of 4) back to Livonia Shop in Brooklyn, which
covers equipment for 3, on November 8, 2010.
The use of one rotating 10-car R-62A train on 1 that
was otherwise assigned to Corona Shop (as begun on
August 19, 2010) was discontinued on or about April 8,
2011.
R-142A unit 7211-5 was forwarded from 207th Street
Shop to Kawasaki Railcar’s plant in Yonkers by flatbed
truck during the week of June 27-July 1, one car per
evening. These join 7216-20 for “pilot” conversion to 10
CBTC-equipped cars under Contract R-188. All 10 will
be joined by one new car to create one of three complete 11-car CBTC-equipped pilot consists for testing on
7. A total of 33 cars will be created in the prototype
phase of the R-188 project (10 converted from R-142As
for delivery at the end of 2011 [or so], 23 new for delivery in late 2012). Though presently unfunded, if the full
R-188 contract were exercised it would yield a grand
total of 506 cars overall, or 46 11-car trains, for exclusive use on 7. Again, if exercised the R-188 order

(Continued on page 16)
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Rockaway Avenue station, Fulton Street El, March 1, 1956.
Bernard Linder photograph

Rockaway Avenue station looking east, March 1, 1956.
Bernard Linder photograph

Atlantic Avenue station, Fulton Street El, March 26, 1956.
Bernard Linder photograph

Looking south toward Atlantic Avenue station, April, 1956.
Bernard Linder collection

Pennsylvania Avenue station, Fulton Street El, March 26, 1956.
Bernard Linder photograph

Pennsylvania Avenue station looking east, April 25, 1956.
Bernard Linder photograph
(Continued on page 8)
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Van Siclen Avenue station, Fulton Street El, looking east, March 1,
1956.
Bernard Linder photograph

Southbound train approaching Montauk Avenue station, Fulton
Street El, March 5, 1956.
Bernard Linder photograph

Looking east from Chestnut Street station, Fulton Street El, March
1, 1956.
Bernard Linder photograph

Fulton Street El at Euclid and Pitkin Avenues looking north, March
5, 1956.
Bernard Linder photograph

Fulton Street El at Euclid and Liberty Avenues looking east, March
5, 1956.
Bernard Linder photograph

Crescent Street station, Fulton Street El, looking west, March 26,
1956.
Bernard Linder photograph
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by Randy Glucksman

days. Please see the August Bulletin for details.
Since November 23, 2010, visitors to Grand Central
Terminal have been able to take a self-guided tour either by renting an audio device or by purchasing an
iPhone app or an MP3 player download (March Bulletin). Metro-North reports that through mid-May, close to
6,000 tours and 200 iPhone apps have been sold. April
was the busiest month, with 1,060 tours taken. All of this
has added about $4,000 per month in non-passenger
revenue to the bottom line.
MTA METRO-NORTH RAILROAD (EAST)
Without a doubt, the hottest days of the summer of
2011 took place during the week of July 18-23, with
many new record temperatures being set. (In Newark it
was 108 degrees.) New Haven Line riders were subjected to delayed trains of up to 60 minutes, along with
some suspensions of service from Friday evening, July
22 through the following afternoon due to sagging catenary in several locations between South Norwalk and
New Haven. Passengers aboard one of three stalled
trains were stuck for over an hour without airconditioning. Overloaded power systems also caused
transformers and substations to shut down. As a result,
trains were either blocked in or were disabled, causing
significant delays on the entire line.
Around midnight July 25, a work train derailed west of
Bridgeport. Although emergency crews responded immediately, due to the extent of damage and the location,
the train could not be re-railed in time for the AM peak
commute. Of the four tracks in this area, two (between
Southport and Bridgeport) have been out of service
continuously for the catenary and bridge replacement
project. With one track in service in this area, a bottleneck caused delays and required combining five trains,
which in turn caused some crowded conditions. Eastbound passengers travelling between Stamford and
New Haven were bused from Fairfield to Bridgeport.
The train was re-railed by 10 AM, and service was reported as operating on schedule at noon. On June 24,
2011, a freight train derailed at the same location
(August Bulletin) and ironically, on June 24, 2010, a
derailment occurred in Stamford Yard (August and September, 2010 Bulletins).
While NJ Transit and LIRR commuters were dealing
with delays caused by an Amtrak train derailment in
Sunnyside Yard on August 10 (please see below), New
Haven Line riders were experiencing delays of 10-15
minutes traveling eastbound and up to 30 minutes traveling westbound due to wire damage near Fairfield. Service was reported as operating on or close to schedule
at 7:19 PM.

METROPOLITAN TRANSPORTATION AUTHORITY
Charging $1 for a new MetroCard was approved as
part of the December 30, 2010 fare increases
(November, 2010 Bulletin), but it was deferred until a
“future date.” It appears that that “future date” has arrived, and per the July 27 Board meeting, will likely go
into effect early next year. The delay is due to problems
that have cropped up with the reprogramming of the
system. MTA reports that it costs $20 million a year to
print and clean up the cards and the $1 charge will help
to offset this cost. MTA promises that there will be no
surcharge for riders who follow the usual instructions of
replacing the card by mail. Unlimited monthly cards,
which presently cannot be refilled, would be reconfigured in the future to allow for re-use.
With some store leases in Grand Central Terminal expiring, there will be a turnover. Gone will be the Metrazur restaurant on the east balcony, to be replaced by an
Apple store. Metrazur was paying $267,000 annually,
and Apple’s rent will be $1.1 million. Apple paid Metrazur $5 million to break its lease and anticipates that this
store will open for the holidays. Shake Shack replaces
Zocalo in the lower level food court.
Building the East Side Access Project required the use
of tunnel-boring machines. In an effort to save time and
money, the contractor has opted to leave one of these
machines buried 14 stories below Park Avenue. According to The New York Times (July 24) “a recent visit to
the cutter’s future crypt revealed a machine that evokes
an alien life form that crashed to earth a millennia ago.
Its steel gears, bolts and pistons, already oxidizing, appeared lifeless and fatigued. A wormlike fan, its exhaust
pipe disappearing into the cutter’s maw, was still spinning, its drone not unlike a slumbering creature’s
breath.” Having completed its work, the 22-foot tall, 200ton machine was encased in concrete during the last
week of July.
In the wake of Chairman Jay Walder’s announcement
of his resignation effective October 21, on August 9
Governor Cuomo created an MTA Search Advisory
Committee to recommend his replacement. Among
those selected are former MTA Chairman Richard
Ravitch, Gene Russianoff (Straphangers Campaign),
Robert Yaro (Regional Plan Association), Mortimer L.
Downey (a former MTA Executive Director), Fernando
Ferrer (former Bronx Borough President and current
MTA Board member), Bill Rudin (real estate developer)
and Beverly Dolinsky (former Executive Director of the
Permanent Citizens Advisory Committee to the MTA).
Governor Cuomo signed the bill prohibiting smoking at
Long Island Rail Road and Metro-North outside platforms on August 15. The law becomes effective in 90

(Continued on page 10)
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MTA METRO-NORTH RAILROAD (W EST)
A new timetable was issued for the Port Jervis and
Pascack Valley Lines effective August 14. There were
minor time changes to some midday trains. This was
the first timetable issued since implementation of the
Quiet Car Program on June 1, and notes concerning
use of cell phones and other audio devices aboard the
designated cars (AM inbound and PM outbound) have
been included. For Labor Day, September 5, and all
other Monday holidays, there will be additional service
with Train #88, which departs from Port Jervis at 4:07
PM, making all stops to Suffern, then operates via express to Secaucus and Hoboken (6:25 PM). Previously,
there was a nearly 2½-hour gap between 3:10 and 5:27
PM.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
On July 19, Connecticut Governor Dannel P. Malloy
announced that 25 additional M-8s will be purchased.
This time, they would be single cars, rather than married pairs. The single cars will cost about $3.325 million
each, for a total of about $93 million. Connecticut’s
(65%) share will be $60.5 million and New York’s (35%)
will be $32.6 million. Thanks to Westportnow.com for
this report.
I later learned that these M-8s are to be unpowered
and will replace M-4s (1987) and M-6s (1994-5).
Fare increase hearings for all rail and bus services
were held at six locations in Connecticut during the
week of August 22. On the rail side this would affect
stations between Greenwich and New Haven, the three
branches, plus Shore Line East. Connecticut’s fares
have remained unchanged since March 1, 2005, while
Metro-North (East) riders saw increases in March, 2008
and December, 2010. While no tables of proposed fares
had been published as this column was being completed, CDOT has indicated the proposed hike at about
16.4%, followed by an additional 1% increase each
January 1 through 2018. The initial hike would take
place on or after November 1 of this year. Shore Line
East would lose its weekend service. Bus fares would
rise by 10% along with some service cuts. No mention
was made of the 1.25% fare increase for the purchase
of the M-8s. The first one was to take effect on January
1, 2010, but was deferred since none of the cars were
in service.
M-8s 9138-9, the first cars produced in Kawasaki’s
Lincoln, Nebraska facility, departed for the metropolitan
area on August 11. Subchat.com reported that they
were part of a Union Pacific train. All other cars delivered so far were produced in Japan and transported to
the United States by ship.
MTA LONG ISLAND RAIL ROAD
The use of a “City Ticket” for Citi Field was approved
10

by the MTA Board at the July 27 meeting and went into
effect over the weekend of August 6-7. Interestingly,
since being introduced in January, 2004, riders destined
to Shea Stadium, and now Citi Field, have been excluded from the program. Metro-North riders have been
able to use City Tickets at the Yankees-E. 153rd St. station since it opened.
A mixed group of special timetables were issued for
track work in Mineola that took place each weekend in
August. There were folders for the Port Washington and
Oyster Bay Branches and the City Terminal Zone, while
the Ronkonkoma, Far Rockaway, Babylon, and Montauk Branches received timetable cards. New running
rail was installed and repairs were made to the Willis
Avenue grade crossing. While this work was in progress
on August 14, the metropolitan area received torrential
rains that caused brief suspensions of service on the
Far Rockaway and Long Beach Branches. Nearby Lido
Beach recorded 10.2 inches of rain by nightfall and
more the following day. JFK Airport set a one day record
for New York City when it reported 7.72 inches.
Due to the derailment of a NJ Transit train in Sunnyside Yard on August 11 (please see below) five Babylon
and four Port Washington PM peak trains were canceled.
New timetables will go into effect on September 12 for
maintenance and construction activities, plus some service adjustments. On the Main Line, middays, singletracking will occur between Carle Place and Hicksville,
affecting Port Jefferson and Ronkonkoma Branch trains.
There is also single-tracking on the Montauk Branch
between Babylon and Sayville for mechanized tie replacement and right-of-way cleanup. Bus service will be
provided. On weekends, Ronkonkoma Branch trains will
be single-tracked between Deer Park and Brentwood
due to grade crossing renewal at the 2nd and 4th Street
crossings in Brentwood. On the Long Beach Branch,
single-tracking will be in effect between Valley Stream
and Island Park to enable grade crossing work at Long
Beach Road and Atlantic Avenue.
Member Bob Kingman, while passing by Kenwood
Yard during the afternoon of July 24, spotted LIRR M-7
7766, atop a flatcar, on its way home. He originally saw
this car (and friends) going north in May, 2009.
NJ TRANSIT
Commuters faced another commuting nightmare on
August 9, when the last two of ten cars of Train #3823
(7:53 AM to Trenton) derailed in “A” Interlocking, as it
departed from New York Penn Station. There were 300
passengers on board, who were evacuated. Immediately, Midtown Direct trains were routed to Hoboken,
and cross-honoring was put into effect on PATH and NJ
Transit/private bus carriers. Delays of up to 90 minutes
were reported on the Northeast Corridor and North Jersey Coast Lines and numerous trains were canceled.
(Continued on page 11)
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Shortly before 2 PM, it was announced that limited NEC
and NJCL trains would operate from New York Penn
during the evening commute, and those trains would be
subject to 60-90-minute delays. Some trains were to be
canceled/combined. With Midtown Direct service continuing to operate to Hoboken, passengers were advised that there could be 15-20-minute delays due to
congestion. Later in the evening, some trains were canceled out of New York Penn and began their runs in
Newark. Passengers were directed to use PATH. Amtrak Keystone service was suspended between Philadelphia and New York, with passengers being accommodated on Regional trains.
Service in and out of Hoboken was reported at 7:56
PM as operating on or close to schedule and at 11:16
PM for the Northeast Corridor and North Jersey Coast
Lines. However, between 12:45 and 3 AM, service was
suspended to/from New York Penn to enable the removal of equipment from the tracks. An advisory sent
out at 4:49 AM reported an expectation of normal service for August 10, but that did not last long. Starting at
6:17 AM, due to single-tracking the delays were reported as 20-30 minutes. That quickly changed to 30-60
minutes and before 7 AM, Midtown Direct trains were
again routed to Hoboken, and the same cross-honoring
as the previous day, went into effect. At 9:50 AM, Midtown Direct trains were returned to New York Penn, and
by 10:30 AM, delays in/out of New York were 10-15
minutes. Service was reported as operating on or close
to schedule at 1 PM.
At 4:19 PM the following day, due to a derailment in
Sunnyside Yard involving an Amtrak train, alerts were
sent out advising that Northeast Corridor, North Jersey
Coast Line, and Midtown Direct trains could experience
20-30-minute delays out of New York. There was also
the possibility that some trains would be canceled or
combined. Service was reported as operating on or
close to normal shortly after 7 PM. LIRR canceled Train
#452, the 5:26 PM to Port Washington.
Effective August 15, Train #2303 departs from Hoboken four minutes earlier, at 2:08 PM. A new timetable
was not issued. However, new timetables were issued
for the Main/Bergen, Montclair-Boonton, Morris & Essex, and Pascack Valley Lines effective August 14. A
“Q” has been added below the train number to denote
that there is a “quiet car” on the train. Getaway service
was to operate on Friday, September 2 (pre-Labor Day
Weekend). As can be seen below, three lines had time
changes to permit midday track work.
MAIN/BERGEN: Kingsland Station, affecting five trains
MONTCLAIR-BOONTON: Bay Street and Montclair State
University
MORRIS & ESSEX: Morristown to Dover – some Gladstone train times revised to maintain connecting service
11

at Summit
PASCACK VALLEY: Minor time changes for some midday
connections at Secaucus Junction.
An article in the pressofAtlanticCity.com reported that
upon completion of the Pennsauken Transit Center project, the Atlantic City Line could see a 20% increase in
ridership, or as many as 130,000 new travelers. Susan
Ney Thompson, Interim Executive Director of the Casino Reinvestment Development Authority, which oversees the resort's Tourism District, said, "We think the
rail connection to Atlantic City is a very positive development. We see it having a positive impact on both
tourism and work force opportunities." One rider spoke
of his trip home, which starts on the Atlantic City Line,
then requires a change to PATCO at Lindenwold, another change to the RiverLine in Camden, and finally a
change to the Northeast Corridor Line at Trenton.
From recent photos sent by member Bob Vogel, it appears that the platform at the Pennsauken RiverLine
Station is essentially complete. The contract for Phase II
that will build the platforms for the Atlantic City Line station was awarded at the July 13 Board meeting. This
work is to be completed in late 2012 and open for service in early 2013.
The football lockout ended after 4½ months on July
25. At publication time, there was no further information
on NJ Transit’s web site other than the statement that
Meadowlands rail service will operate for all Giants and
Jets home games. Metro-North had also not yet issued
any details on its joint service with NJ Transit.
PORT AUTHORITY TRANS-HUDSON CORPORATION
During early August, as the NJ Transit train that I was
aboard passed South Street Yard, the trainsets were
mostly PA-5s. However, mixed in were two solid trains
of PA-4s. Could this mean that all of the PA-1 to PA-3s
have left the property?
PORT AUTHORITY OF NEW YORK & NEW JERSEY
You could have heard the outrage – raise the peak
hour tolls on the George Washington Bridge and the
Lincoln and Holland Tunnels by $4, to $12 (for E-ZPass
users) and to $16 (50%) for those who pay cash? Tolls
on the three crossings (Bayonne, Goethals and Outerbridge) to Staten Island would rise by $7, to $15. This
year, PATH fares would increase from $1.75 per trip to
$2.75. The fare for 10-, 20-, and 40-trip SmartLink cards
would rise from $1.30 per trip to $2.10, one-day passes
from $6 to $8.25, and 7-day passes from $18 to
$29. 30-day passes would increase from $54 to
$89. Senior fares would remain $1. Although both Governors Cuomo (New York) and Christie (New Jersey)
claimed that these reports were news to them, reporters
told a different story. The Port Authority (PA) had been
planning a $2 toll increase for several months, citing
reduced toll collections due to the economy and the
increased costs for security and building the World
Trade Center as reasons for the need for additional
(Continued on page 12)
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revenues. Nine public hearings were held on August 16.
On August 15, Glenn Thompson, the New Jersey reporter for WNBC-TV, reported the difficulty that he had
in locating the sites where some of these hearings were
to take place. And even using a GPS, it was unclear
where the precise location actually was. On August 18,
Governors Cuomo and Christie jointly announced the
following increases: tolls up by $1.50 in 2011 and 75
cents each December from 2012-5 (cash tolls up by $2
on top of this); PATH fares up 25 cents a year for 4
years.
After Governor Christie canceled the ARC Tunnel Project last year, he was able to get PA to redistribute its
$1.8 billion contribution to fund road and highway repairs in his state. The New York Times reported that
some New Jersey politicians said that these increases
were a way for Mr. Christie, who has sworn off tax increases, to squeeze revenue from the commuting public. John S. Wisniewski, Democratic Chairman of the
State Assembly’s Transportation Committee, said, “If
you say that you’re not going to raise taxes on anybody
to fund transportation, it’s disingenuous to take money
from the Port Authority and have them raise tolls, and
act as if you’re not responsible. The toll increase is
Chris Christie’s toll increase.”
Then, at an August 9 press conference, Governor
Cuomo stated that PA’s proposal was a nonstarter.
Later that evening, WCBS-880 reported that all of the
talk of doubling tolls, etc. was merely a ruse to give the
two Governors cover over what the plan really is: a $2
increase during peak hours and a 50-cent PATH fare
increase.
METROPOLITAN AREA
The Liberty Historic Railway, Incorporated, a state historical rail advocacy group, has released its study that
shows the feasibility of a streetcar serving the 1,200acre park, linked to the Hudson-Bergen Light Rail Liberty State Park station, and also to its large park-andride lot. The streetcar would also serve, and perhaps
utilize, the ex-Central Railroad of New Jersey terminal
within Liberty State Park, a preserved historic structure.
Its web site, www.lhry.org/index.shtml, provides additional information. On June 22, the North Jersey Transportation Planning Authority approved three studies,
including one using a heritage streetcar loop that would
serve Liberty State Park.
AMTRAK
Amtrak has released a free iPhone app, which permits
passengers to plan trips, purchase tickets, check schedules and train status, and view station information.
MISCELLANEOUS
Member Raymond Berger prepared this table, which
compares light rail/streetcar, rapid transit, trolley coach,

LOCATION
Albuquerque
Atlanta
Austin
Baltimore
Boston
Buffalo
Charlotte
Chicago
Cleveland
Dallas
Dayton
Denton
Denver
Houston
Los Angeles
Memphis
Miami
Minneapolis
Nashville
New Haven
Newark
No. New Jersey
So. New Jersey
New Orleans
New York City
Norfolk
Oceanside
Philadelphia
Phoenix
Pittsburgh
Portland
Sacramento
St. Louis
Salt Lake City
San Diego
San Francisco
San Jose
Seattle
Washington,
D.C.
Total

12

LIGHT RAIL/
STREETCAR

RAPID
TRANSIT

TROLLEY COMMUTER
COACH
RAIL
✓

✓
✓
✓
✓
✓
✓
✓
✓

✓
✓

✓

✓
✓

✓
✓

✓
✓
✓

✓
✓
✓
✓
✓

✓

✓

✓

✓
✓
✓
✓

✓

✓

✓

✓
✓

✓

✓

✓

✓
✓
✓
✓
✓
✓
✓
✓
✓
✓
✓
✓
✓
✓

30

✓

✓

✓

✓
✓

✓

✓

✓
13

✓

✓
✓
✓
✓
✓

5

✓
21

✓

OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
Facing an $8 billion debt, MBTA is considering a fare
(Continued on page 13)
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increase. Fares have remained unchanged since January 1, 2007.
A solar power company that would like to install solar
panels atop the Boston Engine Terminal’s nearly 8-acre
roof has approached MBTA, Massachusetts’ largest
consumer of electricity. Similar installations are proposed for its Readville Yard and Billerica facilities.
On July 26, MBTA reported that 14,000 votes were
cast to determine the new color scheme for the 20 locomotives that are being purchased from MPI and are due
to begin arriving at the end of 2012. Half who voted
chose scheme #3 that adds black to the traditional silver, purple, and yellow. A large “T” will appear on each
side, with a smaller version on the engine’s front.
Governor Deval Patrick named MBTA General Manager Richard Davey, who has served since March,
2010, Secretary of Transportation on August 4. He replaces Jeff Mullan, who is returning to the Boston law
firm where he is a partner.
According to a report issued on August 1, the Green
Line extension to Medford is delayed again, and Fairmount upgrades are moving along, but the Red Line/
Blue Line Connector may never happen. The Green
Line extension is one of the public transit projects required under the amended State Implementation Plan
that are required to be built by the Commonwealth as
air quality mitigation measures for the Central Artery/
Third Harbor Tunnel. The projections for the Green Line
Extension project have been refined. Under the revised
timeframe, passenger service would begin no earlier
than the fall of 2018 and no later than the summer of
2020. The schedule is contingent on MBTA taking full
ownership of property required for construction. With
the Red/Blue Line Connector, the problem is escalating
costs and the inability to identify funding sources. The
complete report can be found at www.eot.state.ma.us/
downloads/sip/SIP_AnnualRpt2011.pdf Thanks to member Todd Glickman for these reports.
PHILADELPHIA, PENNSYLVANIA
The Philadelphia Chapter of NRHS announced that
the “Farewell to the Faithful Silverliners” would take
place on Sunday, September 25. For details, please
contact the chapter at www.trainweb.org/phillynrhs/ or
via mail at P.O. Box 7302, Philadelphia PA 19101-7302.
The fare is $50.
Member Alfred Gaus, Jr. sent a June, 2011 Silverliner
V Progress Report. During June, six additional cars entered service (details were reported in the August Bulletin) for a total 21 in service. Eight cars were shipped to
SEPTA for final testing. All car shells have been in
Philadelphia since January, with 61 at the final assembly facility. The remaining 29 were stored at the Philadelphia port due to lack of storage space at the Weccacoe plant. 702, which was the test car, returned to
13

Philadelphia at the end of June to undergo complete
testing and inspection prior to being delivered to
SEPTA.
The headline was, "Amtrak power failures throwing SEPTA off track." Reading the fine print,
in June, riders on the Chestnut Hill West Line (CHW)
were delayed (i.e. arrived more than 6 minutes late) 31
times by power problems and 40 times by Amtrak dispatching. (CHW is one of seven SEPTA lines operating
wholly or partially on Amtrak trackage.) This represents
11% of the schedule, as opposed to 9% for the Regional Rail system as a whole. Power issues listed include malicious damage (pipes thrown onto the catenary), sagging wires due to extended periods of 100+degree heat and "voltage disparities between Amtrak
and SEPTA lines". The last is unclear, as both Amtrak
and SEPTA use the same nominal electricity (11,000v,
25 Hz). Delays on CHW affected 11% of arrivals, compared to 9% for the system as a whole.
There is some genuinely good news for a change,
because SEPTA’s 2010 ridership of 334 million passengers was the highest since 1989, up 4% since 2009.
Better yet, the added $43.5 million in revenue more
than paid for the extra $37 million in operating costs.
Nothing's perfect: Regional Rail's increase was less,
and the Airport Line was actually down 9%, but it was
still the best year for Regional Rail since 2008. It should
get better steadily as the Silverliner Vs gradually make
their way through the system. Thanks to member David
A. Safford for these two reports.
Member Bob Wright sent these comments. “Phase 1
of the catenary project (July Bulletin) is being done on
the Manayunk/Norristown Line on the outbound track.
There are numerous temporary wire supports up, and
trains that go through on this track are operating on
slow orders — not sure if this is merely the heat we've
had lately or if it will stay that way once the weather
cools down. The project is supposed to last for nine
months and the next schedule for the line (effective August 28) shows the same pattern in effect as now –
every 2 hours in middays (half the usual service) with all
trains on the inbound track through the work zone (16th
Street Junction to Ivy Ridge). With the August 28 schedules, the Fox Chase Line will be bused in middays. I
believe this is for track work but have not heard for
sure. The catenary in this area dates to the early 1960s
as opposed to other lines on the Reading 'side' where
the catenary dates back to the original early 1930s electrification. To add to the note on Silverliner car 299 in
the August Bulletin, one end does not have the red/
blue striping (on the side opposite the Engineer's position). I believe there was some sort of accident repair
and the decal has not been reapplied. It looks a bit odd
and is a throwback to the pre-2000 look of these cars
(which I prefer) without any window or end striping —
truly Silverliners! Recently, more Broad Street Subway
(Continued on page 14)
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cars have received the bare-metal treatment first applied to 666. I've heard that about another 4-5 have had
this done — the orange paint around the windows is
stripped and the metal finish is left, with the exception of
an orange stripe above the window line. Apparently the
fleet is going through a rehab and all cars will be given
this treatment. I've had occasion to pass through Girard
station on the Broad Street Subway and the rehab underway there is taking shape. Considering what an awful condition this station was in, the upgrade is very dramatic.”
Cinders reported additional details about the August
28 schedule change affecting the Lansdale-Doylestown
Line as a new signal system is cut in on the south end
of this line. A new controlled siding between Colmar and
Chalfont, called “Link,” will replace the shorter “Forest”
siding north of Chalfont. 16 weekday off-peak Lansdale
trains are being extended to the new siding, making
stops at Fortuna, Colmar, and Link Belt. Upon completion, there will be just three stations (New Britain, Del
Val College and Doylestown) that will not be served by
these trains.
Cinders also reported that SEPTA has rebuilt three of
the abandoned yard tracks at Chestnut Hill East. During
the last “Farewell to the Silverliners” trip that took place
on October 24, 2010, I took a photo of the area, and it
certainly qualified for some major work. Effective with
the new schedules, the yard has the capacity to store
20 cars, and will be used for this purpose during middays. This will relieve congestion at Roberts Yard
caused by deliveries of Silverliner Vs.
PITTSBURGH, PENNSYLVANIA
As of August 1, PAT began phasing in its smart card
fare system with University of Pittsburgh faculty, staff,
and students who began tapping their university ID
cards on the target of new fare boxes that have been
installed on LRVs and buses. PAT has named its smart
card ConnectCard. The more than 40,000 UP population will get free rides on the transit system as a result
of the University paying PAT $6.8 million for this year of
service. In the coming months, fare policies will be established before ConnectCard is expanded to other riders. Thanks to member Mel Rosenberg for this article
from The Pittsburgh Post-Gazette.
WASHINGTON, D.C. AREA
Because sufficient numbers of Virginia Railway Express (VRE) riders have questioned CEO Dale Zehner
as to when the (ex-Metra) Gallery cars will be replaced
(there are approximately 20), he responded as follows.
“On July 1, VRE issued a Request for Proposals (RFP)
for 8 new rail cars with toilets. The RFP also has options for 42 additional cars (5 cab cars, 22 cars with
toilets, and 15 cars without toilets). The cars are re14

quired to be compatible with our current fleet of cars.
VRE has been very successful at this ‘option style’ bidding. In 2004, VRE issued a proposal for 11 cab cars
with an option for 50 additional cars. Ultimately, VRE
was able to procure all 61 cars (we now actually have
71 new rail cars). In a similar procedure, VRE issued an
RFP for 2 locomotives with options of up to 18 more. I
am pleased to report that we were successful in this
endeavor as well. Our 15th locomotive is currently in
service and the remaining 5 are on their way.” He added
that currently there is only funding in place for the first
eight cars, but the agency will work to “cobble” the
money to purchase all 50 cars.
The extreme heat caused delays of 5-15 minutes to
MARC and 5-10 minutes to VRE service in July. Track
components can expand; contract, or shift in severe
heat or temperature swings, requiring slower speeds.
NORFOLK, VIRGINIA
In advance of The Tide’s August 19 opening, on August 11, a car struck an LRV that was making a test run.
No injuries were reported, but the driver left the scene.
Police are investigating and have video footage to assist. Free rides were provided over the weekend, with
revenue service commencing on August 22. Thanks to
member Phil Hom for this report.
CHICAGO, ILLINOIS
Beginning this month, the program that permitted all
seniors traveling on Metra, CTA, and PACE to ride free
has ended. Low-income seniors who are enrolled in the
Illinois Department of Aging’s Circuit Breaker Program
will continue to ride free under that program. Seniors
not enrolled in this program will pay approximately half
of the regular fare.
On July 21, CTA exercised a 300-car, $317 million
option with Bombardier for 5000-series cars. Previously
406 cars were ordered. For CTA, it will be the first time
that cars with a.c. technology are being purchased. The
cars will be built in Plattsburgh, New York.
MILWAUKEE, WISCONSIN
Here is news on a proposed commuter line for which I
had not previously reported – Southeastern RTA
(SERTA). On July 25, plans were canceled for a 33-mile
commuter rail line with nine stations, linking Kenosha
and Racine with Milwaukee (KRM). The trains would
have operated over UP and CP trackage, along with
Amtrak’s Hiawatha Service. SERTA was created in July,
2009 with the authority to construct, operate and manage the KRM Line. Its web site (www.sewisrta.org)
shows photos of Colorado Railcar DMUs as the equipment that would have been used. At its final meeting,
SERTA requested that the $6 million that Congress had
allocated for the project be directed to bus systems in
the aforementioned cities, if legally possible. Much of
the agenda was dictated by the Legislature because in
the 2011-3 state budget, lawmakers ordered that the
(Continued on page 15)
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Southeastern RTA and its Dane County counterpart be
dismantled, along with two other regional transit authorities that had been authorized but never formed. Remember that it was Wisconsin’s Governor, Scott Walker,
who canceled the proposed Milwaukee-Madison rail
project (December, 2010 Bulletin). Thanks to Mass
Transit Magazine for this news.
DALLAS, TEXAS
Dallas Area Rapid Transit (DART) received approval
from the Federal Transit Administration (FTA) when it
issued its Finding of No Significant Impact (FONSI) on
July 21, to proceed toward construction of its DallasOak Cliff streetcar project. The 1.6-mile streetcar line is
a collaborative endeavor involving the North Central
Texas Council of Governments, City of Dallas, and
DART as well as FTA. FTA awarded the agencies $23
million in Transportation Investment Generating Economic Recovery (TIGER) grant funding for the transit
project, which will provide streetcar service from near
Union Station in downtown Dallas to the intersection of
Colorado Boulevard and Beckley Avenue in Oak Cliff.
The $35 million project also includes $12 million in Regional Toll Revenue funds. When completed in December, 2013, the line will provide a much-needed link between downtown and North Oak Cliff via the Houston
Street Viaduct over the Trinity River and offer easy connection to other transit options at Union Station.
SALT LAKE CITY, UTAH
When the Mid-Jordan and South Jordan extensions
opened on August 7, 16 miles were added to the 64mile TRAX light rail system. UTA also modified the route
structure so that there are now three lines: Blue (Sandy
Civic Station to Salt Lake Central Station), Green (West
Valley Central Station to Salt Lake Central Station) and
Red (Daybreak Parkway to University Medical Center).
In order to fund these lines, bus service was cut by 10%
and 90% of all bus routes were changed as UTA cut,
shortened, or combined them to mesh with the new
TRAX lines.
Extensions to Salt Lake City International Airport (6
miles) with six stations and Draper (3 miles) with three
stations are projected for completion in 2013. A FrontRunner extension from Salt Lake City to Provo is expected to be complete in 2014.
ALBUQUERQUE, NEW MEXICO
On August 10, it was announced that reduced weekday schedules would go into effect on August 29, and
for weekends on September 10. The latter would remain through the end of October and starting Saturday,
November 5, a Winter weekend schedule will be implemented. A special schedule will be in effect for the New
Mexico Wine Festival during Labor Day Weekend.
In its August Newsletter, Rail Runner reported that the
Sandia Pueblo station, its thirteenth, would open soon.
15

It will be located between Downtown Bernalillo and Los
Ranchos/Journal Center. Still to come – Zia Road, between South Capitol and Santa Fe County/NM 599.
PORTLAND, OREGON
September 10 marked ten years of TriMet’s MAX Red
Line service to Portland International Airport (PDX). Ten
million rides have been taken on this line.
HONOLULU, HAWAII
On July 19, the state’s Department of Commerce and
Consumer Affairs threw out one of two protests made
by Bombardier over the award of the contract for LRVs,
which was made to Ansaldo Honolulu, a joint venture of
Ansaldo STS and Ansaldo Breda. Bombardier’s argument centered on language in the proposal regarding
limited liability. In its best and final offer, the company
offered to change the language to have a cap on potential liability. As a result, the company's bid was considered disqualified. Bombardier had ten days to file an
appeal with the Circuit Court. Thanks to member David
Erlitz for this report from The Star Advertiser.
TORONTO, ONTARIO, CANADA
On July 22, the first train of Bombardier-built Red
Rockets entered revenue service. The first train was
delivered in October, 2010 and had been undergoing
testing. All 70 trainsets are being assigned to the
Yonge-University-Spadina Line, which will enable the
non-air-conditioned 1974-80 Hawker-Siddeley (H-4 to
H-6) cars to be scrapped. Details were reported in the
August Bulletin.
LUXEMBOURG, GERMANY, AND THE NETHERLANDS
My wife and I took advantage of a “make-up” riverboat
cruise on the Mosel and Rhine Rivers. While this was
not the itinerary that we originally planned last year, it
was a wonderful trip. Here is the back story: Some may
remember that in mid-April, 2010, the Eyjafjallaökull
Volcano in Iceland erupted, and its ash cloud caused
the cancelation of air service to/from Europe for six
days. We were scheduled to fly to Bucharest, Romania
via London during that period for a 7-day riverboat
cruise from the Black Sea to Budapest. Without any
flights operating, we could not go. We were given the
opportunity to take a cruise this year. This would be our
second such cruise; the first one, from Prague
(Nuremburg) to Budapest, was detailed in the July,
2006 Bulletin.
On July 27, we departed from Newark Airport and
changed planes at Amsterdam’s Schiphol Airport, to one
that took us to Luxembourg. The equipment for this
flight had to be replaced, and so we left nearly one hour
late. Because the hotel had not checked that our flight
was delayed, their van was not waiting for us. We then
opted for a bus that cost €1.5 (US$2.25) per person,
which dropped us nearly in front of our hotel, which was
directly across the street from the railway station. After
checking in, we proceeded to explore Luxembourg City
and took a two-hour walking tour, where we visited the
(Continued on page 17)
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was out of A service as of February 18 and could be
mated to one set of ex-JFK Express “A-A” cars to form
a 4-car unit.
The occasional use of R-46 trains on F recommenced during the PM rush hour of May 9, 2011.
Coincident with the new schedule to be in effect in
June, they were to be used in limited numbers (up to 3
8-car trains) on F during both rush hours. This pattern
was begun on the morning of June 24 and continued
through July 15, 2011 with as many as five 8-car trains
appearing in any given period, which has also included
middays and early evenings.
The following 36 Jamaica-assigned R-46s are
equipped with three air compressors per four-car unit
and until July 5, 2011 were generally assigned to G:
5502-5, 5550-3, 5574-81, 5594-7, 5670-3, 5762-5, and
5818-21. They now are part of the Jamaica-based R-46
fleet used on F and R.
Door enablers were installed on all remaining R-46s at
Jamaica and about half of the fleet at Pitkin (so far only
in the 4-car 5822-6205 group) as of July 15, 2011.
As R-68s gradually entered service on G (see below),
the presence of single, 4-car R-46 units was diminished
in a corresponding manner, with the last two sets departing that line after service on July 5, 2011.
Through July 15, 2011 two rotating trains of Coney
Island-assigned R-68s, and occasionally R-68As, have
been assigned to D, as long-term SMS of the Concourse-based fleet (2500-2783) continued. Since October 29, 2010 this borrowed equipment had been physically transferred to Concourse Yard, but it is now being
operated from Coney Island and swapped out on a dayto-day basis.
Starting on June 18, Coney Island-assigned R-68s
and R-68As were assigned to regular service on N and
Q on weekends to balance out the fleet mileage
against the R-160s. Prior to that time the Car Equipment Division had difficulty gaining access to the (then)
510-car R-160 fleet for inspection and maintenance purposes because most of the time they were being continuously utilized in passenger service, while the R-68s
and R-68As tended to be laid up during off-peak times
when B (their chief assignment) did not operate.
With the start of the new schedule, R-68As (and R68s) were generally removed from base service on N,
though occasional, isolated trains might still be observed, as one was on June 27.
The very first trip on which a set of Coney Island R68s (2784-2915) was used to serve G occurred Thursday, May 5, when cars 2786/7/5/4 departed Church
Avenue and arrived at Court Square at 2:02 AM. Two
sets of R-68s were then used daily as a way of allowing
16

operating personnel (at the time based out of Jamaica,
but with many to move to Coney Island with the work
when the summer schedule went into effect) to refamiliarize with this equipment. Two more sets of R-68s
were added on May 23 and then two more on June 13
for a total of six, or about half of G’s rush hour requirement of 13 4-car trains (52 total).
The full-time operation of R-68s on G commenced
with the new schedule of June 26, 2011 but was then
supplemented by a few lingering sets of Jamaica-based
R-46s being operated by Coney Island crews for several days, as they continued to occupy layup slots at
Coney Island until all were eventually relayed home to
Queens. The first day of G operation using 100% 4-car
sets of R-68s was Wednesday, July 6, 2011.
This transformation ostensibly ended 35 years of almost continuous use of R-46 equipment on G, neé
“GG”. Such service initially began during the cars’ delivery phase in September, 1976, at which time they basically replaced the last of the pre-war IND R-1 to R-9
cars still running from 71st-Continental Avenues to
Smith-9th Streets. Mixed among other SMEE types (R10s and R-32s) on GG, the R-46s were usually, but not
always, made up into 6-car trains through that initial
period, as they were then set up as “A-A” or “A-B” couplets that could be arranged in various multiples of two.
The R-46s were briefly removed from GG between
January, 1981 and June of 1982, during the HPT-2 truck
debacle. They were again taken away for an extended
period starting on May 16, 1985 and replaced by R-32s
in that interim, although they were again used on an
occasional basis after the major schedule change of
May 24, 1987 that saw the swap of Queens terminals
between N (to Astoria) and R (to Continental Avenue).
Beginning on October 14, 1988 then-unrebuilt R-46s (in
6-car trains) and GOHd R-32s (in 8-car trains) shared
service on G. The first sets of rebuilt R-46s, still set up
in couplets, arrived on G during January of 1991 and
basically assumed all service as of March 20, being
spelled by an occasional R-32 train for many years
thereafter. Sometime in 1995 the “A-B” R-46s were reconfigured into permanently-linked 4-car “A-B-B-A” sets
and so used on G, joined by an “A-A” set of
(renumbered) 6200s to form the requisite 6-car trains.
By 1996 the use of R-32s on G had all but ended, and
when it did occur was most often represented by an odd
10-car consist borrowed from E or F if so required.
The very last recorded observation of an R-32 train on
G thus occurred on October 18, 1999. The base G
requirement of 12 6-car trains of R-46s (72 total) survived unchanged from March, 1991 through December
17, 2001, when the line was truncated at Court Square
during peak hours and 4-car sets used exclusively at all
times, which reduced the maximum requirement to 40
(Continued on page 17)
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cars total (10 4-car sets). In the years from 2001 to
2011 G’s rolling stock again remained virtually unchanged (though the route itself was variously curtailed
from Continental Avenue to Court Square and then finally extended from Smith-9th Streets to Church Avenue
in 2009), until the long-rumored switch to R-68s took
place between May 5 and July 5, 2011.
R-143 A-car 8277, which was extensively damaged in
an accident at Canarsie during June, 2006 and had
been shipped to Kawasaki’s facilities in Yonkers and
Lincoln, Nebraska for possible structural restoration,
was returned to NYCT during April, 2011 and might still
be repaired, but would be done in-house. Its three
mates (8278, 8279, and 8280) are also still in limbo at
207th Street and have been moved in and out of the
shop several times since 2008.
“Seatless” R-160B train 8713-22 was removed from
E service on April 22, 2011 (Good Friday) and shipped
back to Coney Island. After spending about a month in
the shop to have its flip-up seats and supplementary
stanchions removed and the original interior configuration restored, the entire train then resumed passenger
service on N and Q as of May 23, 2011.
As an element of the new schedules going into effect
on June 26 (and in support of the 100% assignment of
R-160’s to N and Q, at least on weekdays), 50 additional R-160A-2s were also gradually transferred to
Coney Island, in part reversing a 20-car shift that occurred in June, 2009 to accelerate retirement of the R32s, R-40Ms and Morrison-Knudsen-overhauled R-42s
then at Jamaica. These changes took place as follows,
all from Jamaica (E, F, sometimes R) to Coney IsCommuter and Transit Notes
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sights of interest and learned the history of the Grand
Duchy of Luxembourg, as it is officially known. At the
present time there is no tram system; however, a posting on the Internet reports that one is planned in the
near future. A visit to the Société Nationale des
Chemins de Fer Luxembourgeois (CFL) railway station
found that all passenger trains were electrically powered. I noted single-level push/pull trains and Bombardier-built double-decker EMUs. There was also an identical one of the latter, operated by SNCF for its “ter service,” as well as a SNCF TGV set. We did not sleep well
on the plane, and as we had been up for about 32
hours, after dinner we returned to the hotel and got a
good night’s sleep. The following morning after breakfast, we perused some of the stores and then checked
out of the hotel. Our riverboat cruise began in Remich,
a city on the Mosel River about one-half hour away, and
17

land (N, Q):
Alstom R-160A-2s 9143-52 on May 6, 2011
Alstom R-160A-2s 9163-7 and 9173-7 on June 13, 2011
Alstom R-160A-2s 9158-62 and 9183-7 on June 19,
2011
Alstom R-160A-2s 9168-72 and 9188-92 on June 27,
2011
Alstom R-160A-2s 9153-7 and 9178-82 on June 30,
2011.
Though the use of R-160s on R was officially eliminated under the new schedule of June 26, 2011
(maximum requirement of 232 R-46s), they were on
hand in the usual sparse quantities (3-4 trains on weekdays) by July 8, 2011.
Retired Equipment and Non-Revenue Events
As of June 4, 2011 single-unit World’s Fair R-33s
9317, 9320, 9328, 9338, and 9343 had been removed
from work service, but since the last Update cars 9315,
9335, 9336, and 9340 were reactivated, which yielded
an overall quantity of 30 remaining cars as of July 15,
2011. In place of 9328, World’s Fair R-33 9329 was
moved from 239th Street to 207th Street, where it assisted as a utility motor for the refuse train and signal
dolly. To make way for the transfer of R-142As 7211-5
to Kawasaki in Yonkers and the annual summer track
renewal at 207th Street Yard, 12 of the 14 retired Morrison-Knudsen-overhauled R-42s formerly assigned to
Jamaica (4550/1, 4616/7, 4620/1, 4674/5, 4704/5, and
4784/5) were shifted to storage at Pitkin Yard. By midJune of 2011 the 10 Phase I R-32s permanently assigned to work service out of Coney Island and/or 38th
Street Yards had received “1” pre-fixes ahead of their
road numbers, as such: 13494/13495, 13510/13511,
13552/13553, 13642/13643, and 13694/13695.

we used the local bus, again at a €1.5 fare.
After checking in and stowing our luggage, we walked
into Remich and also back and forth across a (free)
bridge spanning the Mosel River connecting Luxembourg with (Nennig) Germany. I don’t know how it was
in pre-European Union days, but today there are no
checkpoints, and traveling between Luxembourg and
Germany is as seamless as going between any of our
states, tolls notwithstanding. The ship departed after
midnight for our first stop in Bernkastel, Germany. During the remainder of the trip, we would make stops at
Cochem, Koblenz, Mainz, and Cologne, Germany with
Amsterdam as our final stop. In each city, there were
local guides to take us around.
Until we reached Koblenz, we traveled on the Mosel
River with its almost endless hills that produce numerous varieties of wine and beautiful scenery. The ship
passed through a number of locks in the course of traveling along the Mosel. After Koblenz we were on the
(Continued on page 19)
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LIRR HILLSIDE AND MORRIS PARK SHOP TOUR
by Marc Glucksman
(Photographs by the author)
On Saturday August, 6 the Division conducted a tour
of LIRR's Hillside and Morris Park Facilities. The group
met up at LIRR's Jamaica Station. From there everyone
boarded a Hempstead-bound train, one of those designated to stop at the Hillside Facility stop. As we detrained and checked in, our guides took us through various areas of the shop. Since it fully opened in 1991
nearly every system of the electric MUs, from the trucks
and wheels to the air conditioning and motors, is maintained inside of this building. The approximately 170 M3s and 836 M-7s all visit this shop on a regular basis for
most of their repairs and upgrades. Some of the work
on the bi-level coach fleet is also performed here.
After a lunch break, we met again at the Morris Park
Shops. Opened in 1889, the present fleet of LIRR’s diesel and dual-mode engines (DE/DM-30AC and MP-

15AC) are the current occupants of a long line of equipment that has been there over the years. Some of this
history is preserved by the presence of the engine
house and roundtable, the only ones still in regular use
on LIRR.
We also visited the "boneyard," a rear area of the facility that has a mix of equipment to be scrapped and
saved. Caboose C-66 is a sister unit of C-60, which is
presently in the New York Transit Museum. M-1s
9745/6, which have also been designated for preservation, were parked next to the employee station.
Thanks again to the staff of both LIRR facilities and
Sid Keyles for coordinating this trip.
Our next trip is October 1, a day trip to Philadelphia to
visit the Fern Rock and 69th Street Shops.

M-7s move into Hillside Maintenance Facility.

M-3s 9804/3 and 9792/1 undergo maintenance while showing off
the blue stripe.

A full house of M-3s and M-7s.

M-7 7483 passes museum M-1s 9745/6 on its way to Flatbush Avenue after stopping at the Morris Park employee station.
(Continued on page 19)
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LIRR Hillside and Morris Park Tour
(Continued from page 18)

Unrestored caboose C-66. Restored sister unit C-60 is on display in
the New York Transit Museum.

Commuter and Transit Notes
(Continued from page 17)

Rhine River, famous for its castles, vineyards, and, of
course, the Lorelei Statue. Contrary to what I believed,
there were numerous freight trains interspersed with the
passenger trains, and there were tracks on both sides
of the Rhine. Engines that resembled the ALP-46 powered some trains. We had some free time in each city
visited and I was able to photograph trains at the
Koblenz, Cologne, and Amsterdam railway stations. At
no time was I asked why I was taking photos! There
were trams in Heidelberg, Cologne, and Amsterdam.
Heidelberg also had a funicular to connect the Schloss
(castle) with the city. In Bernkastel, the former railway
station now houses a restaurant.
The cruise ended in Amsterdam and we stayed for two
additional days, which gave us time to explore the city,
its museums, and other attractions. Our visit coincided
with a Gay Pride Celebration, and the city was more
crowded. We purchased 48-hour transit cards (€11.50,
or a bit more than US$16), which contain a RF chip that
you tap on the device in each car upon entering. As
cars arrive at a stop, the tram’s PA instructs to tap your
Transit Chip Card as you leave. I had a few hours to
ride the Metro, which did not exist during our last visit in
1976. The first line opened the following year. There are
presently four lines: 50, 51, 53, and 54, Line 52 is under
construction and not scheduled to open until 2017. Portions of some lines are served by more than one route.
Due to major tunnel reconstruction, Metro service was
suspended from Centraal Station to Amstel Station from
July 23 to September 4. In its place is bus route 59,
which serves three of the four closed stations.
Nieuwmarkt Station could not be served by buses due
to the streets being too narrow. The trip on the Route 59
bus took about 15 minutes and once on the platform,
19

DM30-ACs 508 and 513 show both ends over the pit in Morris Park
Engine House.

the first train to arrive was a Line 54, which I rode to the
Bijlmer ArenA station. I detrained to take some photos
and boarded an inbound Route 54 to Van der Makeweg,
where I transferred to a Route 53 train that I rode to
Gaasperlas, the terminus. This train took me to Van der
Makeweg. Up until this time, I rode in cars from the
originally deliveries (1-44) but the next train, a Line 50,
used cars in the 70-106-group, which arrived in 1996-7.
I detrained at Heemstedestraat and rode an inbound
train to Station Zuid and waited for a Line 51 train,
which used cars from the 45-69-series.
This line is unusual in that it runs from Centraal Station (Amstel on this day due to the construction project)
on third rail; however, at Station Zuid, a pantograph is
raised and the car then operates using overhead power
for the rest of its trip to Westwijk. Along the way, it is
joined by Tram Route 5, which diverts at Oranjebaan to
its terminus at Binnenhof. Due to the height differences
of the cars, there are both low-level and steps to a highlevel platform at the stations where both lines operate,
just as Pittsburgh’s PAT did when LRVs and PCCs were
being used. I returned on a Line 5 car since it stopped
at our final museum for this trip – The Van Gogh. (We
had previously visited the Jewish Museum, Rijks Museum, and Anne Frank House.) At the conclusion of our
visit, we rode a Line 5 car to Dam (Dam Square), had
an enjoyable dinner, and returned to the hotel to pack
for our early morning departure. After checking out of
the hotel, a Line 2 car took us to Centraal Station,
where we boarded an NS (Nederlandse Spoorwegen)
train for the 13-minute ride to Schiphol Airport. The fare
was €4.20 (US$6) per person. Riverboat cruising is a
very enjoyable way of traveling.
JERUSALEM, ISRAEL
Member Dave Klepper reported that the LRT opened
on August 19. We will have more in the October issue.
(Continued on page 20)
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Around New York’s Transit System
New Entrance to Fulton Street Transit Center Opens
On August 1, MTA and elected officials opened a new
entrance to the Fulton Street Transit Center at 135
William Street in Manhattan. The entrance, which
includes a restored mural and a gate from the McAlpin
Hotel that were originally installed in the AC station in
2000, is expected to ease congestion between the 23

and AC stations that are part of the complex.
Work on the transit center is more than 50 percent
complete, and the project is expected to be finished in
June, 2014, with components being placed into service
as they are completed. For example, additional
entrances at 129 William Street and 150 Fulton Street
are expected to open in 2012.

Commuter and Transit Notes

corresponding fare amount, inserts the coins, and the
ticket is vended.
“Later this year, on December 5, four new stations will
open on the Silom line, south of the current terminal
station Wongwian Yai. The new stations are: Pho Nimit,
Ratchada-Rajapreuk, Wutthakard, and Bang
Wa. Additional extensions of each line are planned, but
not yet in construction. For those who are interested,
the opening dates have been carefully selected, as August 12 is the birthday of the Queen of Thailand, and
December 5 that of the King of Thailand. Each day is a
major holiday in the country, and events of significance
are often scheduled on those dates.”
FROM THE HISTORY FILES
90 Years Ago: On September 1, 1921, the Toronto
Transit Commission took over the operations of the Toronto Railway Company and the Toronto Civic Railway.
40 Years Ago: On September 1, 1971, Boston’s South
Shore (now Red) Line opened to Quincy Center, a distance of 6.25 miles via a flying junction north of the Columbia station. A 3.2-mile extension to Braintree opened
on March 22, 1980. Quincy Adams, an intermediate
station, opened on September 10, 1983.
News items and comments concerning this column may be
emailed to NYDnewseditor@aol.com.

(Continued from page 19)

BANGKOK, THAILAND
Less than two weeks after Todd Glickman gave his
talk on "Transit Systems of Asia" at the July Division
meeting, he was back in Asia as part of his job at MIT.
“My first stop was Bangkok, Thailand. At the meeting, I
showed pictures of the elevated BTS Skytrain that has
been in operation since December 5, 1999, and mentioned that a significant extension of the Sukhimvit Line
would be open later this year. On this trip, I learned that
five new stations on the east end of the line will open on
August 12, 2011, extending past On Nut, the current
terminal. The new stations are: Bangkok Chak, Punnawithi, Udom Suk, Bang Na, and Bearing. I noticed
that ticketing machines are already being modified.
Since BTS Skytrain has distance-based fares, previously one would look up the zone of the destination station on a chart, and push the corresponding zone button
on the ticket machine. The machine would then display
the fare required, and coins would be inserted to vend
the ticket. The new system has a chart that shows instead of a zone number, the cost of the ride from the
originating station. One then pushes the button for the
IRT Operated Frequent, Dependable Service 75
Years Ago
(Continued from page 1)
LINE

TYPE OF CAR OR NUMBERS

Lexington Avenue-White Plains Road

Lo-V

Lexington Avenue-Jerome Avenue

Lo-V

Lexington Avenue-Pelham

Hi-V combination trains

Seventh Avenue Express-180th Street Bronx Park

Lo-V, Flivvers (A)

nd

Broadway-Seventh Avenue Express-242 Street

Hi-V combination trains, a few Lo-V (B)

Seventh Avenue-Lenox Avenue Local

Hi-V combination trains

th

Broadway-Seventh Avenue-137 Street Local

Hi-V combination trains

42nd Street Shuttle
Flushing and Astoria

3650-3 and 4015-24
Steinways 4025-36, 4215-22, 4555-76, 4700-70, and 5628-52 and Lo-V 4771-83

(A) Flivvers provided less than half of the rush hour service
(B) About five Lo-V trains
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HURRICANE IRENE STRIKES EAST COAST
Subways and Commuter Rail Completely
Shutdown – An Unprecedented Action
by Bernard Linder and Randy Glucksman
Hurricane Irene was born in the Caribbean
Sea at 7 PM Atlantic Time, Saturday, August
20. In the following days, she achieved Category 3 status during her northward trek,
causing flooding and damage to several Caribbean Islands. The East Coast of the United
States was put on alert, and by August 24,
evacuations began from the Outer Banks of
North Carolina. Each day, at press conferences, elected officials detailed the steps that
were being made to prepare for Irene’s arrival. Following is a day-by-day summary of
what took place in the New York metro area.

PREPARATIONS

THURSDAY, AUGUST 25
Governors Cuomo (New York), Christie
(New Jersey), and Malloy (Connecticut) preemptively declared states of emergency. On
the same day, the Long Island Rail Road
canceled Friday’s Hunterspoint Avenue to
Montauk trains along with weekend work projects. At an evening press conference, MTA
Chairman Jay Walder stated that if there
were sustained winds in excess of 39 mph,
train service would be suspended. This action would be taken eight hours in advance of
this occurring. All rail agencies began taking
precautions and moving equipment to higher
ground and storage locations away from lowlying areas. PATH crews prepared for potential flooding with sandbags and pumps, including a 1,000-gallon-per-minute, trailermounted portable diesel pump that could be
used inside tunnels if necessary. Floodgates
would also be utilized if needed at Hoboken

and Exchange Place. Portable pumps with all
necessary hoses, and emergency generators
were checked and tested. Amtrak canceled:
Auto Train (#52/53), Palmetto (#90), Silver
Meteor (#97/98), and Silver Star (#91/92) for
trains originating between August 26 and 28.
For August 27 and 28, the Carolinian
(#79/80) and Palmetto (#90) were canceled.
FRIDAY, AUGUST 26
The unthinkable happened. MTA Chairman
Jay Walder announced that effective noon
Saturday, NYC Transit subways and buses,
Staten Island Railway, the Long Island Rail
Road, and Metro-North would shut down.
This action is unprecedented. Mayor Michael
Bloomberg issued the first-ever mandatory
evacuation order for people living in the socalled “Zone A,” the low-lying areas of the
city, notably the Rockaways, Coney Island,
Manhattan, and parts of Staten Island. It was
estimated that roughly a quarter million people live in a “Zone A” area, but the shelter
capacity that the city can provide could only
accommodate 70,000. It was recommended
that people go to and stay with friends. Fare
collection was suspended on westbound
LIRR Far Rockaway, Babylon, and Montauk
trains as well as on New York City and MTA
Long Island buses, and as of 8 PM at subway and railroad stations located in the mandatory evacuation areas. LIRR ran special
shuttle trains between Far Rockaway and
Valley Stream. After 8 PM, toll collection was
suspended at the Cross Bay Veterans Me(Continued on page 8)
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A HISTORY OF THE A TRAIN
by George Chiasson
(Continued from September, 2011 Issue)
enable them to be hauled by either the new bridge motors to and from Manhattan, or the usual Forney locomotives on the Kings County line, during the time this
service actually operated between November, 1898 and
July, 1899.
As the BRT Company. prepared to assume control of
the Kings County Elevated (under the auspices of the
Brooklyn Union Elevated Railroad) in 1899, its electrification was a priority item and third rail was available for
use as early as January of 1900. Correspondingly, the
“Bridge” motor and trailer cars of 1898 were quickly rebuilt as all-electric motor cars 500-540 (including electric interior lights) in 1899. These were supplemented by
new electric gate motor cars 436-440 from Brill in 1900,
which had slightly longer wooden bodies built on steel
and wood under-framing. As of 1903, when steam drew
its last train on the Fulton Street El, such motors were
still being used to haul the surviving KCER coaches,
some still set up as non-electrified, oil-lit trailers and
others by this time as electrified trailers. It appears that
there was no multiple-unit capability in such trains during those years and the motor cars were switched in
and out of them at terminals like the steam locomotives
had been. During the summers between 1899 and
1905, the trailers were joined by open cars 3200-32,
originally built for the Brooklyn, Bath & West End and
the New York & Sea Beach excursion lines then electrified as trolley motors about 1897. On the Brooklyn elevated system they were used as electric trailers.
From 1901 to 1905 the balance of BRT’s initial fleet
was converted from steam-hauled coaches to electrified
trailers numbered 1-271, while the motor cars were renumbered from the 400-series (ex-Brooklyn Elevated
Railroad) and 500-series (ex-Kings County Elevated) to
the 600-940 group. Of the Kings County’s alumni,
coaches 100-159 became “BU” Motor cars 700-758
(still as identified by the ornate window framing); 160229 were re-identified as Trailers 191-256; and Harlan
& Hollingsworth cars 230-244 became trailers 257-271.
Finally, the 1898 bridge cars became motors 900-935,
while the 1900 Brill electric motors became 628-632.
Note that by no means was any of this rolling stock necessarily restricted to the Fulton Street El after the mass
electrification of equipment started in 1901, but by the
end of 1905 what was being operated in service there
were cars assigned to the “Eastern Division” of BRT
(based at East New York): electric trailers in the new 1271 series; and converted electric motors in the 600632, 700-758, 800-859, and 900-936 groups, a jumbled

ROLLING STOCK USED ON THE FULTON
STREET ELEVATED, 1888-1956
Kings County and Early Elevated Equipment
When opened in 1888, the Kings County Elevated
Railway was populated by 80 coaches that were provided by the famous Pullman car works of Chicago
(100-179), all hauled by Forney-type 0-4-4T coal-fired,
steam-powered locomotives. While not much is known
about the motive power, the coaches were of a more or
less standard design of the day, measuring a little over
48 feet long, just under 9 feet wide at the thresholds,
and 12 feet 9 inches in height. Access was attained via
open vestibules with manually-operated metal swing
gates and seating was mostly longitudinal with a few
transverse types gathered in the middle of the car. In
sum they were virtual copies of the cars used on both
the Manhattan els and the Brooklyn Elevated Railroad
before the Kings County El was formed, but with one
very noteworthy exception: the window posts of the
original Kings County fleet had a unique style of scroll
that then set them apart from the rest of BRT’s el car
fleet as time progressed and their configuration
evolved.
As service was extended to Van Siclen Avenue, 50
additional coaches were built by Pullman for KCER in
1889 (180-229) along with some more Forneys, ostensibly as a separate acquisition by subsidiary Fulton Elevated Railway. The final 15 coaches to be placed in service under Kings County tutelage (230-244) were built
by Harlan & Hollingsworth of Wilmington, Delaware in
1893. At the time they were a notable supplier of rolling
stock for the nation’s budding rapid transit industry, including both the Kings County El and then the abuilding Metropolitan West Side company of Chicago.
Altogether the Kings County fleet totaled 145 coaches
and 44 Forneys through the 1890s, with little if any
change until the first attempt was made to run through
trains to Manhattan. In 1898 KCER took delivery of
electric motor cars 245-264 and electric trailers 265-285
from the Wason works of Springfield, Massachusetts.
These were not as ornately detailed as the earlier stock,
but had center doors and cable grip equipment installed
for use in crossing the Brooklyn Bridge. They used their
electric capabilities to navigate in and out of the terminals at Park Row and Sands Street and the grips to
cross the span, and then were propelled by steam engine once on the Kings County El itself. Incredibly, they
retained oil lamps for interior illumination and wood-fired
stoves for heat as had the earlier cars. In addition, center doors and cable grips or cable depressors were installed on the original steam coach fleet (100-244), to

(Continued on page 3)
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into two permanently-joined 3-car sets was undertaken
at the 39th Street Shops. By early 1922 this yielded the
first two sets of so-called “C” cars, which were composed of two former 1400-series “BU” motors sandwiched around a lone former trailer.
The “C” was in reference to an overall reorganization
of BRT/BMT rolling stock undertaken at that time
(approximately 1920-2), wherein some Standard subway cars were also “unitized” (if you will) into a “B”
group, with those left in their original single-unit configuration becoming the “A” group. The wood and steel
frames of the “C”’s component el cars were strengthened, their original open vestibules entirely enclosed
(with Motorman’s cabs relocated to the immediate front
where appropriate), and new doors cut into the body
sides, clustered in pairs at what had been the center of
each car. The MUDC controls were positioned only at
the ends of each 3-car set, such that it was possible to
operate the doors of up to 6 cars (two 3-car sets) from a
single Conductor’s position in a train. In addition, the
interior seating was modified to all-longitudinal in nature
to accommodate additional crowding, and the sills of
each set extended outward as part of its reinforcement.
The two prototype sets of “C” cars were thus initially
and briefly assigned to the Broadway-Brooklyn Local
(actually a BRT subway route) on January 25, 1922,
where they provided a successful demonstration of the
MUDC system. The company then authorized the conversion of additional such equipment, but its actual implementation had to await sufficient funding. As a result
of their reinforced steel sills, the “C” cars would require
platforms that subscribed to BRT’s Dual Contracts standard of 10 feet, as opposed to the 9 feet that had been
heretofore used on its elevated lines. This was a key
reason the “C” cars were to be assigned to the Fulton
Street El, the only pre-existing route where such platforms had been included in the overall 1915-9 reconstruction from Franklin Avenue to Hinsdale Street, as
well as on the Lefferts Avenue extension. Whether it
had been done previously is unclear, but by the time the
prototype “C” cars were initially placed in service on the
Fulton Street El during 1923 the line’s remaining platforms, as well as those at Sands Street and Park Row
on either side of the Brooklyn Bridge, had to be similarly
altered.
“Production” of the “C” cars was begun at the new
Coney Island Shop complex in 1924, with a total of 25
additional 3-car sets taking shape by the middle of
1925. As previous these were made up from two 1400series motors and one 100-series trailer, but unlike the
first two conversions sported “quarter-point,” outsidehung doors that were designed to improve passenger
flow. The Coney Island-built cars were also equipped
with an enclosed wood and canvas “passageway” that
connected the three sections. This was one of several
omissions that had been cited by riders on the first two

A History of the A Train
(Continued from page 2)

fleet made up of both ex-Kings County and ex-Brooklyn
Elevated cars, known collectively through time as “BU”
cars. Unlike the earlier versions, these trains were
equipped with the familiar multiple-unit control that survived to the end of their days and thus required no special switching around at terminals.
In 1903 BRT added 100 new BU motor cars (12001299) from a variety of builders including (Osgood)
Bradley of Worcester, Mass.; J.G. Brill of Philadelphia,
Pennsylvania; and the Laconia works in that small New
Hampshire city. These were “closed” cars with standard
lift sash, and otherwise basically identical to the five Brill
motors of 1900. For service they were scattered around
the BRT elevated system of the time, including the line
on Fulton Street. During 1904 and 1905 these in turn
were supplemented by 100 additional new motor cars
(1300-99) from Brill, the Cincinnati Car Company. and
the Jewett works—this time designed as “semiconvertibles” with retractable window sash for summer
ventilation—which were likewise assigned to many
routes including Fulton Street. The design of these cars
was actually related to BRT’s first new large order of
elevated rolling stock, the 1000-series “arch roof” motor
cars that had been delivered in 1902 and were assigned to the “Southern Division” lines, based at the 36th
Street barn early on. With the Dual Contracts improvements of 1915 (as applied to the Fulton St. El), additional trailers were brought in from the Southern Division to provide for the Lefferts extension and the new
express services; a few at first and then more as the
West End Line was changed to a BRT subway route in
1916. With conversion of the Brighton Line to a subway
service on August 1, 1920, some of the 1000-1119series “arch roof” semi-convertible cars were shifted to
East New York and as a result wound up on the Fulton
Street El for the first time.
THE “C” CARS
In 1921, as the bankrupt BRT was fading from the
scene, a means was sought to begin the installation of
Multiple-Unit Door Control on elevated rolling stock.
MUDC was a system that allowed the doors of several
cars to be controlled from one or two central positions
along the length of any given train. This would significantly save on labor cost as all trains in their original
form had required that one man be present on each set
of vestibules, or at one central position on each of the
“Standard” BRT subway cars, to open and close the
doors. MUDC was developed as follow-on to a multiple
door-opening system for individual cars that was developed on other American rapid transit properties before
World War I (Boston, Chicago, Philadelphia), and had
been initially tested as early as 1920. In order to apply
MUDC to rolling stock assigned to its aging elevated
system, the prototype conversion of six standard el cars

(Continued on page 4)
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equipment was also used on the new Fulton-Lexington
service, consisting of mixed trailers and “BU” gate motors in the 600- and 900-series, plus 1000- and 1300series semi-convertibles along with the 31 surviving
unconverted 1200s and 1400s. The remaining 1000series arch roof semi-convertibles were withdrawn in
1943, then consists of truly mixed wooden elevated cars
finally disappeared from the Fulton Street El when the
Fulton-Lexington route was discontinued on October
13, 1950. Some 1300 series “BU”s, with trailers, remained as fill-ins until July 1, 1952 when the use of
aged 1-271 series non-motorized cars was discontinued. The 1300s then appeared with decreasing frequency, but could still be found running on Fulton Street
with the “C” cars from time to time until its closure for
conversion to an IND route on April 26, 1956.
THE “GREEN HORNET” AND THE “ZEPHYR”
Throughout its existence, BMT continued in its quest
to come up with an acceptable design that could be universally operated on both its elevated and subway systems. In 1934 this effort manifested itself in the form of
two custom-built prototype trains that were produced
during a difficult economic time in direct cooperation
with a pair of car builders. Both were designed as lightweight, stubby-looking, 5-section articulated units, sized
to the subway’s 10-foot loading gauge, that were intended to be operated in “stand-alone” fashion and not
in trains. The first to appear was coined “The Green
Hornet” after a popular radio show of the time, as it was
built of riveted aluminum by the Pullman Standard Company of Chicago and painted a dark green color. In addition to MUDC and even one-man capabilities, the
“Green Hornet” contained a number of highly-advanced
interior and operational features like brown leather seating and forced air ventilation, as well as a door chime
system similar to that now taken for granted. The car
body design did revert to a single set of doors located in
the middle of each section, as the prototype “C” cars
had received, but measured 170 feet in overall length,
compared to the combined 135 feet of one 3-section
unit of “C”-cars. It was initially displayed at Park Row in
May, then placed in base service on the Fulton Street El
beginning July 23. It was not usually used on Fulton
Street in rush hours, but during that time it might have
been seen instead on the Franklin Shuttle. The car (that
being all five sections) was originally numbered
7000/8000/9000/8001/7001, but in 1937, after arrival of
the Multi-section units, it was changed to 7003A-B-CB1-A1.
A few weeks after the “Green Hornet” arrived, a similar
unit was delivered from the Budd Company of Philadelphia, built of fluted stainless steel, which inspired the
nickname “Zephyr.” That was a well-known family of
streamlined stainless steel passenger trains being operated by the Chicago, Burlington & Quincy Railroad in
those years that looked quite similar. The “Zephyr” was

A History of the A Train
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prototypes, and the pilot sets also received them retroactively at the end of the process. In the end the “C”-car
project consumed 48 of the 1400s, 6 of the 1200-series
motors, and 27 trailers in the 138-190 group that had
been originally procured for the Brooklyn Elevated Railroad lines (built by Osgood Bradley, 1893-4). After initially being deployed on the Franklin Shuttle in February, 1925, they began providing all base service on the
Fulton Street Line in September, supplemented in peak
periods by the same old gate cars that had been running all along. In 1926 the “C” cars were finally renumbered as a group to 1500ABC-1526ABC, having carried
their individual component car numbers up to that time.
Then, as the economy slipped into Depression a few
years later, an attempt was made to set up units
1502ABC and 1503ABC for an early version of oneman operation (or “OPTO” as presently known), but
protestations and safety concerns prevented their implementation as such in 1933 and they were put back to
their prior configuration. Ultimately the “C” cars would
toil on Fulton Street virtually without further change for
over three decades, being retired with abandonment of
the line for IND conversion on April 27, 1956.
THE “BU” GATE CARS
With the subsequent arrival of “D”-Type steel Triplex
equipment, enough rolling stock was on hand to eliminate the need for wooden cars on Eastern Division subway lines in August of 1927, and as a result many of the
oldest surviving motor cars (those in the 800-series and
the 600-619 group that had been converted from original steam coaches by 1905) were removed from service. At that time the 1300-series “BU” motors of 1905
assumed a more dominant position on the remaining el
services, including their supplementary role on Fulton
Street. The very last of the 800-859 series motor cars
was retired by the end of 1930, leaving mixed trains of
1-271 series trailers with 600-, 700-, 900-, 1200-, and
(especially) 1300-series motors to roll through the rest
of the decade. They remained in use almost exclusively
during rush hours on Fulton Street, however, with the
MUDC-equipped “C”-cars handling base service to take
advantage of their reduced manpower requirements.
In April, 1939 all remaining 1200- and 1400-series
“BU” gate cars were removed from service on the
Flushing and Astoria shuttles and sent to the Eastern
Division, where they turned up on the Fulton Street El
as a consequence. Conversion of these to “Q” and “QX”
cars continued into 1940 and ultimately there were just
27 standard 1200s and 4 1400s remaining by 1941.
After the Fulton Street Elevated was closed west of
Rockaway Avenue on June 1, 1940 the “C”-cars assumed all remaining service, but were occasionally
spelled by mixed trains of trailers with 1300-series motor cars when shortages arose. Traditional elevated

(Continued on page 5)
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7014A-B-C-B1-A1 to 7028A-B-C-B1-A1) and made their
first trips on the “16” 14th Street-Canarsie service on
May 5. It also turns out that at least one train of “Multis”
did make a test run to Park Row on June 18, 1936, but
the cars were never used on the Fulton Street El in
regular service. The cars from St. Louis (numbered
7004A-B-C-B1-A1 to 7013 A-B-C-B1-A1) were then delivered between June and August of 1936, with one
mixed train set being operated on the Canarsie Line as
a successful demonstration of universal compatibility on
July 13, by which time they were in non-continuous use.
Finally, the “Multi-Sections” were placed in full-time operation at the inception of 14th Street-Fulton rush hour
service on September 23, 1936, and released some of
the Standards for redeployment elsewhere on the
equipment-strapped BMT. Otherwise they remained on
the 14th Street-Canarsie Line during off-peak times, and
continued to see rush hour duty on 14th Street-Fulton
Specials until they were discontinued on April 26, 1956
(a service for which the route “17” was designated but
never seen on signage). Eventually the “Multi-Section”
cars were also assigned to the “10” Myrtle-Chambers
route after the Fulton Street El was closed, and then
finally retired in 1961.
THE BLUEBIRD PCC RAPID TRANSIT CAR
After the “Multi-Sections” were delivered in 1936, BMT
developed a successful prototype adaptation of PCC
streamliner technology (of which it was an early practitioner on its surface lines) to rapid transit use. The
“Compartment Car,” also called the “Bluebird,” was another multi-section articulated vehicle, but this time consisted of three portions instead of five, and measured
just over 80 feet in total length and 10 feet in width. Its
body was constructed of riveted lightweight alloy panels
and finished in an attractive two-tone blue and white
paint scheme which gave the car its nickname. It had
painted sheet metal on the inside, mohair seat upholstery, “bull’s-eye” incandescent lighting and the same
kind of interior signs as were on the “Zephyr.” Like on
the “Green Hornet,” twin door pockets were applied in
the middle of each section but were enlarged to accommodate passenger flow, and mirrors were installed
within to attract riders away from the doorways. The
prototype unit (8000) was built by the Clark Equipment
Company in 1938, again being designed for standalone, one-man operation as evidenced by its lack of
couplers and external Conductors’ controls. Further
ease of operation was anticipated through its utilization
of a multiple-function “Cineston” controller, which united
the tasks required for power and braking. After an introductory publicity run from City Hall to Queensboro
Plaza via the Broadway Subway on March 29, 1939,
8000 was assigned as an extra to midday and weekend
service on the Fulton Street El, where it remained until
the line’s closure on June 1, 1940. Given that by the
time of its arrival the decision to publicly unify the sys-

A History of the A Train
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almost identical in size to the “Green Hornet” (10 feet
wide and 168 feet long), and mimicked most of the operational and passenger comfort features that the
“Green Hornet” contained, but had even further advances such as interior destination signs and indirect,
almost restaurant-quality, interior lighting. It also had a
somewhat pinched “quarter point” door arrangement in
each section, but the individual door openings were
rather narrow at about 3 feet each. The “Zephyr” made
its press run on July 16, 1934 and was also displayed at
Park Row, then entered base service on the Fulton
Street Line starting September 6. Like the “Green Hornet”, the car tended not to operate in rush hours, but
was also used on the Franklin Shuttle by September of
1936. The unit carried individual car numbers of
7002/8002/9001/8003/7003 for each section in its first
few years, and was changed to 7029A-B-C-B1-A1 in
1937. Both the “Green Hornet” and “Zephyr” were used
on the Fulton Street Line until it closed in June of 1940,
and in fact were the first pieces of BMT rolling stock
actually capable of displaying proper Route “13-Fulton”
signage when doing so. Both were then reassigned to
the Franklin Shuttle, where they respectively played out
their service careers. The Pullman Standard “Green
Hornet” had a poor track record and was retired in early
1941 (scrapped September, 1943), while the Budd
“Zephyr” lasted, in decreasing frequency, until 1954.
August 4, 1954 was the last day the “Zephyr” operated.
Budd would later produce one more experimental train
for New York City in 1949 (10 cars under Contract R11), but not ensnare a production order until it provided
600 R-32 and R-32A cars in the 1960s.
THE MULTI-SECTION CAR
As the next logical step following the two experimental
trains of 1934, BMT placed two orders totaling to 25 5section articulated units in 1935, one of ten from St.
Louis Car Company., and another of fifteen from Pullman Standard. Known as “Multi-Section” cars, their bodies were constructed of riveted alloy, with interiors of
painted sheet metal. Though lightweight in mass and
thus able to operate on both BMT’s elevated and subway lines, the “Multis” were very much unlike the experimentals inside with traditional rattan seating, exposed interior light bulbs, and fixed ventilators with
small supplemental electric fans, as opposed to forced
air ventilation. Also in contrast to the prototypes, the
“Multi-Section” cars were equipped with couplers and
able to be trainlined; they also had Conductors’ MUDC
at each end and were not capable of one-man operation. One 5-section car measured 179 feet in overall
length and 10 feet 1 inch wide at the thresholds, with
trains planned of up to three units together. The latter
series of cars from Pullman Standard were delivered
first between March and June of 1936 (numbered

(Continued on page 6)
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FULTON STREET ELEVATED ROLLING STOCK

Cars 1479, 181, and 1478 became unit 1503 circa 1925.
Bernard Linder collection

Interior of a “C” car, with doors at the ends of the car.
Bernard Linder collection

Odd unit 1501, with doors near the center of the car, September 13,
1955.
Bernard Linder photograph

Interior of odd units 1500 and 1501, with doors near the center of
the car.
Bernard Linder collection

Car 1330 at Gates Avenue, August 24, 1946.
Bernard Linder photograph

Interior of car 1394 at Bridge-Jay Street,
September 15, 1950.
Bernard Linder collection
(Continued on page 7)
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Duffield Street station, Fulton Street Elevated, looking west (“Green
Hornet”).
Bernard Linder collection

The “Zephyr.”
Bernard Linder collection

Interior of the “Zephyr.”
Bernard Linder collection

The “Bluebird.”
Bernard Linder collection

Interior of “Bluebird” 8003, November 26, 1954.
Bernard Linder photographs
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1942. It was scheduled to be upgraded to the same
standards as production cars 8001-8005 as soon as the
parts could be procured, but this action was ultimately
negated by World War II restrictions and it languished in
the yards until scrapped in 1957 (the others ceased operating on March 7, 1955). While quite advanced, if not
revolutionary for its time, the “Bluebird” was a dead-end
as far as the Board of Transportation was concerned. Its
cause was soon taken up by the Chicago Rapid Transit
Company., predecessor to the Chicago Transit Authority, which propagated the rapid transit application of
PCC technology for the next 20 years.

A History of the A Train
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tem had long since been made, little further effort or
money was expended to apply the “Bluebird” as a longterm solution to the BMT lines’ rolling stock dilemma. An
order for 50 units was hurriedly placed with Clark Equipment later in 1939, but was reduced to five by the Board
of Transportation. Delivery then took place after Unification, so these last pre-war cars became little more than
curiosities on various subway lines between 1941 and
1955. After the Fulton Street El was shut, car 8000 was
briefly used on the Franklin Shuttle, then withdrawn in

(Continued next issue)
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Port Washington
Ronkonkoma

morial and the Marine Parkway-Gil Hodges Memorial,
Verrazano-Narrows, Throgs Neck, and BronxWhitestone Bridges. Bridges could remain open unless
wind speeds reached 60 mph. Toll collection was also
suspended on the NJ Turnpike and Garden State Parkway at a cost of $2.3 million and $2 million, respectively.
These figures include overtime and storm preparations.
SATURDAY, AUGUST 27
Hurricane Irene made landfall on the coast of North
Carolina shortly after daybreak, packing 90 mph winds,
with higher gusts. All MTA-operated rail and bus lines,
NJ Transit, and PATH began their orderly shutdown by
midday. There was one exception: the Rockaway Park/
Far Rockaway to Euclid Ave. Shuttle continued until 4
PM. NJ Transit Light Rail and buses operated until 6
PM, Westchester County’s Bee Line and Suffolk County
Bus until 8 PM. Transport of Rockland (TOR) ran its
regular schedule all day, but halted Tappan Zee Express (TZX) service since Metro-North ended its service
early.
In New York City and around the region, elected officials continued urging residents living in flood-prone
areas to evacuate, but there were some who elected
not to do so and would later have to be rescued by
boat. Highways in flood-prone areas such as Westchester County were shut down at 6 PM. The Port Authority closed its five airports (JFK, LaGuardia, Newark,
Teterboro, and Stewart) as of noon. They all reopened
on Monday.
The table lists the last trains that were operated on
each branch. In most cases, they were the regularly
scheduled weekend or weekday trains, but there were
also some “Specials.”

Greenport
Port Jefferson
Huntington
Oyster Bay
Hempstead
Far Rockaway
Babylon
Long Beach
Montauk
Speonk/
Patchogue

Hudson
Harlem Wassaic
Southeast
North White
Plains
New Haven
Stamford
New Canaan
Danbury
Waterbury

8

LAST OUTBOUND

LAST INBOUND

MTA Long Island Rail Road
12:19 PM New York
1:40 PM Port WashPenn
ington
12:16 PM New York
12:40 PM RonkonPenn
koma
6:53 PM (Friday) Ron10:11 AM Greenport
konkoma
11:07 AM Port Jef12:35 PM Huntington
ferson
12:23 PM New York
1:00 PM Huntington
Penn
10:39 AM Oyster
10:52 AM Jamaica
Bay
12:42 PM Atlantic Termi1:19 PM Hempstead
nal
11:12 AM Atlantic Termi12:50 PM Far Rocknal
away
11:40 AM New York
1:10 PM Babylon
Penn
11:45 AM New York
12:26 PM Long
Penn
Beach
1:05 AM Jamaica
9:44 AM Montauk
12:31 PM Babylon

12:05 PM Speonk

MTA Metro-North Railroad
11:45 AM Grand Central
11:40 AM PoughTerminal
keepsie
12:20 PM Grand Central
12:00 PM CrotonTerminal
Harmon
1:21 PM Southeast
11:48 AM Grand Central
Terminal
11:55 AM Grand Central
Terminal
12:07 PM Grand Central
Terminal
12:10 PM Grand Central
Terminal
12:57 PM Stamford
12:11 PM South Norwalk
11:34 AM Bridgeport

10:26 AM Wassaic
11:34 AM Southeast
12:08 PM North
White Plains
11:56 AM New Haven
11:30 AM Stamford
12:27 PM New Canaan
10:43 AM Danbury
10:19 AM Waterbury
(Continued on page 9)
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Ronkonkoma and Babylon.
MONDAY, AUGUST 29
MTA LONG ISLAND RAIL ROAD: As was to be expected,
the aforementioned services operated with some delays. Later that morning, service came back to the Far
Rockaway. Long Island Power Authority problems in the
vicinity of St. James prevented a restoration of service
to Port Jefferson. Due to large numbers of trees down,
Oyster Bay was still out; it was hoped to have one track
in service for the PM rush, but that did not happen. For
the PM commute, train service resumed to Port Washington. Long Island City, Port Jefferson, Oyster Bay,
Long Beach, Greenport, and Montauk were still out.
MTA METRO-NORTH RAILROAD (EAST): Right-of-way
inspections found that a mudslide had undermined the
tracks at Spuyten Duyvil, while another at Ossining had
damaged 300 feet of third rail. There was also a nonfunctioning signal system, no signal or third rail power
on the Upper Harlem Line, flooding (4 feet of water) at
the Tuckahoe station and also at various stations and
parking lots, and trees that fell at other locations, etc.
Beacon’s underpass was completely under water. The
Port Jervis Line had washouts and fallen trees at numerous locations. Photos showing the damage were
available in a “By MTA Photos” Flickr web site. At one
point there were 535 photos.
By late morning, there were reports of test trains operating to Croton-Harmon, North White Plains, and New
Haven. Service was resumed at 2 PM between Grand
Central Terminal and Croton-Harmon and North White
Plains, using a Sunday schedule. Off-peak fares were in
effect. The New Haven Line and its branches remained
out due to continued electric and signal power problems
caused by downed trees.
At 4 PM, Hudson Line service was extended to
Poughkeepsie and to New Haven. All that remained
was the Upper Harlem beyond North White Plains, the
three New Haven Line branches, and of course the Port
Jervis and Pascack Valley Lines.
NJ TRANSIT: Due to flooding at Trenton and Hoboken,
plus similar conditions at other locations, of the commuter rail lines only the Atlantic City Rail Line operated.
The Newark, Hudson-Bergen, and RiverLines resumed,
and buses were on a modified weekday schedule. Tickets and passes were accepted on PATH, private carrier
buses, and NJT Bus and Light Rail.
New York City subways officially resumed at 6 AM,
although there were reports that trains were operating
earlier.
MTA Staten Island Railway had resumed at midnight
and PATH at 4 AM. Due to no Metro-North service, Bee
Line buses were reported to be extremely crowded, and
some bypassed stops for that reason. TOR resumed at
1 PM, and TZX at 2 PM, using a Saturday schedule
(since it does not operate Sundays) to match MetroNorth’s service.

Hurricane Irene Strikes East Coast
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Atlantic City
Bay Head
Shuttle
Bergen
Gladstone
Main
Montclair/
Boonton
Morris & Essex
Northeast
Corridor
North Jersey
Coast
Pascack
Valley
Port Jervis
Raritan Valley

NJ Transit
12:00 PM 30th Street

12:40 PM Atlantic City

11:21 AM Bay Head

1:46 PM Long Branch

12:15 PM Hoboken
1:09 PM Summit
12:25 PM Hoboken

11:28 AM Waldwick
11:56 PM Gladstone
11:12 AM Suffern

12:10 PM Hoboken

1:05 PM Bay St.

12:11 PM New York
Penn
12:14 PM New York
Penn
12:07 PM New York
Penn
12:20 PM Hoboken
1:25 PM Hoboken
12:38 PM Newark

12:09 PM Dover
12:01 PM Trenton
12:06 PM Long
Branch
11:37 AM Spring Valley
10:46 AM Port Jervis
11:16 AM Raritan

Metro-North’s equipment was moved to safe locations.
About 100 M-2/4/6s, 120 M3s and M7s, 20 or so M-8s,
and 6 push/pull trainsets were stored inside Grand Central Terminal. Croton-Harmon, North White Plains, and
Brewster were also used. Once the storm passed,
equipment inspections found that not one car was damaged!
SUNDAY, AUGUST 28 – MORNING
Hurricane Irene arrived in the metropolitan area during
the early morning a slightly diminished, yet still dangerous Category 1, but was subsequently downgraded to a
Tropical Storm. More than 2 million people, including
your News Editor, lost power. For me, it was a little over
29 hours, but for far too many, it lasted into the following
week. Some rivers overflowed their banks and there
were some that set new high-water records. Property
damage for the storm will reach into the billions of dollars. FEMA officials were already on site, and President
Obama declared most of the affected region a “disaster
area.” News reporters were calling Irene one of the top
10 disasters to befall the United States, putting her in a
category with 9/11 and Hurricane Katrina.

RESTORATION OF SERVICE

SUNDAY, AUGUST 28 - AFTERNOON
After the storm passed, transit agencies began making assessments of their facilities and preparations for
the resumption of service. The first to come on line, at
4:30 PM, were limited, fare-free buses in the city, in this
order: Manhattan, the Bronx, followed by Queens and
Brooklyn, then Staten Island. Late in the evening, it was
announced that service would resume on the Port
Washington (half-hourly east of Great Neck), Ronkonkoma, Huntington, Hempstead, Babylon, and West
Hempstead Branches only. Service remained suspended on the Port Jefferson, Oyster Bay, Far Rockaway, and Long Beach Branches as well as east of

(Continued on page 10)
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TUESDAY, AUGUST 30
MTA LONG ISLAND RAIL ROAD: During the afternoon,
eastbound service returned to Oyster Bay as well as
Huntington/Smithtown and Babylon/Speonk. Unannounced, trains also ran to Hunterspoint Avenue. Repairs were continuing east of Speonk and Ronkonkoma.
The railroad reported that hundreds of employees were
working around-the-clock to enable East End service to
operate for the Labor Day weekend. In a goodwill gesture, since there were still some local power outages
that could have affected the TVMs, the higher on-board
fees were waived. Starting with Train #876, the 5:55 PM
departure from New York Penn Station, service was
restored to Long Beach.
MTA METRO-NORTH RAILROAD (EAST): For the AM
commute regular weekday service operated on all lines
except for the Upper Harlem (Southeast to Wassaic,
which had busing provided by MTA Bus), New Canaan,
Danbury, and Waterbury. New Canaan service was restored at 3:57 PM.
METRO-NORTH (W EST): Damage to the Port Jervis Line
was described as “catastrophic.” There are three washout locations near Sloatsburg, plus a 400-foot section of
track washed out to a depth of 8 feet south (railroad
east) of this station; significant damage to several rail
bridges and suspected significant damage to the signal
system, which was exposed and under water. MetroNorth retained an engineering firm to perform a thorough inspection of 14 miles of infrastructure to determine the full extent of necessary repairs and determine
required environmental permitting. Major construction
work would follow. It will take months to rebuild the infrastructure required to reinstitute train service. It was
subsequently determined that 100,000 tons of stone
would be required to rebuild the damaged roadbed. In
the meantime, replacement bus service is being provided to Ramsey/Route 17 (please see detailed listing
below). 2,300 daily passengers from Orange County
who are affected also have the option of having their
monthly and weekly tickets honored on the Hudson
Line. Sloatsburg in Rockland County adds 67, of whom
56 commute during the AM peak.
At some point, 8 engines and 43 coaches that were
trapped in the Port Jervis Yard will likely be moved to
NJ Transit’s Meadows Maintenance Complex. This
move was anxiously awaited by area railfans for the
rare mileage over which this equipment would travel.
NJ Transit:
● Midtown Direct – Normal service
● Montclair-Boonton – Service suspended between
Little Falls and Mountain Lakes due to storm damage
● Northeast Corridor – Due to the flooding at Trenton, service operated between New Brunswick
10

and New York Penn Station, with 20-minute headways eastbound and hourly westbound during the
morning. There was also 20-minute service from
Jersey Avenue, but by 9 AM, the parking lot was
full. The 3900-series outer zone expresses were
cancelled
● North Jersey Coast Line – Normal, except for cancelation of 3500-series (South Amboy) trains
● Raritan Valley – Normal service, subject to delays
caused by storm damage
● Hoboken Division – Normal service, but passengers bound for New York Penn Station were advised ride to Hoboken and use PATH at no charge
and avoid transferring at Secaucus Junction
W EDNESDAY, AUGUST 31
MTA LONG ISLAND RAIL ROAD: Full service was restored to Long Beach and Port Jefferson. Starting with
Train #2716 (6:17 PM Jamaica), eastbound service resumed to Montauk, and westbound with Train #2711
(10:38 PM Montauk).
MTA METRO-NORTH RAILROAD (EAST): Waterbury service resumed. Busing continued between Wassaic and
Southeast, while the Danbury remained suspended.
This changed for the PM commute when Train #949
departed from Grand Central Terminal at 3:44 PM to
Wassaic. Southbound service resumed with Train #990
(6:03 PM to Southeast).
MTA METRO-NORTH RAILROAD (W EST): MTA Chairman
Jay Walder granted Metro-North President Howard Permut a waiver of procurement rules and other legal requirements consistent with applicable law, “to proceed
with expenditures, procurements and repairs in the
most expedited fashion possible.” Mr. Walder described
the situation on the Port Jervis Line as “an emergency,
involving danger to life, safety or property that requires
immediate action.” It is presently not known what the
cost of the repairs will be, or where the funds will ultimately come from.
NJ TRANSIT: Train service to/from Trenton returned in
time for the AM commute, with advisories that there
could be 30-45-minute delays due to ongoing signal
problems caused by the Trenton flooding. Once again,
on the North Jersey Coast Line, the 3500-series trains
were canceled. For Main/Bergen and Pascack Valley
Line riders, the advisory to avoid transferring trains at
Secaucus was lifted.
Montclair-Boonton Line service resumed with Train
#1003 (3:32 PM Hoboken), but trains continued to bypass Mountain View in Wayne until 5:30 PM. Raritan
Valley trains bypassed Bound Brook for a few days due
to flooding. Until the afternoon of September 14, all passengers at Raritan, Somerville, Bridgewater, and Bound
Brook were advised to board on westbound Track 1,
when service resumed to all stations except Bridgewater. On September 16, trains returned to their normal
tracks and the following day trains began stopping at
(Continued on page 11)
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Bridgewater.
In the following days, there were delays on various
lines due to single-tracking in the off-peak so that crews
could make additional repairs.
THURSDAY, SEPTEMBER 1
MTA LONG ISLAND RAIL ROAD: I was surprised to find
an email sent late in the evening advising that all 11
branches would have service this morning, work on the
Ronkonkoma-Greenport having been completed.
MTA METRO-NORTH RAILROAD (EAST): Akin to completing a crossword puzzle, with the return of Danbury
Branch trains at 5:31 AM, all of Metro-North (East) was
operating.
MTA METRO-NORTH RAILROAD (W EST): Bus services
(7 days/week) were instituted from all Port Jervis Line
stations, as can be seen in the table below. PDFs of the
timetables could be found on the Internet.
STATION(S)
Port Jervis and
Middletown
Harriman1
Tuxedo and
Sloatsburg1
Salisbury Mills/
Cornwall
Otisville
Campbell Hall

DATE

TO

Thursday, September 1

Beacon2

Saturday, September 3

Ramsey/Route 17

Tuesday, September 6

Ramsey/Route 17

Thursday, September 8

Ramsey/Route 17

Monday, September 12
Monday, September 12

Beacon2
Beacon2

Notes:
1 – Harriman/Tuxedo/Sloatsburg bus combined effective September
10
2 – Beacon service eliminated effective September 10 in favor of
Ramsey/Route 17

Parking permits from stations from Salisbury Mills
west at are being honored at Harriman, but commuters
who choose to drive to Ramsey/Route 17 must pay for
parking. In cooperation with NJ Transit, temporary
schedule changes were made as of September 1,
whereby all Port Jervis trains that run express in New
Jersey were canceled. Others ran as locals between
Suffern and Hoboken, while one began its run in Ridgewood. Adjustments were also made to some Main/
Bergen Line trains. MTA Bus is providing 40 buses for
the all of the stations that connect to Beacon, while Leprechaun Lines (with subcontractors) handles the remaining stations, using 15 coaches. On September 13,
coaches from Starr Tours were being used on the Harriman run.
Effective September 19, a new service plan went into
effect with 17 weekday rail trips, 10 during the peak
hour (5 AM and 5 PM) and 7 off-peak (3 inbound and 4
outbound), serving all stations between Port Jervis and
Salisbury Mills, to Harriman. From there passengers
had to transfer to a bus that ran directly to Ramsey/
Route 17. Bus shuttles continue from Harriman, Tuxedo, and Sloatsburg and from all stations at other hours
11

and on weekends to Ramsey/Route 17. MTA Bus runs
the express and local buses between Harriman and
Ramsey/Route 17. Leprechaun will run any other bus
trip to Port Jervis when the train is not running. On
weekends, MTA Bus runs all bus service, including any
bus trips to Port Jervis not covered by train. This is
Metro-North’s largest busing operations.
SERVICE ON OTHER TRANSIT SYSTEMS
AMTRAK: In addition to what was reported above,
Northeast Corridor service was shut down by 8 PM.
Partial Keystone service resumed as of 3 PM Monday.
Amtrak restored much of the service along the East
Coast, with full Acela service between Washington and
Boston, and most Northeast Regional trains between
Richmond/Lynchburg/Washington and Boston, effective
Wednesday, August 31. Service remained suspended
west of Richmond to Newport News, Empire service
between Albany and Buffalo, and for these trains #48/448 and 49/449 (Lake Shore Limited), #50/51
(Cardinal) east of Indianapolis to Washington, D.C./New
York, #63/64 (Maple Leaf) between Niagara Falls and
Albany, #79/80 (Carolinian), #89/90 (Palmetto) and
#290/291 (Ethan Allen Limited). The Ethan Allen Limited
returned on September 1.
Just in time for Labor Day weekend, service returned
to the Empire Corridor. Amtrak’s press release
(September 1) reported that the only segment not back
was between Richmond and Newport News, but that
would return on September 3.
MBTA: Due to its location, regular services operated
on Saturday, but on Sunday all services were suspended. More than a hundred trees or large branches
were removed from the right-of-way. Commuters were
promised a normal rush hour for Monday and with the
exception of the D/Riverside, which came back at midday after a final clean-up, they had a normal commute.
PATCO: The last train was at 12:05 AM Sunday. Service resumed at 4 PM Sunday, after inspections of the
line were completed.
SEPTA: Normal service Saturday except on the Airport, Chestnut Hill West, Paoli/Thorndale, Trenton, and
Wilmington/Newark Lines, which shut down at 5 PM
due to Amtrak suspending its own service. The rest of
SEPTA, instead of closing at 12:20 AM Sunday, closed
at 11 PM Saturday. As closing time neared, passengers
were permitted to ride free in an effort to clear the
streets before the center of the storm hit. Subway and
El service resumed at 10 AM Sunday with delays during
the afternoon. Trolleys and buses returned on a routeby-route basis, except for Routes 101 and 102, which
presumably resumed in the following days. Due to Amtrak not operating, Regional Rail also did not run. On
Monday afternoon, SEPTA’s web site reported Regional
Rail service was suspended on the Cynwyd, Paoli/
Thorndale, Norristown, and Trenton Lines. Service had
resumed on Fox Chase, having earlier had shuttle
(Continued on page 12)
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buses.
According to news reports, SEPTA chose not to remove two trainsets (one Silverliner IV, one push/pull)
from Trenton, which became flooded when the Assunpink Creek overflowed. SEPTA spokesman Richard Maloney defended his agency’s decision by saying that
they didn’t think that it would be that bad. One of our
members checked The New York Times archives and
found an article from July 22, 1975, reporting on a major flood in Trenton. Water reached as high as the train
windows and the Assunpink Creek crested at 18 feet.
By September 2, nine cars had been retrieved (four returned to service – five were being examined). The remaining seven (push/pull set) still in Trenton, awaited
Amtrak’s approval for their removal, and when finally
repatriated were also found to be in need of extensive
repairs. On August 31, everything was back to normal
except for the Trenton Line, which operated as far as
Levittown, with shuttle buses to Trenton. A member who
visited the Trenton station reported that even though PA
announcements were being made, the shuttle bus Operator made the extra effort to walk through the concourse calling out, "SEPTA bus shuttle to Levittown!
SEPTA bus shuttle to Levittown!" These buses left 18
minutes before the scheduled train departure. Full train
service to Trenton returned on September 6.
On the West Trenton Line (September 2) trains were
moving very slowly between Yardley and Woodbourne
because of track, signal, and grade crossing damage. A
Around New York’s Transit System
(Continued from page 20)

between this station and the Fulton Street Transit
Center.
The northbound R platform reopened in November,
2009. Passengers will be able to access the
southbound platform through two underground
passageways, the newly constructed underpass or the
entrance from One Liberty Plaza.
The $20 million project to reopen the southbound
platform was funded by the Port Authority and MTA.
Vignelli Subway Map Returns—Online
On September 16, MTA unveiled The Weekender, its
new weekend home page. Designed to provide a simple
picture of what can be a very complex group of subway
service changes each weekend, the home page
features an electronic version of the 1972-era Massimo
Vignelli-designed subway map, but using current route
colors. Mr. Vignelli was involved in the creation of this
new weekend home page, along with collaborators
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large CSX crew was repairing the grade crossing signals at Edgewood Road (near the Yardley station). Trains were manually flagged across the highway.
MTA Maryland: Baltimore Light Rail and Subways
shut down at 9 PM Saturday. A decision about MARC
service on Monday was to be made by 6 PM Sunday.
Buses and the subway opened at 6 AM, but due to unstated problems, were not fully functional until 11 AM.
Light rail also experienced some minor problems. For
Monday, normal service operated on the Camden and
Brunswick Lines, but on the Penn Line, an “S” schedule
was in effect. Operating an “S” schedule clearly did not
work when people were trying to get to work. Train #511
(5:40 AM Perryville) departed Odenton 36 minutes late
due to overcrowding.
WMATA: Metro remained open until 3 AM, and all
lines re-opened at 7 AM.
Virginia Railway Express: Operated a normal schedule on Monday; however, passengers were warned to
expect minor intermittent delays due to signal outages,
which CSX personnel were addressing.
In closing, the restoration of subway and regional rail
services could not have been done in such a short
amount of time if not for the hard work done by hundreds of rail workers who toiled under adverse conditions.
This article could not have been completed without
the assistance of the following members to whom our
thanks go (alphabetically): Russell Avvocato, Steve Erlitz, Todd Glickman, Andrew Grahl, Bill Ingolia, Joe Korman, Henry Raudenbush, Dave Safford, Bill Vigrass,
Bob Vogel, and Lee Winson.
Beatriz Cifuentes and Yoshiki Waterhouse.
Users can click to display service by line, by borough,
or by station. Routes that do not normally operate on
weekends, such as B, are “ghosted.” A station that is
bypassed because of a service diversion is depicted
with a blinking dot; a solid dot signifies that the station is
being served.
On the Go! Touch Screen Travel Station
On September 19, MTA officials introduced the On the
Go! touch screen travel station. This interactive device
features a 47-inch flat panel screen that displays
subway service status, escalator/elevator status, and
neighborhood maps. The device also allows the user to
obtain travel information, local history, reviews of local
restaurants, and other information.
The first device is at the Bowling Green station. They
were to be installed shortly at Grand Central and
Roosevelt Avenue, as well as at LIRR’s Atlantic
Terminal and Metro-North’s Grand Central Terminal.
This project is currently in the pilot stage.
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MTA Metro-North Railroad (East)
A meeting was held in Westport on August 18, and
The Hartford Courant reported that Metro-North and
CDOT brass got an earful from commuters, not only
those who were trapped on board Train #1532 (1:34 PM
to New Haven) on July 22, but also long-simmering
complaints about uncaring and rude Conductors, unreliable trains, and a culture of disregard for passengers.
Metro-North President Howard Permut and Connecticut’s then-acting (he got the job on August 25) Transportation Commissioner, James Redeker, emphasized
that part of the problem is the aging, long-neglected
infrastructure, which includes century-old power stations
and catenary. Jim Cameron, Chairman of the MetroNorth Commuter Council, said "Commuters have lost
confidence in the railroad they have to ride every day."
President Permut had written an “open letter” and
apology explaining that 60% of the catenary from west
of Pelham to New Haven has the new constant tension
system, but there are the sections of the four-track line
between Norwalk (CP 241) and Milford (CP 261) that do
not. That work is underway on eastbound Tracks 2 & 4,
between Southport (CP 248) and Bridgeport (CP 261).
The New York section was completed in 1993, while the
much larger Connecticut portion began in 1996. Completion is expected in 2015; however, Metro-North reported that it would work with CDOT to rebuild this line
as expeditiously as possible.
The Hartsdale station (Harlem Line) was listed on the
National Register of Historic Places, joining Grand Central Terminal, Poughkeepsie, and Philipse Manor as one
of four Metro-North stations to be so designated. The
announcement was made by the New York State Office
of Parks, Recreation and Historic Preservation, which
made the recommendation last fall. The listing occurred
July 11, 2011, and makes the station eligible for grants
for restoration and preservation work under the New
York State Environmental Protection Fund (EPF). Hartsdale's Tudor Revival-style building of brick, stucco and
timber building was built in 1914 to replace an earlier,
smaller, wood-frame structure. It was designed by architects Warren and Wetmore, who also designed Grand
Central Terminal. Hartsdale is used by about 3,000 people each weekday. Inside, the building has a red tile
floor and built-in wooden benches that are used by the
tenant, Starbucks, which invested about $400,000 in
building improvements, including upgrading the restrooms, prior to opening in 2000.
As I don’t collect the so-called the small “TDI” timetables, I tend to ignore them. However, a news item in the
Summer, 2011 edition of Mileposts caught my attention, and as I happened to be in Grand Central Termi13

No. 275
by Randy Glucksman

nal, I picked up a few examples of the current issue –
June 27 to October 15. Lo and behold, the timehonored tradition of listing trains vertically has been replaced by a horizontal format that mimics the larger versions of the line timetables, including a strip map on the
cover. For some reason, I had the previous edition for
Tarrytown and compared them. The previous edition
was folded into three panels with one additional fold,
whereas the current one has four panels. The current
edition also has less advertising.
During August, work was well underway to build the
Apple Store in the location formerly occupied by the
Metrazur Restaurant (September Bulletin).
There were virtually no comments at the public hearing about the fares at the new Fairfield Metro Station,
which will be equal to Fairfield. As was reported in the
August Bulletin, the station could open on or about October 16. On August 26 my son Marc and I were photographing trains along the New Haven Line, but due to
the construction of the access road, we were unable to
reach the station.
The new timetables that will go into effect on October
16 add weekday and weekend service to the Hudson
and Harlem Lines, reflecting a response to recent ridership increases. Specifics will be published when the
timetables are issued. Also with this timetable change,
Metro-North (East) launches its own Quiet Car pilot
starting with 36 AM/PM peak hour trains that operate
between Grand Central Terminal and Poughkeepsie,
Beacon, Wassaic and Danbury. Conductors will issue
“shh” cards. Again, specifics will be published when the
information is available.
The New Haven Line Meadowlands brochure was issued and is essentially the same as last year, with one
tiny time change – the westbound train departs New
Haven at 9:04 AM, one minute later than in 2010. Meadowlands Service is scheduled to operate on the following Sundays for 1 PM games: September 18, October
9, 16, 23, and 30, November 27*, December 11*, 18*,
and 24*, and January 1*. (*Denotes that the game time
could be changed, and if so, this service will not operate.) The November 13 and December 27 games presently do not have 1 PM kick-off times; however, if they
are changed to 1 PM, this service will operate.
MTA METRO-NORTH RAILROAD (W EST)
During July, following NJ Transit’s June expansion of
the Quiet Car Program to the Hoboken Division, which
includes the Port Jervis and Pascack Valley Lines,
Metro-North conducted a survey. Of the 1,022 riders
questioned, 82% were satisfied with the current program (27% - very satisfied and 55% satisfied). Almost a
(Continued on page 14)
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fifth moved to the Quiet Car, while 4% moved out. This
program has been made permanent on west-of-Hudson
trains.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
As of August 1, 34 M-8s had been delivered, and 30
were accepted for service. The first 38 (9000-9137)
were constructed in Kobe, Japan – the balance are being built in Lincoln, Nebraska. 9138-9 were shipped
east on August 11 (September Bulletin). It is expected
that 60 will be in service by the end of 2011.
There listing appears on Metro-North’s home page
and provides the current status of the M-8s.
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En route to the August Division meeting, I observed
that 9126-7 were at the Kawasaki plant in Yonkers.
About two weeks later, they were joined by 9103 and
9132.
Fare increases for New Haven Line riders boarding at
Connecticut stations are proposed for November 1.
Some sample monthly fares: Rye, $237 to $247; Stamford, $264 to $308; and New Haven, $394 to $459. As
part of this process, there would also be fare hikes
every January 1 starting in 2013 and continuing through
2018. At that time, the New Haven monthly ticket will
cost $487.
Later this year, CDOT will test bicycle hooks for the M8s. Two designs have been selected and will be fabricated by SportsWork, Incorporated.
MTA LONG ISLAND RAIL ROAD
On August 16, a pilot program was launched using
wireless, hand-held ticket issuing machines (TIMS) that
allow passengers to purchase tickets on board trains
with major credit cards or a ‘debit-as-credit' card. Initially, this is only available between Ronkonkoma and
Greenport. Crewmembers have been issued an Apple
iPhone 4 equipped with a PaySaber cradle device that
uses a LIRR-designed app that prints tickets. Passengers are not exempt from paying the higher on-board
service charges if their boarding station has a TVM or
open ticket window. Passengers will also be able to use
credit cards to make bar cart purchases on the North
Fork Wine Train departing Ronkonkoma for Greenport
14

at 5:21 PM on Fridays.
The usual special timetable for the U.S. Open (August
23-September 11) was issued. Service did not operate
on August 28, due to Hurricane Irene (please see cover
story). Because additional days were lost due to the
remains of Tropical Storm Lee, the Men’s Finals were
rescheduled to September 12, and stops were added to
Port Washington Branch trains, which are normally not
scheduled to stop at the Mets-Willets Point station.
Other special timetables were issued for the Quicksilver Surfing Event in Long Beach, September 2-5 and
10-11. Three extra trains operated in each direction.
There was also Sperrry Rail testing on the Montauk
Branch (September 14-15) and Port Jefferson Branch
(September 20-21), which included some busing.
A full set of the September 12 timetables was issued,
including Mets-Willets Point (through September 28)
and Belmont Park’s Fall Meet (September 10-October
30). Weekend service to Greenport ends on October 9.
Timetables will be replaced effective November 7.
The 2011 edition of LIRR’s One-Ticket Ride to the
Meadowlands was issued.
CORRECTION: Friday’s Cannonball (August Bulletin)
is Train #2798, not #2710, which is the Thursday train.
NJ TRANSIT
The oldest locomotives on the roster are thirteen purchased by NJDOT in 1968 for use on former CNJ lines.
All have been overhauled and upgraded over the years,
but nonetheless, they are in their 43rd year of service.
Originally delivered as 3671-83, they were renumbered
4100-12, and after their initial overhaul, they returned
with those numbers scrambled. On August 18, at Secaucus Junction, I observed 4103, 4104, 4106, and
4107 powering different trains.
On August 24, the New Meadowlands Stadium was
renamed “MetLife Stadium.” It will retain that name for
25 years. NJ Transit’s web site still did not list the specific dates that rail service would operate.
Completion of renovations at the Somerville station
(Raritan Valley Line) was celebrated at an August 25
ceremony. Passengers now have two 710-foot-long
high-level platforms with heated shelters and canopies.
The station is climate-controlled, has elevators, and is
ADA compliant. A $15.3 million contract for this work
was awarded in March, 2009. Still on the subject of stations, a $3.068 million contract was awarded to repair
the roof at Newark Penn Station, which was described
as being in various states of deterioration.
Newark Light Rail got a new timetable effective September 3 that moves the time of the 3:31 PM departure
from Branch Brook Park to 3:32 PM.
At the September 14 Board meeting, among the items
approved was the purchase of a new overhead catenary inspection vehicle, to replace one purchased in
1998. The $1.9 million contract was awarded to ARVA
(Continued on page 15)
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Industries of St. Thomas, Ontario, Canada. NJ Transit
trains operate under 95 miles of catenary.
On the eve of Hurricane Irene, Member Bob Vogel
visited the future Pennsauken Transit Center and sent
digital images of the River Line station, which is now
protected by fencing. By mid-September, station signs
had been installed.
The pressofAtlanticCity reported that the ACES train
would make its final runs for 2011 over the weekend of
September 16-18. This service was launched in February, 2009 under a three-year contract, which expires in
February. It is unknown whether the contract will be renewed. Some of the Internet “chatter” believes these
were the final runs.
PORT AUTHORITY TRANS-HUDSON CORPORATION
While I do not have the exact date that the last PA-1 to
PA-3 cars ran, all have been retired. There are just two
8-car trains of PA-4s available for service, which means
that you will only find them on the NWK/WTC route.
Some PA-4s have been retained for work service. As I
passed the Kawasaki plant in Yonkers in August, there
were no PA-5s in the yard.
In support of the 10th anniversary (of the 9/11 attacks)
ceremonies at the World Trade Center site, starting at 5
AM, a 5-minute headway operated on the NWK/WTC
route. Service was suspended to WTC between 7 and
11 AM, and operated only to Exchange Place during the
time that the ceremonies were taking place. Access to
WTC was also restricted.
The PATH fare is now $2, after the first of four 25-cent
fare increases went into effect on September 18, the
same day as bridge and tunnel tolls went up. On August
19, PA approved four PATH and five toll increases that
will occur on the first Sundays of December 2012, 2013,
2014, and 2015.
AMTRAK
At the Wilmington, Delaware Shops, member Alfred
Gaus Jr. observed that AEM-7 911 was outside, minus
its pantographs. He guesses that it will be junked.
For a five-week period (September 15-October 23),
passengers riding the Adirondack north of Albany can
enjoying the fall foliage from a “Great Dome.” The dome
car operates northbound from Albany to Montreal on
Thursdays, Saturdays, and Mondays. It returns south
from Montreal on Fridays, Sundays, and Tuesdays. No
dome car trips are made on Wednesdays. Amtrak reports that ridership has been increased 5.7% on this
route when compared to 2010. Thanks to Bob Hansen
for this report.
MISCELLANEOUS
Member Andrew Grahl visited the recently opened
(July 20) Saratoga & North Creek Railroad, which connects these named cities. The 57-mile line is operated
by Iowa Pacific Holdings, LLC, a company that operates
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mainly operates excursion trains in the western United
States. The town of Corinth and Warren County own the
trackage, which they have contracted with Iowa Pacific
to operate. For rolling stock, two domes (one was former Auto Train 508) were obtained from the West Texas
and Lubbock Railway, plus a pair of ex-LIRR C-1 bilevels. For unknown reasons, these cars, which were
numbered 3007 and 3008, both carry the number 3007.
Motive power includes Alco 821 (ex-Staten Island Railway 821) and General Electric B-39-8E 8524 from its
San Luis & Rio Grande operation. The color scheme is
reminiscent of the Delaware & Hudson Railway. Member Paul Gawkowski included photos of this operation in
his presentation at our August Division meeting.
According to The Saratogian, this is the first time in 50
years that passenger trains have operated on this line.
A connection is made with Amtrak at Saratoga Springs,
which is served by The Adirondack (Trains #68/69). The
Saratoga & North Creek provides passenger service
Thursdays through Mondays, with meal service through
October 31. Its trains carry names such as The New
York Express, The Merganser, and The Hudson Explorer. For the Winter, The Polar Express ski train service is envisioned.
INDUSTRY
Motor Power Industries, a subsidiary of WABTEC,
announced that it had been awarded contracts by SunRail and Sound Transit. SunRail will receive seven remanufactured, 3,000-hp locomotives for its 61.5-mile
line that is being built in the Orlando area, while Sound
Transit is getting three new 4,000-hp locomotives to
expand service in Seattle. All units are expected to be
delivered in 2012-3.
Just three weeks after the SunRail project was approved, Bombardier was awarded a $41 million contract
for 14 bi-level cars with options for 46. Bombardier’s
press release did not break down the number of cabs
vs. coaches. Deliveries are planned between May and
August, 2013.
THE EAST COAST EARTHQUAKE
At 1:52 PM August 23, a 5.8 magnitude earthquake
(3.7 miles underground) struck near the railroad town of
Mineral, Virginia. Within seconds, the shock, albeit minor, was felt by many in the New York metropolitan
area. I was on the third floor of a building on the Upper
East Side of Manhattan, but felt nothing, and was unaware of it until personnel who were working there informed me. One woman showed me her computer,
which in fact was shaking. Tremors were felt in 22
states, with moderate damage being reported from Virginia to New Jersey. Airport runways were closed until
they could be inspected. Minor damage was reported in
the New York City area, although many people were
shaken by the event. This is how transit was affected:
● Amtrak – Temporarily shut down
● LIRR – Amtrak sent its Inspection Car through
(Continued on page 16)
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each of the four East River Tunnels, before service resumed
● MARC – Please see below
● NJ Transit – Atlantic City Line service suspended
temporarily between Lindenwold and Cherry Hill
due to an overhead bridge problem – temporary
shuttle bus service
● PATCO – Service suspended 2:14-4:17 PM; NJ
Transit cross-honored
● SEPTA – All lines briefly shut down, but the subway came back quickly. When Regional Rail resumed, there were delays of about 1 hour. (Per
Member Dave Safford)
● VRE – Delays due to heavy riding on early trains
and speed restrictions
● WMATA – Trains operated at 15 mph until inspections of 106 miles of track were completed
Because of where the earthquake originated, MARC
was majorly affected. Member Steve Erlitz reported:
“MARC was a disaster, first because Union Station had
to be shut down for a while, and then because CSX restricted speeds on the Camden and Brunswick Lines.
Baltimore to D.C., Train #855 was canceled as was
D.C. to Baltimore Train #854 so the crew and equipment could cover Trains #857 and #856, normally handled by Train #848, which ran over two hours late tonight, as did other Camden line trains. Shortly before 10
PM, CSX removed the speed restrictions on the Camden Line, having removed them from the Brunswick
Line an hour earlier. MARC is already advising that
there will be limited service tomorrow because of crew
availability (hours of service you know). The Penn Line
basically just ran trains as they filled up. Amtrak released the speed restrictions earlier in the evening and
MARC had to get trains back to D.C. It ran the last couple for the night on-time. The next morning, all MARC
trains are running though, with some delayed waiting for
their crews to come off of rest. One Brunswick train was
75 minutes late. My train had the regular Conductor and
a CSX Assistant Conductor (no uniforms, just radio).
Metro is normal.” MARC’s Train Service Director John
Hovatter sent out an apology to passengers in which he
explained the delays as did VRE’s CEO, Dale Zehner.
TROPICAL STORM LEE
Lee began as a hurricane, striking New Orleans over
Labor Day and as it traveled northeast, became downgraded to a tropical storm, but still was able to dump
copious amounts of rain. Nonetheless, it inflicted major
damage to areas that were still struggling with the aftereffects of Hurricane Irene. On the rail side, Virginia Railway Express suspended service for Friday, September
9, MARC riders experienced delays the previous day,
and Steve Erlitz reported that he received an email alert
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at 1 AM that one Brunswick and one Frederick train
were going to be cancelled that morning for lack of
crews, but the message was never repeated or confirmed. SEPTA’s Regional Rail service was disrupted on
September 8 by washouts and flooding causing shutdowns of six routes (Chestnut Hill West, Lansdale/
Doylestown, Norristown, West Trenton, Warminster, and
Cynwyd). Cynwyd was back in service that evening,
and the others were opened the following morning. Due
to flooding conditions west of Lancaster, Amtrak was
forced to operate Keystone Service between Lancaster
and New York City on September 9. The Pennsylvanian
(Trains #42/43) were canceled that day.
REST IN PEACE
Member Bob Underwood, a frequent contributor to
this column, passed away after a long illness on September 17. Bob had resided in New Haven, Connecticut, until his condition required full-time care.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
Going “Green:” In the September Bulletin we reported that a solar power company would like to install
solar panels at MBTA’s Somerville, Readville, and Billerica facilities. This will happen as the “T” works with private investors. Now comes news from The Boston
Herald (August 14) that a federal grant has been received to erect the first of two wind turbines at the layover facility near the Kingston, Rhode Island station.
This 120-foot unit will have a capacity of 100 kilowatts.
Work was to begin last month and when it goes on line
late this Fall, its 35-foot blades are expected to cover
65% of the station’s needs and produce savings of
about $100,000 annually. Next Spring, a 300-kilowatt
wind turbine will be installed at the Bridgewater station
that will produce enough energy not only to power that
facility, but also to enable MBTA to sell surplus electricity.
MBTA released another free app – “Talk to The ‘T’”,
which enables riders to file complaints directly with the
authority. The main purpose is to notify “T” workers
about quick fixes, such as broken door handles, faulty
air conditioning, or trash on the platform.
With the completion of Amtrak’s tie-laying project,
regular schedules went into effect on the Fairmount,
Franklin, and Needham Lines effective September 12.
There were also some modifications made to Providence/Stoughton schedules.
The Jamaica Plain Gazette reported that a federal
court “quietly” tossed out a lawsuit that asked for trolleys to return to Jamaica Plain via the Arborway. But
debate may linger in plans for the Arborway Yard bus
facility, where the Arborway Committee still wants space
reserved for trolley storage in case public opinion
swings toward trolleys again. That land is slated to go
for community-approved redevelopment. For more than
(Continued on page 17)
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a century, trolleys ran on South Huntington Avenue and
Centre and South Streets between Heath Street and
Forest Hills. In 1985, MBTA “temporarily” suspended the
service at Heath Street for maintenance reasons. The
Route 39 bus acted as replacement service. Thanks to
member Todd Glickman for these reports.
LINDENWOLD, NEW JERSEY
Bill Vigrass reported that as of September, 26 PATCO
cars have been delivered to Alstom for overhaul.
PHILADELPHIA, PENNSYLVANIA
Silverliner update courtesy of Cinders: As of August
19, there were 37 Silverliner Vs on the property: 701,
703-712, and 801-826. 28 were available for service;
the remainder being prepped for service or used for
training. 11 Silverliners are shown as retired: 205, 206,
251, 257 (Budd), 220, 222, 224, 232-234, and 237 (St.
Louis). 208 (Budd), is in non-revenue status. The following are shown as “inactive:” 201, 9003, and 9011 (Budd)
and 231, 235-236, 238-239 (St. Louis). This means that
all 8 of the former St. Louis “Airport” cars are not running. None of the older cars have been scrapped since
214 last spring. Another report that was prepared at the
end of August upped the number of cars in service to
30, making a total of 40 on the property. The 120th and
final car is scheduled to be accepted next June.
In addition to car 666, Alfred Gaus, Jr. has found additional Broad Street Line cars that have “lost” their orange window stripe. During a September afternoon visit
to Fern Rock he spotted this solid five-car set without
orange stripes: 557-666-510-552-554. Later, on another
train he found 532 without the orange stripe. Alfred believes that the cars look better without it.
WASHINGTON, D.C.
The city wants the streetcars to be operating along H
Street and Benning Road by the summer of 2013. Recently there had been rumors that this would not take
place until the end of 2013. Thanks to member Phil
Hom for this news.
NORFOLK, VIRGINIA
Opening day for The Tide, the nation’s newest light rail
system, was August 19, and worldwide, it was the second new light rail system to open that day. Jerusalem,
Israel preceded it by a few hours. (Please see below.)
Drawn by free rides, the system was overwhelmed, with
27,000 trips taken by 7 PM Friday, far exceeding expectations for opening day. The Newtown Road park-andride lot at one end of the line and two overflow lots, totaling close to 700 spots, were full from noon into the
evening. The free ride program was extended through
the week, and the $1.50 fares began being collected on
August 29. To accommodate the unexpectedly large
crowds, HRT in the late morning put a seventh train into
service, which is one more than what would be used
during peak rush hours. But that helped only a little, and
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an eighth train was added in the evening. Riders were
asked to exit at MacArthur Square to eat, shop, or soak
in opening day activities because many riders were
staying on trains for more than an hour. By midafternoon, buses were sent to the Newtown Road, Eastern Virginia Medical Center/Fort Norfolk, and MacArthur
Square stations to take people back to park-and-rides
so they could avoid long waits and overcrowding on the
trains could be eased. Some used the buses, but they
weren't very popular. It was reported that the weekend
ridership was 75,000. Average daily ridership was projected to be 2,900, but member Phil Craig forwarded a
report that ridership had leveled off at 4,500.
NASHVILLE, TENNESSEE
Member Harold Golk reported that Music City Star
ridership reached 26,989 passenger trips in June, 2011,
up nearly 30% over 17,620 in June, 2010. Trains operate in 2-car sets using gallery cars that were obtained
from Metra (ex-C&NW) for $1 each at time of start of
service. The motive power, F-40s, was originally Amtrak. There is a plan to add a third car to the trainsets,
which would provide seating for 140-150 additional passengers. Also on hand are at least four ex-Virginia Railway Express cars, also ex-Metra. Harold added: “The
Mayor of Lebanon, Tennessee stated, ‘Trains don't pay
for themselves, but highways don't pay for themselves
either, and they cost a lot more.’” (This was said while
commenting on funding for the Music City Star.) “He is a
smart man, I would say. Lebanon is the east termination
of the Star, 31 miles from Nashville.”
TAMPA, FLORIDA
Tampa’s Port Authority on August 19 voted 4-3 to discontinue its $150,000 annual contribution to the TECO
Line for 2012. This action will force TECO’s Board to
replace the funds from its already strained endowment.
The City Council wants PA to reconsider its decision
and restore the funds. Supporters believe that it adds to
the attractions that Tampa has to offer, and would enhance its image, especially with next year’s Republican
National Convention, which will be held in Tampa. Opponents feel that the streetcar is heavily subsidized and
attracts few riders. Thanks to member Dennis Zaccardi
for this report from The Tampa Tribune.
MINNEAPOLIS, MINNESOTA
Northstar Commuter Rail and Northstar Link Commuter Bus are providing service for all Vikings games at
Mall of America Field in the Metrodome this season.
Special trains will be added on game days to supplement the regular Northstar schedule when needed.
On September 2, the Federal Transit Administration
gave its approval for the PE (preliminary engineering)
phase for the 15.8-mile (double-track) extension of the
Hiawatha Line to begin. From the existing Target Field
station in downtown Minneapolis, the line would continue through several suburbs, including Minnetonka,
Hopkins, and St. Louis Park, terminating in Eden Prai(Continued on page 18)
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rie. Thanks to Progressive Railroading for this report.
NEW ORLEANS, LOUISIANA
The Times-Picayune reported that on August 16,
work began to construct the 1.5-mile Loyola Avenue
connection to the Canal Street Line. The $34.5 million
project is expected to be completed in June. The tracks
will run in the street on both sides of the neutral ground.
Plans include four covered streetcar stops at Tulane
Avenue, Poydras Street, Julia Street, and the Union
Passenger Terminal. Please see map below.

RTA has plans for other lines as well, such as bringing
streetcar service to Faubourg Marigny, Treme, and St.
Roch via North Rampart Street and St. Claude Avenue.
In May, the RTA Board authorized bids for the final design for the so-called French Quarter Loop, which will
link Canal Street to Press Street along North Rampart
and St. Claude. A 1.2-mile spur on Elysian Fields Avenue that would connect the Riverfront Line at Esplanade Avenue has been put on the back burner while
officials look into the prospects of extending the St.
Claude Line to Poland Avenue in the Bywater. This
would call for the tracks to cross Norfolk Southern Railway tracks, which they opposed, citing safety concerns.
ALBUQUERQUE, NEW MEXICO
Rail Runner’s thirteenth station, Sandia Pueblo,
opened on August 29. Only Zia Road remains to be
opened.
SAN FRANCISCO, CALIFORNIA
On August 18, Caltrain reported that it had negotiated
a proposed contract with TransitAmerica Services to
operate the Peninsula commuter service, replacing Amtrak, which has exclusively held the contract since
1992. TransitAmerica Services (part of Herzog Transit
Services) operates Coaster, Trinity Railway Express,
and Rail Runner Express. Approval at the Joint Powers
Board came at its September 1 meeting. The first full
year (FY 2013) of the five-year contract is for $62.5 million, which is within the projected Caltrain operating and
capital budgets. Subsequent contract amounts are sub18

ject to annual negotiations. This contract comes with
five one-year options, and includes daily staffing and
operation of trains, as well as inspection/maintenance
of tracks, passenger rail vehicle fleet, rights-of-way,
structures, signaling, communication network, stations,
and other facilities.
Caltrain Executive Director Michael J. Scanlon said,
“The contribution of Amtrak to the Caltrain service can
never be fully measured. The successes enjoyed by
Caltrain are due in significant part to the partnership
between Amtrak and the agency, and we are grateful for
all Amtrak has done.” Once the contract is signed, there
will be a five-month period during which TransitAmerica
will transition into place and mobilize its new management team. During that period (early 2012), Caltrain and
Amtrak will remain in a partnership and Amtrak will continue to operate the railroad as it participates in the transition.
LOS ANGELES, CALIFORNIA
A groundbreaking ceremony for the second phase of
the Expo Line took place on September 12. 6.6 miles
will be added to presently being built 8.6 miles in Phase
I, which was originally set to open in 2010. Expo officials were still hoping to open a portion of Phase I (7.9miles) to La Cienega before the end of 2011, and to
Culver City (0.7 mile) early next year.
SAN DIEGO, CALIFORNIA
“San Diego 529,” a PCC, made its formal appearance
on August 17, but the official debut of the Silver Line
took place on August 27. Painted Kelly green, plum,
and crème, 529 has undergone six years of restoration
by volunteers and experts who spent 3,000 hours on
the project at a cost of $850,000. Because it operates
on the same trackage as the San Diego MTS LRVs, it is
equipped with a pantograph, rather than a trolley pole.
San Diego’s previous PCCs were numbered 501-528,
hence 529. Details were published in the August Bulletin.
HONOLULU, HAWAII
As of August 17, all appeals from the losing bidders
have been denied, and the Honolulu Authority for Rapid
Transportation began to finalize its contract with
Ansaldo Honolulu to start construction of its 20-mile
LRT. Ansaldo’s $1.45 billion contract to design, build,
operate, and maintain the line was selected over bids
submitted by Bombardier Transportation and Sumitomo
Corporation of America. Thanks to member David Erlitz
for this report from The Star Advertiser.
TORONTO, ONTARIO, CANADA
There is new life for old subway cars. According to an
article in The Toronto Star, sent by member Ron Yee,
the Toronto Transit Commission (TTC) has made a deal
with a company called Eko Rail, which will purchase
255 of TTC’s soon-to-be-retired H-5s and H-6s. They
will be used on a 16.7-mile line, which is currently under
(Continued on page 19)
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construction in Lagos, Nigeria. The first of the H-5s was
expected to be trucked out of Wilson Yard during the
second week of September to an unspecified location in
the United States for engineering evaluation. Interiors
will be refurbished and trucks converted to standard (4’
8½”) gauge (TTC uses 4’10⅞”). Although with delivery
of the new Toronto Rockets the 44 remaining H-4s are
also being replaced, they will be scrapped because they
lack air-conditioning. TTC received 138 H-5s (56705807 in 1976 and 1980) and 126 H-6s (5810-5935 in
1986 and 1989). This article mentioned that it was not
unusual for subway cars to be recycled, citing examples
of cars from Seoul and Beijing now operating in other
cities. In early September, there were three sets of
Rockets in service on the Yonge St. Line.
ROME, ITALY
During August, Todd Glickman was in Italy for a long
weekend, and rode the "Leonardo Express" train
(operated by TrenItalia) from Rome/Fiumicino Airport to
the Termini rail station in Rome. He reported: “With halfhourly service, the eight-car, electric engine-powered
trains I rode in both directions were very busy. The trip
took 31 minutes for the 23-mile one-way, non-stop ride,
and cost 14€ (~$20) each way. I also had a few rides on
the Rome Metro, which has two lines (’A’ and ‘B’ that
cross and have a free interchange at Termini Station).
Line ‘C’ is under construction and a phased opening is
expected later this year. Single rides are available over
the entire system (and for connecting buses up to 75
minutes from purchase) for 1€ (~$1.42), and an all-day
pass is available for 4€.” Todd also rode the TrenItalia
Eurostar from Rome to Venice and return. The
"Frecciargento" bullet-style trainset has a top speed of
186 mph (300 kph), and makes the trip in 3:48. There
are two First Class cars, a café car, and seven secondclass cars. Second class seating is 2x2, while First
Class is 1x2. First class passengers also get a welcome
snack (choice of juice, water, or sparkling wine, as well
as cookies), and a newspaper. There is on-board Wi-Fi
for purchase through TelecomItalia. The trains in both
directions were very busy, especially between Florence
and Venice. Florence is midway between Rome and
Venice, and has a stub-end terminal which means passengers who are facing forward for the first half of the
journey become rear-facing for the second half, and
vice versa.
JERUSALEM, ISRAEL
As was reported last month, Jerusalem’s LRT opened
on Friday, August 19. Several hours later, The Tide
would begin carrying passengers in Norfolk, Virginia.
(Please see above.) Member Dave Klepper wrote: “I
intended to wait until Sunday to ride, because only a
few of the traffic light priority installations are in, and
travel is about twice or three times as long as the
19

schedules, and I always have a lot to do to prepare for
Shabbat (the Sabbath) on Fridays. However, I decided
to take a short ride from the Ammunition Hill station,
which is closest to my apartment, to the City Hall station. This is only about one-quarter of the length of the
line. Lots of people were riding, coming from all ethnic
groups. There was a decent standee load. Earlier inspection of the vehicle interior assured me the seats are
comfortable. I would rate it A+ for ride quality and quietness and signage. When I left at City Hall, there was a
large crowd waiting, and the two-car train left, packed.
Service is supposed to be every 14-minutes, with riding
free for two weeks. Top speed about 40 mph.”
The continuation of Dave’s ride did not wait until Sunday. He continued: “I rode the southern portion of the
line after Shabbat ended. After waiting about 40 minutes
a light LRV came through the Ammunition Hill station for
positioning at the south end of the line, and about a
quarter of an hour later, the first public Saturday evening train came. Riders were mostly young Yeshiva students, but there were also some Arab children and a
few parents as well. I rode the northern portion of the
line on Sunday, and the trackage and scenery reminded
me of the best of Pittsburgh Railways, which is an A+
for operations and scenery and well worth riding from a
railfan point of view. Lots of Arab children were riding as
the northern part of the line goes through Shufat, an
Arab neighborhood.” Subsequently, Dave reported that
there were minor delays, as more than 40,000 riders
took advantage of the service, which was using 14
trains. Fares will be NIS (New Israeli Shekel) 6.40,
which is about US$1.80. Service operates weekdays
between 5:30 AM and past midnight. Daily ridership is
expected to be 100,000. We will have more on this in
the next issue.
BANGKOK, THAILAND
As reported by Todd Glickman last month, the extension of the BTS Skytrain east of On Nut Station opened
August 12. Five stations were added and the new terminus is Bearing located at the intersection of Sukhumvit
Soi (crossroad) 107. Todd returns to Bangkok later this
month, and will provide a report.
FROM THE HISTORY FILES
75 YEARS AGO: On October 26, 1936, the Philadelphia
Suburban Transportation Co. (Red Arrow Lines) opened
a new terminal at 69th Street, replacing the 1907 building. With some modernization, this building is still in use
today.
25 YEARS AGO: In October, 1986, the Cos Cob Generating Plant, which supplied power to the New Haven
Line, was finally decommissioned. In its final years, the
plant, which opened in 1907, became unreliable. The
Town of Greenwich, Connecticut, which now owns the
property, would like to open the site (after it is decontaminated) as a public park.
News items and comments concerning this column may be
emailed to NYDnewseditor@aol.com.
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Around New York’s Transit System
Abandoned LIRR Right-of-Way Near Sheepshead
Bay
There was a brief description of this abandoned rightof-way in the August, 2011 issue’s Around New York
Transit System. After reading the article, we decided to
publish a more detailed description of the route that was
published in the 1899 Atlas.
Tracks were parallel to several streets and crossed
the following intersections:
● E. 17th Street and Avenue I
● West side E. 16th Street (adjacent to Brighton
(BQ) Line from Chestnut Avenue to Avenue M
● East side E. 16th Street from Avenue N to Avenue
O
● E. 17th Street from Kings Highway to Quentin
Road
● West side E. 18th Street from Avenue S to Avenue
Z
● Sheepshead Bay Road and Jerome Avenue
● E. 15th Street and Voorhies Avenue
● E. 13th Street and Neptune Avenue
We do not know where the terminal was located. The
Atlas was incomplete.
Brighton Line Station Rehabilitation
Rebuilt Avenue H, Avenue J, and Avenue M
northbound platforms were placed in service at 5 AM
September 12 with B and Q trains making all stops in
both directions. During the September 9-12 weekend,
buses replaced Q trains between Stillwell Avenue and
Prospect Park because of track changes in the vicinity
of Newkirk Plaza (recently renamed from Newkirk
Avenue). The hard-rail reverse curve connecting the
northbound express and local tracks was removed and
the local track was made continuous.
The Avenue H, Avenue J, and Avenue M northbound
platforms were closed for rehabilitation on September
24, 2010. Northbound B and Q trains switched to the
express track south of Kings Highway, stopping at a
temporary platform on the southbound express track at
Kings Highway. Trains then bypassed Avenue M,
stopped at a temporary platform on the southbound
express track at Avenue J, and bypassed Avenue H,
after which they operated on a hard-rail reverse curve
connected to the local track. Southbound trains made
all local stops.
B express service was resumed October 3.
Lo-Vs Roll Again
Lo-Vs were in service again from noon to 6 PM during

every weekend in September, 2011 starting Saturday,
September 3 and continuing through Sunday,
September 25. Trains operated on the express track
between 96th Street and Times Square, stopping at 72nd
Street.
HBO paid MTA $150,000 for operating the trips, which
were sponsored by “Boardwalk Empire,” whose
advertisements were posted in the cars. On the final
weekend, HBO representatives were distributing
complimentary MetroCards in the street near the Times
Square, 72nd Street, and 96th Street stations.
Riders with Unlimited MetroCards Lost Two Days of
Travel
As a precaution against floods from Hurricane Irene,
all subway trains, buses, and railroad trains ceased
operating from noon Saturday, August 27 to 6 AM
Monday, August 29. Riders with unlimited weekday or
monthly MetroCards lost two days of travel when
service was suspended, but were unable to obtain a
refund.
Transit officials explained that it was technically
impossible to extend the MetroCards for two days. They
revealed that it is a long process to reprogram the
computers. It also requires the approval of the MTA
Board.
Instead, MTA wants its insurance company and the
federal government to pay for the money lost from
shutting down the system. It hopes to return some of
these funds to the unhappy riders.
Cortlandt Street R Station Reopens
On September 6, 2011, just before the tenth
anniversary of the 9/11 terrorist attacks, MTA reopened
the downtown side of the Cortlandt Street R station.
MTA Chairman and CEO Jay H. Walder was joined by
Congressman Jerold Nadler, State Assembly Speaker
Sheldon Silver, State Senator Daniel Squadron,
Manhattan Borough President Scott Stringer, and New
York City Council Member Margaret Chin to celebrate
the occasion.
The September 11, 2011 collapse of the Twin Towers
caused appreciable damage to the Cortlandt Street R
station and the Cortlandt Street 1 station, which is still
out of service. The southbound R platform reopened
on September 15, 2002, but was closed again on
August 20, 2005 for the excavation and construction of
the Dey Street passageway, which will be a vital link
(Continued on page 12)

CORRECTION
Member Andre Kristopans informs us that we omitted
the following from the December, 2010 Bulletin:
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From October 30, 1954 to August 30, 1976, rush hour
E trains ran express on Eighth Avenue.
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IRT OPERATED FREQUENT, DEPENDABLE SERVICE
75 YEARS AGO
(Continued from September, 2011 issue)
In the September issue, we were unable to
publish all the interesting information in the
July 1, 1924 IRT subway rulebook because
of the lack of space. In this issue, we are still
printing excerpts from this book, which describes the duties of the Motormen and Conductors operating the same cars that were in
service 75 years ago.
82. The input of current to motors is governed automatically and automatic feed must
be used at all times when in proper working
order. In starting trains from the terminals,
Motormen must notch up controller one notch
at a time to ascertain if automatic feed is
working properly. If working properly, in starting thereafter controller must be moved to
first point and allowed to remain for 1½ seconds or until slack is taken up in train and
then moved to full-on position.
Rule 82 applies to old equipment only, and
on that type of cars Motormen are instructed
to hand feed the controller to avoid the possibility of blowing the circuit breakers. (Editor’s
note: There is probably a typographical error in
this sentence. Hi-Vs had manual acceleration and
Lo-Vs had automatic acceleration.)
101. Motorman will start train on bell signal
when leaving terminal or when cars are
added or cut off en route.
(Editor’s note: In the 1930s, we observed that
the Rear Guard pressed a button located near the
roof adjacent to the end door between the cars.
The Conductor received indication, a white light
on a similar device, after which he gave the Motorman the bell signal.)
127. Motormen are instructed that when the
top lights or markers are out to turn one of

the bottom or oil lamps red on the side which
they are to take the switch. If they are to turn
to the right to carry a red lamp on the right
side of the head car, and if to take the switch
to the left, to carry a red light on the left side
of car.
213. Each Conductor and Rear Guard is
required to carry on his train a white lantern
which must be kept lighted and ready for immediate use.
228. The post of the Rear Guard is on the
last car of the train, and he must never leave
that car except in the performance of his duties. If for any cause his train comes to a stop
at any unusual point where not protected by
signal, he must immediately protect the rear
end of his train and station himself with lamp
in the rear of his train prepared to flag the
following train at a sufficient distance away to
avoid collision.
(Editor’s note: Signals were not installed from
Borough Hall to New Lots Avenue and Flatbush
Avenue until July, 1937 and on Lenox Avenue
from 110th Street to 135th Street until the spring of
1939.)

RULES FOR OPERATING MULTIPLE
UNIT CONTROLLED DOORS
At Bowling Green, southbound station, all
doors must be kept closed on the shuttle
platform side.
On trains going around South Ferry Loop,
only the doors controlled by Guard will be
opened at this station. Guard will drop seat at
center door on these cars before entering
station. Conductor after leaving Rector Street

1
NEXT TRIP: NYCT WESTCHESTER
SHOP TOUR, NOVEMBER 5
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A HISTORY OF THE A TRAIN
by George Chiasson
(Continued from October, 2011 Issue)
where platforms were again located at 72nd Street, 81st
Street-Museum of Natural History, 86th Street, and 96th
Street. Through the northbound local station at 103rd
Street, the northbound express track began a descent
to become level with the two southbound tracks, while
the northbound local track again veered overhead to
resume its easternmost alignment through the local station at 110th Street-Cathedral Parkway.
South of 59th Street-Columbus Circle, rush hour BB
local trains diverged to the Sixth Avenue Subway via
53rd Street through a grade-separated junction starting
in December, 1940, while in non-rush hours AA trains
continued south along Eighth Avenue, through the local
stop at 50th Street, and on to the express station at 42nd
Street (now also Port Authority Bus Terminal). E local
trains (from Queens via the 53rd Street Tunnel) merged
into the Eighth Avenue Line tracks at another gradeseparated junction north of that location starting in August, 1933, and continued to share trackage with AA for
the remainder of its route. At 34th Street-Penn Station,
AA and E both used the outside platforms, while the A
express stopped at a separated middle berthing area.
AA trains then continued on the Eighth Avenue local
tracks, passing through additional stations en route at
23rd Street (local) and 14th Street (express), where the
tracks turned beneath Greenwich Avenue. From the
upper level at the W. 4th Street station (express), the
four-track Eighth Avenue Subway continued under Sixth
Avenue, through the local station at Spring Street and
on to the express stop at Canal Street. South of that
point, AA and E diverged into the stub-end terminus at
Hudson Terminal (now World Trade Center), while A
trains continued to follow the express alignment beneath the southern tip of Manhattan and on to Brooklyn.
AA LOCAL ROUTE HISTORY
The AA began operation on opening day of the Independent Subway—September 10, 1932—as the local
complement to the A express train, running between
168th Street-Washington Heights at the north end and
Hudson Terminal (now World Trade Center) at the
south. At that time service was offered all day and evening Monday to Saturday, but on Sundays AA replaced
A and operated local along Eighth Avenue. As a result
of this pattern AA was extended for the only time in its
existence on February 1, 1933, when it was routed to
Jay Street-Borough Hall in Brooklyn on Sundays in
place of A. AA was then suspended on July 1, 1933
when the Concourse Line opened and the new CC provided local service on Eighth Avenue in its place, but

GENESIS OF THE A TRAIN: PART THREEIND’S AA LOCAL
For over 55 years, the A express and AA local were
virtually inseparable partners on IND’s Eighth Avenue
Subway. Mostly AA was a non-rush hour participant on
the subway scene, being spelled by various combinations of B, BB, or CC during the peak periods. Whenever it ran, the most remarkable features of AA were
that it was the only IND route confined entirely to Manhattan, and that its route was never really changed or
varied, but for one brief period very early in its existence
during 1933. About the only variety offered at all was its
equipment, and then only at various times, as it shared
the rolling stock used on A until 1967, then became a
servant of the revised B train, and was based out of
Coney Island (of all places) until 1986. Much like the
present C train that succeeded it, AA also consistently
operated shortened consists at all times that it ran, most
typically of four or eight cars, which contrasted mightily
with the 10-car trains of its neighboring A and E lines.
Otherwise, very little ever changed with the AA Local,
even after it was eventually re-christened K in the
1980s.
A ROUTE DESCRIPTION OF THE AA LOCAL
Originating from the terminal at 168th StreetWashington Heights (and using the relays beyond, as
well as the underground yard at 174th Street for lay-ups
off its “mother” route), AA used the upper level local
tracks of the Eighth Avenue Subway as it passed along
St. Nicholas Avenue and stopped at 163rd StreetAmsterdam Avenue and 155th Street before dropping
into the local tracks at the 145th Street station. From
there AA continued along the local tracks of the Eighth
Avenue Subway (past the flying union with the Concourse Line) through 135th Street station to the 125th
Street express stop. South of that point the Eighth Avenue Line swung beneath Frederick Douglass Boulevard
(Eighth Avenue) and into the local station at 116th
Street. At 110th Street-Cathedral Parkway, both
southbound tracks began to descend beneath the
northbound tracks and remained so for the rest of their
run down Central Park West, with additional local stations at 103rd Street, 96th Street, 86th Street, 81st StreetMuseum of Natural History, and 72nd Street before continuing toward the express station at 59th StreetColumbus Circle, where all four tracks were again at the
same level. From the 59th Street-Columbus Circle station, the northbound local track swung over the
northbound express track to assume the westernmost
position in the upper level along Central Park West,

(Continued on page 3)
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maica (for the first time since December, 1936) in June
1964. This remained the situation by October. 1966,
with mixed R-1/4/6/7 trains ruling the AA local, supplemented by R-10s from time to time. The R-7s departed
207th Street and Concourse for Queens in February,
1967, along with the R-6s just before the Chrystie Street
Connection was opened.
On November 26, 1967 AA was united with the new
B (Sixth Avenue-West End) route and from that time
shared equipment based out of Coney Island for many
years, though R-10s from A were still used to supplement the nominal trains of mixed R-1 and R-4 cars as
required. R-32s were seen on AA for the first time on
November 29, 1967 but were few in number for the first
few days before establishing themselves on a permanent basis in December as the dominant equipment
assigned to AA (and B). These were briefly joined by
R-38s (in separate trains) for the month of February,
1968, which also eliminated the need to use R-10s by
the end of March. Trains of R-27/30s began to occasionally turn up on AA during April of 1968, with R-38s
sometimes joining in again beginning that October. The
odd train of R-10s was sighted again starting on January 6, 1969, followed by introduction of the first airconditioned R-42s on July 29. So began the period of
“mixed SMEE” consists on Subdivision “B,” with AA/B
most commonly exhibiting blended R-32s and R-42s
with some R-27/30s and R-38s thrown in (and still supplemented by an R-10 train or two when necessary).
This pattern prevailed for several months (though the
apparent quantity of then-red R-27/30s increased during
February, 1970), only to vanish with the general reassignment of March 9, 1970 at which time AA/B became
the haven of R-32s and R-42s in separate consists.
Meanwhile, pre-war trains of R-1/4s had continued to
be scarce on AA from December, 1967 right through
1968 and 1969, until such equipment was removed entirely with the shuffling of cars in effect on March 9,
1970. By that time very few R-1s were left on the AA
and B lines in any case, having been replaced by
added R-4s from Queens as they were freed up by new
R-40s, R-40Ms, and R-42s.
R-27/30s began to return irregularly and in limited
number during October. 1971, but otherwise the pattern
stayed relatively firm until some trains of R-10s were
assigned outright to Coney Island, in response to car
shortages, on November 18, 1974 and thus used on AA
and B. They were then removed as of August 24, 1976
with the CC extension to Rockaway Park, at which time
most of the R-10s were shifted to Concourse, but a few
trains (most likely abducted lay-ups) were back by the
end of the month. As new R-46s were being delivered
to Jamaica through the late 1970s, the older SMEEs
from that facility also tended to wander, and in September, 1976 a group of R-16s found its way to Coney Is-

A History of the A Train
(Continued from page 2)

only south of 145th Street. This remained the case until
the Sixth Avenue Subway was opened on December
15, 1940, at which time AA was restored as a non-rush
hour local, with the new BB running in its place during
rush hours, which at the time included Saturday mornings and afternoons. On January 5, 1952 AA began running all day on Saturdays as its BB counterpart was
reduced to weekdays only, and that was how things
remained for the next 25 years.
On August 28, 1977 A began making local stops on
Eighth Avenue overnight, and as a result AA was suspended during “midnight hours.” In late 1985 the AA
designation was replaced with the white letter K inside
a dark blue bullet on system maps and in signage, including those on the trains, but this change was not officially reflected in schedules until May 24, 1987. Operation remained otherwise unchanged until it was discontinued as a separate route on December 11, 1988 and
replaced by the C train, which became the Eighth Avenue Local during base hours, seven days a week. The
“ghost” of AA then lingered for several more years, as
C from 145th Street to World Trade Center in late evenings and weekends from December, 1988 to May,
1995; and from 168th Street-Washington Heights to
World Trade Center on weekends and in middays (for a
brief time) from May, 1995 to March, 1998. The last vestige of the old AA local was finally superseded by the
full-time extension of C service from World Trade Center to Euclid Avenue (a route it maintains to the present)
on May 2, 1999.
AA TRAIN ROLLING STOCK, 1932-1988
In its earliest years, equipment used on AA closely
mimicked that of its service partner, the A train. First
used were the 300 original R-1s, based at 207th Street
Shop, when AA service commenced on September 10,
1932. In general the R-1s (September, 1932) and
sometimes R-4s (November, 1932) were mixed together on AA from its beginning through the time it was
initially suspended with the opening of the Bronx Grand
Concourse Line on July 1, 1933. When AA service was
resumed with the opening of the Sixth Avenue Subway
on December 15, 1940, the R-1s had left for Jamaica
and R-4s were joined by R-6s and R-7s in mixed consists that were also used on the BB local in rush hours.
The occasional use of R-10s from A was noted on
the AA local as of December 11, 1950 (the day service
was inaugurated to the 179th Street-Jamaica terminal in
Queens), as were infrequent appearances by the experimental R-11 Budd-built train between November,
1953 and July, 1954. As indicated for A, the 207th
Street and Concourse fleets of R-4/6/7 cars were commonly pooled on five routes in October, 1962 (A/AA/
BB/CC/D) with some of the R-1s returning from Ja-

(Continued on page 4)
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seemed to be carried mainly by R-42s with some help
from the slants and a few lingering trains of R-38s.
Some R-27/30s began to lurk back onto AA/B through
the early months of 1982, but as of March 8 were replaced again by R-32s, while most AA trains were by
that time composed of slant R-40s and R-42s, with a
handful of R-38s still hanging on. The last of the R-38s
then lasted until May, 1982, by which time all had been
permanently reassigned to 207th Street for use on A,
and but for brief, limited reallocations in August and December of 1982 and between May and July of 1983,
they would not return on a full-time basis. With hotter
than normal summer weather in place during 1983
there was an increased need for air-conditioned rolling
stock. By early September the R-42s were the most
commonly used cars on AA, boosted at times by Concourse-assigned R-40M/R-42 trains when necessary,
with both R-32s and R-40s (which were mostly non-airconditioned) playing a reduced role through this period.
All three car types (R-32s, R-40s, and R-42s, plus some
mixed R-40M/42s) were in abundance by the time the
weather cooled on November 14, 1983 and then the
situation settled down for the longer term.
Starting in September of 1983, there were frequent but
brief closures and/or disruptions to service across the
Manhattan Bridge for several years, and car equipment
assignments were at times modified. Some R-38s again
visited AA/B as part of this pattern in February, 1984,
continuing on and off through that summer and at various times until late September of 1985, when they were
at last confined to the A and C lines as part of the Car
Appearance Program to eradicate graffiti. The rest of
the AA assignment continued to remain fairly tranquil for
a time, broken only by the occasional sighting of an R27/30 from January through mid-March of 1985. By that
time the R-32s had all but departed AA/B as well,
again leaving just the slant R-40s and R-42s (with an R40M sometimes mixed in). This was also the assignment indicated in the first complete Subdivision “B”
equipment inventory performed in many years, and
dated May 16, 1985. A train or so of R-32s was again
noted on both AA and B into that autumn, but they
were there neither permanently nor prominently.
As of December 1, 1985 the “AA” route designation
was replaced by K for reference and mapping purposes, but its rolling stock (basically R-40s and R-42s)
remained the same, though it started showing dark blue
K signs on the ends. The first major closure of the
Chrystie Street side of the Manhattan Bridge (B, D)
was initiated on April 26, 1986, at which time the joint
B/K car assignment was separated from Coney Island
and the latter again based at 207th Street with the socalled “North B.” As a result the slant R-40’s stayed on
the south (West End) and were not seen again on K,
which instead began to mostly exhibit R-32s, now sup-
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land and AA/B, joined by most of the R-38s from Jamaica, which were transferred to Coney Island effective
January 10, 1977. By February these in turn had replaced the R-16s and were making inroads with the R32s, which were gradually being exported to Jamaica.
As of June 17, 1977 AA and B were being dominated
by trains of R-38s and R-42s, with some R-27/30s and
R-32s added in plus one or two sets of stubborn R-10s
on occasion. An unusually hot summer that year
brought air-conditioning troubles and as such R-40Ms
heretofore assigned to Jamaica were sometimes mixed
with R-42s in standard consists for the first time
(something that would eventually become standard procedure), on a temporary basis, during the month of August. As the R-10s began to gradually fade from the
scene starting in late 1977 they finally disappeared from
AA/B, definitely so by the end of the year. The R-32s
were also removed as part of their general reassignment to Queens as of January 15, 1978 and by March
the R-27/30s were gone as well, once again leaving
trains of R-38s and R-42s to soldier on alone.
As the Transit Authority responded to cracking truck
frames on the new R-46 cars over the next two years,
the R-38s and R-42s native to AA/B were often appropriated for use elsewhere. As a result R-27/30s and
even once in a while an R-10 began to sneak back into
the picture during August of 1978, along with some R32s, which were seen regularly between July and October, 1979, then again in November of that year. A small
number of R-27/30 trains re-established a presence on
AA/B through the unusually cold winter of 1979-80, then
lasted until at least June 9, by which time Subdivision
“B” equipment was being switched around at a rapid
pace to reduce mileage on the troubled R-46 fleet. An
assignment list from July 30, 1980 shows strictly R-38s
and R-42s in use on AA/B as previous, but another for
October 17 has a small quantity of slant R-40s indicated
as well, temporarily on loan from their erstwhile home
on A. The slants disappeared as of November 1, again
being replaced by trains of R-27/30s and R-32s to buttress the usual R-38s and R-42s into the month of December. The first small group of slant R-40s was reassigned outright from 207th Street to Coney Island on
January 29, 1981 and were quickly deployed on AA and
the companion B, which would remain their true home
in some form for the next 28 years. For the next two
months there were five equipment types commonly
used on AA in varying quantity (R-27/30, R-32, R-38, R40, R-42), with the frequency of R-38s dropping to little
more than occasional by June as the use of R-32s and
R-40s was increased.
R-32s were no longer being seen on AA after a general reassignment of September 21, 1981, when service

(Continued on page 5)
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pre-GOH R-42s, went through Coney Island Shops and
emerged as unrebuilt, graffiti-free equipment protected
under the Car Appearance Program. As soon as permanent, full-time car cleaning personnel were assigned to
its termini at 168th Street-Washington Heights and World
Trade Center, K began using mixed trains of “clean” R40M/42s on June 6, 1988, with its last spray paint and
grime-besmirched equipment being removed from service on August 19. Other than the gradual and continuing GOH of R-40Ms and R-42s through the rest of the
year, nothing else changed on K as its time dwindled
away. On its last day of life (December 10, 1988) there
were sightings of one unrebuilt but graffiti-free slant R40 and two trains of rebuilt slant R-40s. No matter ,though, as the curtain permanently rang down on
the K train (and the AA local that preceded it) with the
start of service on December 11, 1988.
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plemented by R-40M/42s. Through the balance of 1986
and into 1987 NYCT(A) gradually expanded its effort to
eradicate system graffiti and car assignments became
more closely controlled. Effective May 24, 1987, as part
of a general realignment of service on the N and R
lines, the R-32s that had been assigned to 207th Street
(not part of the graffiti-free fleet) were shifted to Coney
Island in exchange for R-40M/42s from that location,
and henceforth the latter completely dominated service
on K. Starting in December, 1987 the R-40Ms were
gradually separated out from mixed trains of R-42s and
sent to East New York, such that R-42s were providing
100% of the service on K as of March 1, 1988. Some
R-40Ms were shipped to Sumitomo in Elmira Heights,
New York, for GOH while the balance, along with some

PHILADELPHIA TRIP REPORT, OCTOBER 1, 2011
by Marc Glucksman
(Photographs by the author)
Our long-awaited trip to tour the SEPTA 69th Street
shops on October 1 was met with surprisingly dry
weather. The facility was built in the early 1900s and
was recently rebuilt to accommodate the new fleets.
This is where SEPTA's Market-Frankford Line's 220 Adtranz M-4 cars, built between 1996-9, are stored and
maintained. They replaced the 1960 Budd cars. The
passenger fleet has been reduced to 218 since 2 cars
have since been converted for work service. Also kept
here is the Kawasaki fleet that runs on the Media and
Sharon Hill Lines and arrived in 1980-1, consisting of 29
double-ended Light Rail Vehicles. These cars replaced
a mix of Red Arrow equipment, including Brilliners, Brill
Masters, and PCCs. They differ from the vehicles used
on the Subway-Surface, most notably in that they are
double-ended and use pantographs instead of trolley
poles.
As we were there on a Saturday and the operating
schedule was significantly reduced over weekday service, there was a lot of equipment to view. Our guides

took us through the building, describing the various
maintenance processes. All of the cars for both lines
are maintained side by side in the same building, with
components ranging from trucks to HVAC systems. We
then walked around the perimeter of the yard, allowing
numerous photographic opportunities.
After leaving the shops, the group headed downtown
to SEPTA Headquarters at 1234 Market Street. The
SEPTA Transit Store is located there, along with a stationary display of restored all-electric PCC 2733. (If you
missed the trip you can also shop online at https://
shop.septa.org). From there we spent the afternoon
exploring the multiple modes of the SEPTA transit system, including high speed rail, light rail, subway, trolley
bus, and regional rail. Philadelphia truly does offer a
great variety. The group then met up to board the chartered coach back to New York.
Thanks to Sid Keyles for putting the trip together. Next
month we'll have a report on our trip to MTA New York
City Subway's Pelham Shop.
(Continued on page 6)

IRT Operated Frequent, Dependable Service 75
Years Ago

change has been made.
(Editor’s note: When this rule was written, southbound platforms on the Broadway Line from 238th Street to 103rd Street
and Lenox White Plains Road Line from 177th Street to Jackson Avenue could accommodate only six cars. On southbound
trains, the Rear Guard controlled the doors on the six north
cars. Northbound platforms were longer, accommodating ten
or eight cars. Therefore, it is quite obvious that the Door
Control Switch had to be reset regularly on South Ferry
trains.)

(Continued from page 1)

or Bowling Green will walk through cars, notifying passengers to disembark from rear cars at South Ferry.
Conductor will also assist in dropping seats.
When ten, eight, or five car trains go around South
Ferry Loop, Door Control Switch must be changed on
train before again leaving northbound terminal. THIS IS
IMPORTANT. Conductor must be sure that proper
5
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Car 1102 up on the lift.

Car 1143 next to a set of trucks.

Kawasaki lineup outside the shop.

Kawasaki cars 108, 113, and 110 undergo inspection.

Cars 121 and 1056 sit outside the shop.

Norristown High Speed Line car 141 at 69th Street Terminal.
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TECH TALK
by Jeffrey Erlitz
(Photographs by the author)
After a long hiatus (a little over three years!) I am back, I’d like to start off with some images that most of you
probably have not seen yet. These are of Second Avenue Subway construction and were taken on September 15.

Looking down into the launch box from street level at Second
Avenue and E. 93rd Street. The tunnel for northbound track S2
is just to the left of the center.

View north from inside the northbound S2 tunnel, south of E.
93rd Street.

Looking south at the twin bores from the E 93rd Street
launch box. Southbound tunnel S1 is on the right and
northbound tunnel S2 is on the left. This area will also be the
site of the southern entrance to the 96th Street station.

This is the muck conveyor system at the bottom of the launch
box. Hopper cars filled with muck from the tunnel boring and
mining operations are unloaded here and this system brings
the muck up to the surface where it is loaded onto trucks for
the trip to the disposal site.

Jeff may be contacted at jefferlitz@gmail.com.

View north from the launch box at around E. 94th Street.
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IND WORK EQUIPMENT

Clearance car 165.
Bernard Linder collection

Money collection car 66.
Bernard Linder collection

Motor flat 41, 207th Street Yard, March 22, 1963.
Bernard Linder photograph

Trailer supply car 51, 207th Street Yard, September 13,
1954.
Bernard Linder photograph

Pump car 20128 (ex-56), Concourse Yard, March 26, 1963.
Bernard Linder photograph

Pump car 20128 (ex-56), Concourse Yard, May 12, 1965.
Bernard Linder photograph
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IND SCENES

207th Street Yard, looking east from 207th Street station, June 23,
1946.
Bernard Linder photograph

207th Street Yard, April 4, 1969.
Bernard Linder photograph

Jamaica Yard, June 9, 1946.
Bernard Linder photograph

March 8, 1932, six months before service began.
Bernard Linder collection

Fifth Avenue station, upper level.
Bernard Linder collection

Original IND turnstiles.
Bernard Linder collection
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Commuter and Transit Notes
METROPOLITAN TRANSPORTATION AUTHORITY
It was confirmed at the September Long Island Rail
Road/Metro-North Committee meeting what federal
transportation officials have been saying for several
years, that the opening date for East Side Access had
slipped by two years to April, 2018. This project, as previously reported in the Bulletin, is constructing a new
terminal within Grand Central Terminal, which will become a terminus for some Long Island Rail Road trains,
carrying, by MTA estimates, 80,000 daily riders.
Member Larry Kiss sent an article from Newsday
(October 16), which reported some of the reasons: slow
excavation, overlapping construction, and Amtrak’s rehabilitation of the East River Tunnels. MTA Capital Construction President Michael Horodniceanu said that the
LIRR might offer limited service before all of the tunnels
are completed.
Just one day before the effective date of Jay Walder’s
resignation (October 21), Governor Andrew Cuomo announced that he would appoint Joseph Lhota as the
new MTA Chairman and CEO. Mr. Lhota had previously
served as an MTA Board member and held several appointed positions in city government and in the private
sector. Upon confirmation by the New York State Senate, Mr. Lhota would become the eleventh Chairman of
MTA.
The law banning smoking on Long Island Rail Road
and Metro-North platforms goes into effect on November 13 (September Bulletin).
MTA METRO-NORTH RAILROAD (EAST)
Because the New York Yankees won the Eastern Division Championship and had the best record, they
earned home field advantage against the Detroit Tigers
in the American League Division Series. Metro-North
operated its usual baseball service plan. Timetables,
with 8:37 PM start times for Game 1 on September 30
(started and postponed to the next day due to rain) and
Game 2 were posted on the Internet, where the results
were a split. Games 3 and 4 were in Detroit, where
there was also a split. On October 6, Game 5 was back
in Yankee Stadium with an 8:05 PM start, and schedules were posted on the Internet. With the loss of this
game, the “Chase For 28” resumes next year.
For a two-hour period beginning at 3:30 PM October
9, New Haven Line riders traveling between South Norwalk and East Norwalk were bused due to a malfunction
of the Walk (Bridge), which spans the Norwalk River.
On October 10, due to Con Edison electrical upgrade
work that was not completed on time and reduced
power, commuters experienced delays of up to 20 minutes on their AM trips. Power problems continued that
afternoon, and that resulted in the cancellation of six
10

No. 276
by Randy Glucksman

trains (two per line) in the 5:00 hour to ease congestion.
Since this was Columbus Day, ridership was typically
reduced by 25%. The reduced service continued
through the next morning’s peak hour.
With completion of track work, southbound trains between Poughkeepsie and Cortlandt returned to their
(regular) Track 2 routing on September 20. This project
began on July 11 (August Bulletin).
The timetables that went into effect on October 16, will
be in force through November 18 for the New Haven
Line and March 31, 2012 for the Hudson and Harlem
Lines. My guess is the reason that the New Haven will
be replaced later this month is for the opening of the
Fairfield Metro station.
Here are additional details about the Quiet Car program, which went into effect on October 17. It is similar
to other programs in that on the designated trains, it will
be the last car on inbound trains and the first car on outbound trains. Timetables have a “Q” below the train
number. Metro-North has named this program
“CALMmute.” The format, which was introduced in the
June 27 edition of the TDI timetables, continues
(October Bulletin).
As is done annually, special timetables will be issued
for Thanksgiving and Christmas/New Year’s weekends.
22 “Shoppers’ Special” expresses will operate Saturdays from November 20 through December 17 and 21
on Sundays from November 21 through December 18.
The new 200,000 square foot maintenance facility at
Croton-Harmon that opened last Fall has received a
prestigious Brunel Award, which recognizes and promotes the best in design. The Brunel Awards are sanctioned by the Watford Group of International Railway
Designers, which was founded in 1963. Its members
are composed of railway design professionals from 20
countries in Europe, Asia, and the Americas.
MTA METRO-NORTH RAILROAD (W EST)
Towns and villages along the Hudson River are not
immune to fog, and on September 21, the HaverstrawOssining Ferry was suspended after 7:45 AM due to
heavy fog conditions. I live a few miles to the southwest
and there was no fog.
Following inspections, on September 26 it was announced that through train service would be restored to
Port Jervis in December. Off-peak busing continues to
allow completion of flood mitigation measures and riverbank stabilization that are necessary to protect the line.
Here are some of the consultant’s findings: 50 washouts
adding up to more than 2 miles of right-of-way that no
longer exists; fast-moving water overtopped the tracks
and scoured away ballast, sub-base, and earth to
(Continued on page 11)
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depths of 7 feet; and river banks were eroded, causing
sections of track to hang in midair. Additionally, some
bridges were damaged, there was significant damage to
the signal system, and large sections of signal and fiber
optic cables were exposed and need to be re-buried.
About 150,000 tons of stone, the equivalent of about
5,000 tractor-trailer sized dump trucks, will be required.
In order to access some of the remote locations, MTA’s
Real Estate Department worked with property owners to
secure easements so that the trucks can deliver the
stone as close as possible to where it is needed.
In Phase I, only one track will be available between
Sloatsburg and Hillburn, which will mean revised timetables for off-peak and weekend trains. Metro-North employees and private contractors are doing the work. The
contractors are working 24/7. Full pre-storm schedules
will be restored under Phase II, when the second track
between Harriman and Suffern is finished in the fall of
2012. The cost of the project has been estimated at $60
million. For those who are interested, the buses that
support this operation are now coming from the Eastchester (former New York Bus Service) Depot in the
Bronx. Before picking up their first passengers, Bus Operators must drive nearly two hours. Leprechaun Bus
Lines is also providing some of the bus service.
Update: Metro-North announced on October 24 that
because the repair work was running ahead of schedule
and the damage, although severe, was less extensive
than first thought, service using one track would resume
one month earlier, on November 28. Riders will find the
full pre-storm schedule of 26 daily trains and 14 trains
each weekend day and the interim train-bus-train service will cease. In these tough economic times, it was
also good news in that the cost, originally estimate at
$60 million, may be in the $37-40 million range. In addition, the completion date for the repairs has been
moved from the fall of 2012 to June, 2012.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
On September 20, the first two pairs of production
cars from Lincoln, Nebraska arrived in New Haven for
acceptance testing. The web site reflected 36 cars on
the property as of October 20, with 42 cars having been
delivered to New Haven. 28 cars composing four trains
are in service. There is one six-car and one eight-car
each in New Haven and Stamford service.
The New Haven Register reported Governor Dannel
Malloy had released $30 million in funds, which were
part of the $2.4 billion returned by the State of Florida to
be used to add a second track (5.8 miles) between
Hartford and Windsor. There will also be other improvements. The state had applied for $227 million. Connecticut recently received $160.9 million in federal funds that
was matched by $161.9 million in state funding to improve tracks and stations between New Haven and
11

Hartford, a distance of 62 miles. In addition, $286 million in bonding has been approved toward this project,
which is estimated to cost $647 million. By 2016, it is
planned that there will be two trains per hour during
peak periods and hourly service at other times between
Springfield and New Haven. Thanks to member David
A. Cohen for this news.
MTA LONG ISLAND RAIL ROAD
A Press Release dated September 26 announced the
start of a major, multi-year track renewal project scheduled to end in 2015, taking place in each of the four
East River Tunnels for 55 hours per weekend. This work
began on the weekend of October 1-2. The total track
structure in each tunnel will be replaced with new ties,
continuous welded rail, stone ballast, insulated joints,
and impedance bonds. The drainage system will be reestablished with newly re-designed drainage improvements. This project was undertaken at MTA’s request
following the May 8 derailment of an out-of-service Amtrak train (July Bulletin). It has been reported that this
project is a contributing factor to the delayed opening of
the East Side Access Project, now likely to open in
April, 2018, rather than September, 2016.
The evening commute of September 29 turned out to
be a disaster for most riders. The problem began at
4:40 PM due to a lightning strike affecting critical switching equipment at Jay Interlocking, west of Jamaica.
Ironically, it was the new high-tech system that was installed last Fall that was affected, including the back-up.
Passengers were advised to seek alternate means of
transportation while repairs were made. NYC Transit
honored LIRR tickets at 34th Street-Penn Station, Parsons-Archer, Sutphin Boulevard-Archer Avenue, and
Atlantic Avenue/Pacific Street. Between 6:47 and 8:25
PM limited service was restored, albeit with delays. That
changed shortly before 9:30 PM, when service was suspended to all branches except for Port Washington, the
only branch that does not go through Jamaica. Normal
service operated the following morning. Thanks to Larry
Kiss for filling in some of the details.
On October 10, Senator Chuck Schumer held a press
conference in Mineola to announce that he wants the
Long Island Rail Road to establish a “Commuter’s Bill of
Rights” that would be similar to one recently enacted for
airline passengers. The key to this proposal is a better
notification system when disruptions occur, but equally
important is a standard time for how long passengers
should be expected to remain on stranded trains. He
also believes that in such cases, some basic provisions
like water should be provided.
The railroad responded: “The LIRR shares Senator
Schumer's concern about the impact of recent weatherrelated service disruptions on the customers we work
hard to serve every day. Our first priority in these situations must always be the safety of our customers, and
we work closely with our public safety partners to keep
(Continued on page 12)
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customers on the train, where they're safest. At the
same time, we have an obligation to keep customers
informed and comfortable, and we must do better. We
look forward to working with Sen. Schumer to make
improvements and more clearly communicate what customers can and should expect from the LIRR.” The MTA
Board will take this issue up at its October 26 meeting.
Special timetables were issued as follows:
● Port Washington Branch – Sperry Rail Testing for
the afternoon of October 1, Bus/Van service between Port Washington and Great Neck
● Far Rockaway Branch (October 8-9) for track
work. Buses operated between Valley Stream and
Far Rockaway
● Oyster Bay Branch – 28th Annual Oyster Festival
in Oyster Bay over the weekend of October 15-16.
Member Bill Ingolia reported that besides the
regular schedule being supplemented by three
trips in each direction, he found instances of extra
trains being operated and crowded conditions on
some trains. The trains that Bill rode were late due
to heavy riding. Larry Kiss reported that the attendance this year was around 100,000
● East of Speonk – Rehabilitation of two bridges in
Hampton Bays and two crossings in East Hampton for 72 hours on each occurrence, on October
18-21 and 25-28. Buses replaced trains between
Speonk and Montauk
The next set of timetables are to start on November 7.
Details will be published next month.
NJ TRANSIT
It happened again — another power failure, this one
occurring on September 22 and trapping four trains: two
in the North River Tunnels, and two west of New York
Penn Station. The incident began shortly before 9 AM
and was over, for those passengers who had to be rescued, by 10:30 AM. Midtown Direct trains were routed to
Hoboken and Main/Bergen/Pascack Valley Line passengers were encouraged to use the Hoboken option
rather than attempt to transfer at Secaucus Junction.
PATH cross-honoring was put into effect at Hoboken
and Newark. Trains were single-tracked, with delays in
the 45-60-minute range. Service was reported on or
close to schedule at 4:30 PM. NJ Transit and Amtrak
officials met the following day to review the incident.
During the summer there were several major service
disruptions (August and September Bulletins).
Another commuting disaster occurred during the afternoon of September 27, when at 3:15 PM Northeast Corridor and North Jersey Coast Line (NJCL) service was
suspended in and out of New York Penn Station due to
“Amtrak switch and signal problems in Newark.” This
time, Midtown Direct trains were not affected; however,
the Raritan Valley Line was. The initial 20-30-minute
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delays soon escalated to 2 hours. Cross-honoring was
put into effect on NJ Transit and private carrier buses at
the Port Authority Bus Terminal (PABT) and PATH. What
followed were cancelations of dozens of trains, including North Jersey Coast Line service from Hoboken. Hoboken Division trains were also delayed by late connections at Secaucus. Steve Lofthouse called at around 6
PM to tell me that he had been on a train that was
scheduled to depart New York Penn Station at 3:44 PM,
but actually left at 4:11 PM, and was then stopped adjacent to PATH’s Harrison station. He eventually got to
Newark, where he boarded a PATH train for the World
Trade Center, and then took an uptown C to the PABT.
Steve caught an 8 PM bus to the Lincroft/Exit 105 parkand-ride lot where his wife met him, and they then
drove to Long Branch to retrieve his car, arriving home
at 9:45 PM, the same time that NJ Transit reported service operating on or close to schedule. Steve later told
me that at Long Branch, they had to wait as the grade
crossing gates were down. He wondered what train he
would see, and it turned out to be the three Hoboken/
Bay Head trains coupled into one train, deadheading to
Bay Head Yard.
Earlier that day, from 6:37 to 7:52 AM, trains were single-tracked through Secaucus Junction in order to make
track repairs. During this period, Midtown Direct service
was routed to Hoboken.
On October 11, there was another power failure near
Kearny. Advisories were sent out beginning at 3:32 PM
and within minutes, Midtown Direct trains were routed to
Hoboken, and cross-honoring of tickets was established. The initial 15-20-minute delays were soon 15-30
minutes. Midtown Direct service resumed at 4:35 PM
and half an hour later, Northeast Corridor and North
Jersey Coast Line services were reported as operating
on or close to schedule.
It never ends. At 7:14 AM October 14, power was lost
in the south tube of the North River Tunnels. The usual
cross-honoring was put into effect and Midtown Direct
service was diverted to Hoboken until 12 noon. Delays
of 30-60 minutes were reported. By 9:30 AM, delays
had been reduced to 10-15 minutes. At 10:25 AM, Amtrak completed repairs.
On Saturday morning, September 24, between the
hours of 9 AM and 1 PM, one set of tracks in the Bergen Tunnels was closed to trains in order for NJ Transit
and local police and EMS to conduct a training exercise
on emergency response to a simulated train accident.
Service was unaffected.
During October, the monitors at Secaucus were modified to indicate the number of minutes until the trains’
arrival.
An advisory was issued that slippery rails caused by
falling leaves could result in train delays. To combat this
annual rite of fall, NJ Transit operates its AquaTrak
high-pressure rail power washing system along its rail
(Continued on page 13)
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lines. In addition, crews have been trimming trees and
removing leaves near tracks.
At a special October 4 meeting, the Board approved a
settlement with the Federal Transit Administration over
its request to be repaid the $271 million it advanced for
the now-canceled ARC Tunnel Project. Under the
agreement, NJ Transit will make five annual, $19 million
payments for a total of $95 million. According to The
Record, the transit agency has also paid more than $1
million in legal fees to the Washington, D.C. law firm
that it hired to fight the repayment request.
My son Marc saw a number of stored passenger cars
in Raritan Yard on October 16. They included 5714,
5715, 5717, and 5733 (Comet I) and 5205, 5509, 5512,
5525, and 5533 (Comet III).
Since the one-day suspension due to Hurricane Irene,
the RiverLine has been operating a modified Sunday
schedule (30-minute headways) in order to do track
work. Member Bob Vogel reported that there had been
a serious washout on the long passing siding between
Roebling and Bordentown. Until the siding is returned to
service the fifteen-minute rush hour headways are not
possible. It was expected that this reduced schedule
would be in effect until next month.
Timetables will be changed on November 6. Details
will be published next month.
PORT AUTHORITY OF NEW YORK & NEW JERSEY
On October 19, New York Governor Andrew Cuomo
announced that he had selected Patrick J. Foye to be
the new Executive Director of the Port Authority. His
appointment is subject to approval by the agency’s
Board. He replaces Christopher O. Ward, who resigned
effective the end of October, but will serve as an advisor
through the end of the year.
METROPOLITAN AREA
As a result of an agreement with the Obama Administration, the State of New York and all parties, including
Metro-North, that were involved in the design of a new
Tappan Zee Bridge have been replaced by the Federal
Highway Administration. News reports indicated that it
would be a strictly highway bridge with eight lanes. Unfortunately, the planned commuter rail and bus rapid
transit options have been deleted. In late October two
meetings were planned for Westchester and Rockland
Counties where details would be provided. I planned to
attend one of those meetings. Construction could begin
as early as next year.
AMTRAK
Member Alfred Gaus reported that returning from
Delaware on October 1, he saw that AEM-7 933 had
joined the previously reported 911 on a far-side track,
both missing their pantographs. He wrote: “Guess
they’re ready for the scrap yard.”
In FY2011, 30.2 million riders were carried, setting a
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new record, and the eighth record in the past nine
years. Compared to FY 2010, there were 5% more riders. Thanks to Bob Hansen for this news.
Cinders reported that as of September 27, 36 AEM7s were available for daily assignments, while 11 others
were out of service, including the two mentioned above,
which were involved in recent fires. 11 HHP-8s were
available, with four in the shops.
The Winter/Spring timetables were not available at
publication time.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
There is good news for Old Colony commuters —
work is nearly a year ahead of schedule to replace
150,000 defective Rocla concrete ties, and full service
should be restored by next month. Crews replaced
about 80,000 ties on the Plymouth/Kingston Line,
64,000 on the Middleborough/Lakeville Line, and
13,000 on the main line they share in and out of South
Station with the Greenbush line to Scituate.
A “Hold” sign was installed at the Ashmont station to
alert Trolley Drivers to wait so that passengers exiting
from Red Line trains won’t miss the trolley. The light is
triggered when a southbound Red Line train hits a
switch on the track that turns on the light. Between
when the train reaches the station and when it opens its
doors, customers have a little over three minutes to
make it to the Mattapan-Ashmont Trolley platform.
MBTA’s Signal Department installed this lighted sign in
response to complaints from riders who missed the trolley, and by all accounts, it is working out well.
The Green Line extension from Lechmere to Somerville and Medford was originally scheduled to have been
completed this past September. However, it was pushed
to 2014, later to 2015. Then in August, MassDOT proposed revising the time frame again, with passenger
service beginning between 2018 and 2020. The Green
Line extension is a court-mandated requirement as part
of the settlement of a lawsuit over the environmental
impact of the Big Dig. Now Governor Deval Patrick has
brought pressure on MBTA to reconsider its timing and
plan for an earlier opening.
Cell phone service may be available in the underground portions of the Blue Line and nearly all of the
Green Line by the end of this year. Which riders will be
able to take advantage of this depends on whether their
carrier has signed an agreement with the company doing the installation. Service is already available on the
entire Orange Line and parts of the Red Line for AT&T
and T-Mobile users. Those two carriers and Verizon
also offer service within four stations: Government Center, Park Street, Downtown Crossing, and State Street,
as well as their connecting tunnels. Thanks to member
Todd Glickman for these reports from The Boston
Globe.
All of the Quiet Car programs on which I have re(Continued on page 14)
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ported have been deemed successes. Now comes
news from Todd, who reports that the “T”’s Quiet Car
program is a failure, caused by a number of things, including a lack of signs, a lack of publicity, a lack of PA
announcements, and a lack of interest on the part of
MBCR crews in enforcing this initiative. Todd also told
me an experience that he had when he mentioned to a
rather loud fellow commuter that she was sitting in the
Quiet Car. Her response was, "I've been commuting on
this train for 15 years and I can assure you there's no
such thing!" He has written to MBTA (and its contractor
MBCR) about this, and suggested the first thing they
need to do is put signs in the quiet cars so that passengers can be informed, and also to show to others if necessary. The response has been, "that's too difficult because cars are switched out from the first position." He
suggests they use ceiling signs affixed with Velcro that
would be very easy to move when cars are changed
out. Stay tuned.
In preparation for single-person train operation on the
Red Line, on October 10 Todd sent a photo of the head
end monitor that had been installed at Kendall Square
southbound.
LINDENWOLD, NEW JERSEY
Bill Vigrass wrote that the first cars are due back from
overhaul in March 2013.
PHILADELPHIA, PENNSYLVANIA
On September 26, PATCO began a one-year test of a
new "contactless" VISA card, which may be used in
turnstiles and parking lots as well as conventional credit
card functions. A microchip embedded in the card provides the same functionality as the PATCO "Freedom"
card, which will continue to be accepted. Manufacturer
Cubic Systems is providing the necessary equipment
and software free for the trial period (a $680,000 freebie), after which PATCO will have the option to pay for
any extensions. For six months the PATCO Visa will be
the only credit card accepted; for the remainder of the
year any "contactless" credit card will be accepted.
The Delaware Valley Regional Planning Commission
did not approve a dedicated source of funding for a parallel, electrified commuter line in the Route 422 Corridor. This came about after they “listened” to the public,
which, unsurprisingly, stated emphatically that what
benefited them, should be paid for by somebody else.
Enthusiasm of the upstate counties for complying with
these wishes is expected to be muted.
On October 13, SEPTA and the Philadelphia District
Attorney jointly announced a crackdown on fraudulent
accident claims. The key will be use of on-board security cameras. One of their example clips showed a man
racing for a wrecked bus, then flopping back on a seat
inside in a posture apparently intended to project pain
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and distress. About 45% of the bus fleet and all of the
subway/el cars are equipped with cameras, and the
remainder should be fitted out by January, 2013. SEPTA
pays about $40 million a year in accident claims. In six
active
cases
S E P TA
expects
to
recover or save $300,000 in fraudulent claims. Thanks to
member Dave Safford for these three reports from The
Philadelphia Inquirer.
Member Bob Wright, whom I finally got to meet on the
Division’s October 1 SEPTA trip, sent a report about the
Norristown High-Speed Line. “The recent storms, including Hurricane Irene and Tropical Storm Lee, caused
some settlement and washout problems on the portions
of the line on fill north of Bryn Mawr through to Radnor,
with some especially severe problems in the area of the
Rosemont station (now called Roberts Road). There are
also Peco Energy transmission towers in the right-ofway in this area that have been undermined and need
to be stabilized. The roadbed will need to be completely
rebuilt in this area and at least one new retaining wall
will be constructed to help stabilize things. Originally,
the line was single-tracked between Bryn Mawr and
Radnor. Since September 23, the schedule has been
revised to accommodate the construction. The schedule
is roughly this: Norristown trains – half-hour headways
at all times, with two-car trains in the peak hours. The
peak-hour service operates express between 69th Street
and Bryn Mawr, with most stopping at Ardmore Junction
(but a handful of through expresses with first stop Bryn
Mawr are scheduled in the PM peak outbound). The
previously scheduled 'Norristown Limited' and 'Hughes
Park Express' services are temporarily suspended. Bryn
Mawr 'shorts' – in the AM and PM peaks, 4 operate
each direction each hour, making all stops between 69th
Street and Bryn Mawr. In midday and daytime Saturday,
they operate on half-hour headways roughly midway
between Norristown trains. The modified schedule is on
SEPTA’s website but I don't think it's been printed. I've
heard stories about the construction of the fill in the
Rosemont area and one particular and more interesting
'legend' is that one of the steam locos used in the construction failed and was dumped into the embankment,
so it may still be there in some form. I've also heard that
some of these steam engines were former el locomotives from New York City lines that electrified, but I'll
need to do some homework to confirm that. A friend
who commutes on the line has described the operation
as a 'nightmare,' although things are beginning to settle
down. Apparently some of the problem was the congestion at 69th Street where getting into and out of the terminal can be tricky and trains must grade-cross through
the interlocking.”
Just as I was completing this column, Bob sent this
update: “As of October 12, the line returned to two-track
operation but the posted schedule has not yet been
(Continued on page 15)
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changed. Construction continues and I'm wondering if
the revised schedule will remain in effect until the work
is completed. To add insult to injury, early on October
13, the first outbound trip of the day (4:30 AM) hit a car
on the tracks near Beechwood-Brookline. Apparently a
drunk driver made a wrong turn during the night and
ended up on the tracks, where he abandoned the vehicle. The line was forced to operate single-track for several hours during the AM peak and NHSL 143 escaped
with minor damage.”
On September 23, as his train passed Wayne Junction, Alfred Gaus observed Silverliner IV 404 with a
damaged pantograph — the elbow part was hanging
over the top end of the car. The elbows always face
outward on SEPTA, which is something that is kept uniform. Over the next few days, he noted that 404 was
pushed closer and closer to the shop. Eight days later,
upon returning from a trip to Delaware, it was the lead
car on the 3:46 PM train arriving at 30th Street, sporting
a nice, brand new pantograph in shiny red paint. “What
a surprise it was.”
Alfred also reported that the Ryers Station project is
getting close to completion. During the first week of October the roofing material/covering for the long canopy
was being installed. All of the railings for the platform
and zigzag walkway appeared in place.
Member Lee Winson reported that on October 6, he
saw Silverliner IIs 235 and 239 in revenue service.
These cars were reported as being “inactive” in the October Bulletin. Lee wrote, “There were a lot of Budd
trains running during the midday — to my surprise I saw
several sets on the West Trenton, Chestnut Hill East,
and Chestnut Hill West Lines. I still see one or two sets
on the weekend.”
From Cinders, there is a Silverliner update. As of late
September, 45 Silverliner Vs had been delivered: 701,
703-716, and 801-832, with the exception of 827-828,
for which there was no information. A retrofit program
for some of these cars is underway at Frazer Shops
with 703 and 809-810 likely being the first cars. Just
over a year ago (October 29, 2010), the first train, composed of 701-801-802, debuted in passenger service.
These Silverliners are shown as retired: (Budd) 201,
204-206, 208, 251, and 257, plus (St. Louis) 220, 222,
224, 228, 231-234, and 237. Former “Airport” cars 235
and 239, previously reported as inactive, are active
once again.
WASHINGTON, D.C. AREA
Virginia Railway Express reported that ridership on its
Fredericksburg and Manassas Lines has reached
20,000 per day, the highest ever! VRE CEO Dale
Zehner attributes this increase to better on-time performance and traffic congestion in the Capitol region.

NORFOLK, VIRGINIA
Member Eric Bolden wrote: “On September 12, I went
to Norfolk, where I had done two years of college in the
mid-’80s, to see this new rail system. It is built on an
old freight track that ran right past the campus, which (I
had heard back then) they were thinking of converting
to light rail. The line starts out winding through the
streets, with the main stretch via Monticello Avenue,
where I boarded. I had always wondered how exactly
the line would get past the complicated I-264 Interchange, with the big Norfolk Southern freight line next
to it. Entering private ROW at this point, it takes a few
tight turns, as it passed this area near Harbor Park. As
this whole stretch through the Norfolk State University
Station is elevated, rather than using a completely concrete trackbed, wooden track panels are placed on top
of the structure like on the old big city els. That certainly
seemed like home. The structure is still the typical modern white concrete guideway, however. The rest of it
used the standard concrete ties in private ROW, or embedded rails in streets. Like other new light rail lines, the
signals are white LED position bars in the street section, and standard color signals in its own ROW. A pair
of chimes before an announcement (which are more
modern on the LIRR/MNRR M-7 cars and only a single
chime on NYCT New Tech trains) sounds a lot like the
R-44 to R-68 door chimes. It was a quick ride to either
Military Highway, or Newtown Road, where you can pick
up the buses I used to have to ride all the way from
downtown or the College. Virginia Beach is still (despite
earlier opposition) talking about an extension of the line,
which was originally planned to go all the way to
the shorefront.”
After one month of successful service, ridership was
5,140 riders, and Hampton Roads Transit (HRT) has
added some enhancements. All nine trains are now WiFi equipped ($30,000), Riders can purchase $3 roundtrip fares via HRT’s website as part of a three-month
pilot project. E-tickets will be sent via e-mail and can be
printed or downloaded to cell phones and computers.
Downtown, drivers will notice that the 21 signs that formerly read “No Left Turn” have been replaced by the
internationally recognized no left turn symbol ($44,000).
Traffic lights at one intersection have been re-timed after two vehicles ran into LRVs. HRT’s President and
CEO said that the enhancements will not push the price
beyond the latest $318.5 million estimate.
The Tide’s success has city officials planning an extension to the Norfolk Naval Station. Virginia Beach has
been mulling proposals to extend The Tide to Town
Center and the Lynnhaven area, but HRT suspended a
study on the issue for a year in April. Virginia Beach’s
City Council has been split on light rail, which has
drawn heavy opposition from taxpayer groups. The
council won't make a decision until 2013 at the earliest.
Thanks to member Phil Hom for these two reports.
(Continued on page 16)
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SOUTH FLORIDA
For two years beginning September 12, Tri-Rail’s Miami Airport station was closed in order for construction
to be reduced by 21 months and to save $10 million in
construction costs. Passengers destined for the airport
must use bus service from the Hialeah station.
Northbound trains (P638 and P642) and southbound
trains (P631 and P635) originate/terminate at the Metrorail Transfer station. Passengers are being bused between the Hialeah Market station and Miami International Airport.
PENINSULA, OHIO
Member Andrew Grahl visited the Cuyahoga Valley
Scenic Railroad and reported that the motive power
included FL-9 484, which was originally New Haven
Railroad 2029. It subsequently went to Penn Central,
which renumbered it 5029 and then sold it to Amtrak,
where it was renumbered to 242, 491, and 484 (2).
Upon retirement, it was acquired by the Morristown &
Erie Railway, which sold it to the Cuyahoga Valley Scenic Railroad. Andrew added that he rode in ex-Virginia
Railway Express V-307, which also has a long history,
starting with its days as an RDC working for the Boston
& Maine.
CHICAGO, ILLINOIS
Metra riders could see fare increases of as much as
32% for a 10-trip pass, 29.8% for a monthly pass, and
17% for one-way tickets as a result of a vote at the
Board’s September 16 meeting. This action is being
taken as the agency faces a $65 million shortfall in 2012
and a $100 million deficit in 2013. Other options being
considered are elimination of young adult fares, rounding tickets to the nearest 25 cents, and changing the $7
weekend pass so that is good either on a Saturday or a
Sunday. Service reductions were discussed, but were
rejected. Thanks to member Jim Beeler for this report.
Also on September 16, Metra launched a “Be Fair,
Pay the Fare” campaign in which riders’ help is sought
to help insure that all tickets are being collected. Specifically, riders are asked to keep their tickets visible
throughout their entire trip and to report any instances
where they perceive that crews fail to collect fares.
Metra has placed a Revenue Collection Report on its
website where this information can be entered.
HOUSTON, TEXAS
On September 29, Metro approved the award of a
$153.1 million contract to CAF for 39 LRVs. Last year,
the Federal Transit Administration raised a red flag over
Metro’s failure to follow appropriate procurement procedures and halted the contract. Siemens was awarded
an $83 million contract for 19 LRVs on April 6 (May Bulletin).
DENVER, COLORADO
The 55th and final LRV was delivered by Siemens to
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RTD’s Mariposa Light Rail Maintenance Facility on October 5.
ALBUQUERQUE, NEW MEXICO
Rail Runner announced that certain federal funding
will no longer be available as of FY2013, and to make
up for these lost revenues, one option is to raise fares.
Rail Runner fares are based on six zones. As proposed,
single-ride tickets ($2-$8) and Day Passes ($3-$11)
would increase by $1-$2; monthly passes ($39-$121) by
$4-11; and annual passes ($350-$1100) would go up
$35-$110. Reduced fares would also rise along with
single-ride and Day Passes by $0-$1.
PORTLAND, OREGON
In late September, there was some early construction
work for the Portland-Milwaukie Light Rail Project along
SW Lincoln Street between 1st and 4th Avenues. Up to
60 trees were removed to widen the street for the project and to relocate private and public underground utilities. The line is set to open in the fall of 2015.
SAN FRANCISCO, CALIFORNIA
Under orders of the California Public Utilities Commission (CPUC), SF Muni has begun installing video cameras that are aimed at the Operators. The cameras are
being used to enforce a regulation adopted unanimously by CPUC in early October that prohibits rail
transit Operators in California from using personal cell
phones and other electronic communications devices
while on the job. The rule also applies to any employee
directly involved in the operation of the rail systems.
Unlike the rule that is in effect for MBTA Operators,
these devices may be carried, but must be turned off
and stowed. Thanks to Todd Glickman for this report.
LOS ANGELES, CALIFORNIA
Quiet Cars have arrived for Metrolink riders effective
October 3. On every weekday train, the second car
from the locomotive on every train is the designated car.
TORONTO, ONTARIO, CANADA
Believe it or not, in the Toronto Transit Commission’s
57+ years of subway operation, there have been just
three fan trips. The first took place on September 30,
1990, for a Farewell to the G-Train, marking the retirement of the last of the (original) Gloucester Railway
Carriage and Wagon Company cars. On February 28,
1999, there was the “M-Train Farewell Tour” (Montreal
Locomotive Works), and most recently, September 11,
for the H-4s (Hawker-Siddeley), which are soon to be
retired. Thanks to member Pete Donner for this news.
OTTAWA, ONTARIO, CANADA
OC Transpo selected Alstom Transport to build six
DMU trainsets for its O-Train on September 16.
Alstom’s version is called Coradia Lint and delivery is
scheduled for May 2013.
JERUSALEM, ISRAEL
Continued from last month: On August 22, member
Dave Klepper rode round-trip to Mt. Herzl to take pictures. “Even packed with standees, the air-conditioning
(Continued on page 17)
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can cope with what is hot weather for Jerusalem, about
90o F, (28o C). The indirect lighting is even, without
glare, and bright enough to read comfortably. Graytinted windows repel heat effectively. Announcements,
like signs, are tri-lingual (Hebrew/Arabic/English) and
intelligible, but just a bit too loud when one is near a
loudspeaker, since more even coverage with a greater
number of loudspeaker positions would have been an
improvement to perfection, both in cars and on platforms. The operating compartment looks comfortable
and neatly laid out. One control handle moves forward
for power and backward for braking with the left
hand. The right foot depresses a safety pedal. TV
screens replace rear-view mirrors. The view out front is
fine, through both the clean partition to the driver's compartment and a wide front window. Often the Driver will
use the sunscreen, blocking the upper third of the window. The design of the car is very similar to LUAS in
Dublin, except different door and seating arrangement
and the MU operation. (LUAS however, is not MU.) On
the way to City Hall station, I had my first experience
with an emergency brake application when a cyclist disobeyed the traffic signal and crossed in front of the
train. We had accelerated from the Damascus Gate
station up to about 5 or 6 mph, and we stopped in about
1
/5 of a second. The stop was smooth and quick, exactly
same as I remember from a PCC. After we accelerated,
I tried to find evidence of flat wheels, but there was
none at all. If anyone had been standing without holding
on to something, they could have been thrown to the
floor. Fortunately, there was not the jam-packed situation observed on other trips, and all standees were OK,
since they had a handhold nearby. Otherwise, the ride
was just fine, with top speed about 45 mph, and fewer
delays at crossroads than previously encountered.
“All track has pavement, with the single exception of
the track area next to the Old City Wall between the
Damascus Gate and City Hall stations, where soil and
grass replace the paving blocks (stones) almost everywhere else, with a very few short stretches of asphalt or
concrete. But there are no lanes shared with general
traffic or even just bus traffic. (Delivery trucks are permitted to use Jaffa Road during early morning hours
when light rail does not operate, and there are lane
markings for them.) Lots of level crossings, however,
the only grade separation being the famous suspension
bridge at the entrance to the city near the Convention
Center and the Central Bus Station. The paving certainly seems like a make-work project, with distinctive
somewhat decorative paving used on Jaffa Road, another type at vehicular road crossings, a third type at
pedestrian crossings, and a fourth on exclusive lanes
elsewhere. I discussed the overhead installation earlier,
with two types of constant tensioning, as well as more
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normal wire. Center reservations usually have center
poles, in many cases grass and trees between the
tracks, and brackets from the center poles. Side of the
road right-of-way often has poles on one side only with
a bracket covering both tracks, again with trees in the
pole line. Span wire is seen mostly at large intersections, often involving curves, but pull-off wires are very
rare. Instead, poles are used intelligently, with some
span wire at various angles. The northern most station
Hayal HaAvvir (incorrectly spelled Kheil HaAvvir on the
station sign, but the Hebrew clearly says “air solider,” or
in better English “airman”) has an island platform, with
trains reversing in the station (every passenger off and
then re-boarded) with a pair of regular crossovers south
of the station. It and the next three stations are in the
Pizgat Zev neighborhood, and there is a mixture of
side-of-road and center reservation running, with some
curves and grades. The southernmost Pizgat Zev station, Yikutiyal HaAdom, has a red monument at the corner, which may influence the station name. Between
there and south to Beit Hanina, northernmost station in
the Shufat neighborhood, there is side of the road operation next to an open highway, without buildings, and
here is where the most spectacular scenery is seen.
Shufat has another mixture of side-of-road and center
reservation, the latter including a stretch along Shufat
Road. South of Shufat's southernmost station is the
junction to the mostly single-track branch to the shops
and yards, a junction located in the midst of a major
road intersection. The lead to the north is a curve into a
switch to the northbound track, with a facing-point
crossover to the southbound track. But the lead to the
south includes the only in-pavement streetcar slipswitch I have seen. This intersection is directly north of
the Gavat HaMivtar station, where very ample facilities
are provided for bus interchange. From there south to
Shimon HaTzaddik, the line is in the very separate former bus right-of-way that was constructed along with
the parallel main road north, Route 1. South of there,
the line moves to a center reservation in that main road,
and this holds to the Damascus Gate Station. North of
that station there is a center third track for short turning
from the south. South of Damascus Gate comes the
park-like right-of-way next to the Old City Walls, and
then a sharp curve through Safra Square onto Jaffa
Road in front of City Hall with that station. From here to
the Menahem Yehuda (market) Station, the right of way
is Jaffa Road, pedestrianized. But west of there, the line
becomes side-of-road with vehicular traffic on Jaffa
Road itself. West of the Central Bus Station, the line
curves south over the suspension bridge, emerging into
side-of road operation that continues along Herzl Boulevard, later into central reservation, and then back to
side of road, before the Mount Herzl southern terminus. This is a side-platform station, typical of about 80%
of the stations, with the double-track line continuing
(Continued on page 18)

NEWYORK
YORKDIVISION
DIVISIONBULLETIN
BULLETIN- NOVEMBER,
OCTOBER, 2000
NEW
2011

Around New York’s Transit System
Steinway Tunnel Closed for Five Weekends
To install a new signal system on the 7 Flushing Line,
service was suspended between Queensboro Plaza
and Times Square from 11:30 PM Friday to 5 AM
Monday during the weekends of October 7-10, October
28-31, November 4-6 (Marathon Sunday), November
11-14, and November 18-21. This service suspension
affected an estimated 280,000 passengers each
weekend. Alternate service was provided by E, F, N,
and Q, which was extended to Astoria during daytime
hours. Shuttle buses provided service to closed Queens
stations and the 42nd Street Shuttle operated all night.
NYC Transit is installing a new Communications
Based Train Control (CBTC) signal system. This
automated train control system ensures the safe
operation of trains using wireless data communication
that will allow for more frequent service and the future
use of countdown clocks. Fiber optic and computer
equipment will be installed alongside the tracks on the
entire line. Work will continue for several years.
During the October 7-10 weekend, track panels were
installed south (west) of 33rd Street-Rawson Street.
Queensboro Plaza-bound 7 trains operated express
from 74th Street to Queensboro Plaza, stopping at 61st
Street-Woodside.

NYU to Take Over Former BoT/NYCT Headquarters?
New York City is offering $100 million and free land on
Governors Island, Roosevelt Island, or the Brooklyn
Navy Yard to a college that would use the land and
money to set up an engineering school. New York
University’s proposal has a twist — it would use the
Transportation Building at 370 Jay Street in Downtown
Brooklyn, which was Board of Transportation and then
New York City Transit headquarters about 50 years
starting in 1951. NYU already has school and dormitory
facilities in the area. Under the plan, NYU would expand
its presence in Downtown Brooklyn as soon as 2013,
and then expand further by moving into 370 Jay Street
by 2016, following extensive renovations that include
replacement of the façade by one featuring glass.
Cornell and Stanford are the other universities vying
for the land and monetary grant. NYU would partner
with Carnegie Mellon and other universities, as well as
IBM and other corporations.
6 Train Derails
Service was disrupted during the morning rush on
Monday, October 24 after a northbound 6 train derailed
between the Brooklyn Bridge and Canal Street stations
around 4 AM. Until normal service could be reestablished, 6 trains were turned at Bowling Green
and ran express northbound from Brooklyn Bridge to
Grand Central.

Commuter and Transit Notes

very efficient and useful in solving our transportation
problems. I really consider these cars the very best
streetcars I have ever ridden. More than 40,000 riders
were carried on the first day. There is no question
that public operation of this line is making a big difference in my general happiness!”
FROM THE HISTORY FILES
60 years ago: On November 19, 1951, the Toronto
Transit Commission ordered 104 cars for its subway,
which was under construction, from the Gloucester Railway Carriage and Wagon Company in Great Britain.
There would ultimately be four contracts (G-1 to G-4) for
a total of 140 cars, which were all retired by 1990. 50989 are preserved at the Halton County Radial Railway in
Milton, Ontario, Canada.
50 years ago: During mid-November, 1961, General
Electric installed automation and tested ex-DC Transit
PCC 1304, which it named “Tomorrow,” at its Erie,
Pennsylvania plant. On May 24, 2011, this car made its
first run in streetcar mode at its new home, the Seashore Trolley Museum. Please see the July Bulletin for
details.
News items and comments concerning this column may be
emailed to NYDnewseditor@aol.com.

(Continued from page 17)

south, with both a facing and trailing point crossover, for
two pocket tracks where trains reverse. The first extension to the line is to extend those tracks to the Hadassah Hospital Ei Kerem. Like Third Avenue Railways,
there are trailing point crossover’s at various points
along the line. All switches have two movable points,
and I think control is from the driver, with all switches
motorized and no spring switches. During testing, I had
assumed that the cables paralleling the coupler were for
test purposes, but they are not. The coupler apparently
is the same coupler used by LUAS just for emergencies, and MU electrical connections and air are in separate hoses, like USA main-line classic MU cars, not like
modern equipment elsewhere. The unused coupler
swings out of the way, and like LUAS, a cover plate covers the opening, presenting a clean and safer appearance at the front of the car. All operation has been twocar trains. I have not seen single-car operation since
early testing and do not know if there will be. I found
nothing to complain about regarding the way the system
is handling their current situation and limitations. When
the traffic signals are coordinated, the operation will be
18
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IRT OPERATED FREQUENT, DEPENDABLE SERVICE
75 YEARS AGO
(Continued from November, 2011 Issue)
Trains ran regularly and frequently; most
lines scheduled a 2-minute headway in the
rush hour. In Manhattan, trains usually ran
every 3 minutes during midday and 4 minutes in the evening. Between Chambers
Street and 96th Street, Broadway-Seventh
Avenue and Seventh Avenue Locals operated on a combined 3-minute headway for
two hours until about 3 AM in midtown Manhattan on Sunday morning.
Very frequent rush hour service was operated on the following lines:
LINE

TO

TRAINS
PER HOUR

Broadway96th Street
Seventh Avenue

Franklin
Avenue

33

Lenox-White
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Street

Jackson
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167th
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Avenue

45

Jerome Avenue
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In This Issue:
A History of the
A Train
(Continued)
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FROM

SECTION BREAK SIGNALS
(Editor’s Note: The July 1, 1924 IRT subway
rule book lists rules for operating trains through
the same section breaks that were still in place 75
years ago.)
A Section Break Signal is a fixed signal on
the IRT Division located at section breaks
and indicates stop when it is unsafe to proceed on the adjacent section. A section break
is a gap between two sections of contact rail
which permits either section to be kept alive
independently of the other.
On all elevated structures red means stop
1

and purple means clear or proceed. On underground lines red means stop and an illuminated sign “SB” without red means proceed.
125. Trains must stop when Section Break
Signal is at danger and Conductor must immediately telephone nearest Dispatcher stating location and track and await orders before proceeding. Should the Section Break
Signal go to danger when the approaching
train is too close to stop, Motorman must allow train to coast across Section Break and
until the train has passed at least 150 feet
beyond the Section Break Signal.
(Editor’s Note: The 1924 rule book does not
explain that Hi-Vs stalled across the section break
could transfer power from the live third rail to the
dead rail. Lo-Vs did not transfer power across a
section break because there are separate d.c. circuits in each car. Their control circuits were energized from batteries.
We do not have a complete set of rule books, but
we found a better explanation in the January 1,
1944 rule book.)
36(r) Should the Section Break Signal be at
danger and the train stopped in such a position that it bridges the section break, the Motorman should take immediate action to prevent his train from carrying the current into
the dead section of the contact rail. If he is on
a portion of the subway division equipped
with emergency alarm boxes, he must pull
the emergency alarm box controlling power
on the line section over which his train ex(Continued on page 4)
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A HISTORY OF THE A TRAIN
by George Chiasson
(Continued from November, 2011 Issue)
“shoots,” and in more recent times the storage of some
of NYCT’s vintage rapid transit fleet. Otherwise, the basic HH Court Street Shuttle route remains as it has
since 1946: a small piece of the original IND trapped in
time.
HH COURT STREET SHUTTLE ROLLING STOCK
HH used rolling stock assigned to A and 207th Street
for its entire existence, which in sum consisted of R-4s
mixed with R-6s in April, 1936, with R-7s added starting
in October, 1940. It was still seeing short, mixed consists of R-4/6/7s when discontinued in June, 1946.

GENESIS OF THE A TRAIN: PART FOUR—
IND’S HH COURT STREET SHUTTLE
When conceived in the early 1920s, the projected IND
Fulton Street Subway was to be operated in a manner
that expanded on the Fulton Street Elevated of that
time, with trains to and from Manhattan to the west; to
and from “distant” points in Queens to the east; and the
use of express tracks in both directions through Brooklyn to expedite their trips. As a necessary complement
(and much like some of the Fulton Street El’s locals
used the Fulton Ferry as a terminus rather than Park
Row), local trains on the Fulton Street Subway, as
planned, would originate and terminate at a stub terminal serving Downtown Brooklyn at Schermerhorn and
Court Streets. This was within easy walking distance of
Borough Hall and several surface routes, as well as the
surrounding IRT and BMT subway stops. In later years
this stub terminal was also the subject of neverexecuted proposals for an additional IND tunnel between Manhattan and Brooklyn, but it never did serve
its intended purpose. With most of the construction on
the initial segment of the Fulton Street Subway actually
completed by 1933, its conceptual operation as a gateway to faraway points in Queens was gradually acceded to the grim economic and political realities of the
1930s. Compromise finally dictated that the Fulton
Street Subway open as a simple (and completely local)
redirection of existing A train service as far as Rockaway Avenue, so as it did the also-completed “local”
terminal between the outermost tracks at the HoytSchermerhorn Streets station and the Court Street
“stub” were likewise placed in operation as a shuttle on
April 9, 1936. Of necessity, diamond crossovers were
built into the original route at either end, from both local
tracks immediately east of Hoyt-Schermerhorn Streets
and immediately east of the Court Street terminus. In
practice, HH trains simply shuffled back and forth between the two stations, remaining on their respective
tracks all the while, and didn’t operate at all after about
7 PM or on Sundays.
The Court Street Shuttle never did garner much ridership; most likely this was because the “Downtown” end
wasn’t close enough to potentially important destinations in Brooklyn to be truly useful, while it connected
poorly to other IND lines, except for A. It was abruptly
discontinued on June 1, 1946 and the stub terminal
then lay more or less dormant for 30 years, until it was
transformed into the New York City Transit Exhibit as
part of the Bicentennial celebration in 1976. Then as
now, its actual trackage between Hoyt-Schermerhorn
and Court Street has often been used for motion picture

GENESIS OF THE A TRAIN: PART FIVE—
AQUEDUCT SPECIALS AND THE JFK EXPRESS
AQUEDUCT SPECIALS, 1959-1981
On September 14, 1959 a so-called “Daily Double
Express” was instituted to serve Aqueduct Racetrack,
which at the time was newly renovated. It operated for
all subsequent meets when Aqueduct was running,
which that year lasted through the week before Christmas. In 1960 its season was expanded to the April
through November period, then through March and
back into December starting in 1966. Between the full
seasons of 1963 and 1967 (five years running), Aqueduct was opened in place of Belmont Park while the
older course’s aging grandstand was rebuilt, and the
annual Belmont Stakes temporarily relocated. After a
dirt “inner track” was installed and Aqueduct’s grandstand heated and enclosed during the winter of 1975-6,
racing was conducted year-round and stayed that way
through the remaining life of its dedicated subway route.
Better known through time as the “Aqueduct Special,”
service originated from the lower level platform at 42nd
Street in the Eighth Avenue Subway, where a dedicated
consist was held while revenue traffic was routed
around it. Usually signed S/Special, the train ran nonstop via the Eighth Avenue express tracks upon departure, continued to Hoyt-Schermerhorn Streets in Brooklyn, and then ran non-stop again to Liberty Junction via
the Fulton Street express tracks (both in the subway
and on the Fulton Street El east of Euclid Avenue, with
return via the local track from Liberty Junction to Euclid
Avenue). Once on the Rockaway Line, the Special was
crossed over to the northbound track, against normal
traffic, and discharged at the Aqueduct Racetrack platform. This service had a regular crew, whose Conductor
collected a premium fare, and the equipment was usually from the Rockaway Park pool.
Aqueduct Specials were a highlight of the New York
subway landscape through the 1960s and 1970s,
(Continued on page 3)
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of what were hoped would be high-speed, semisuburban operations using portions of the existing subway system. Such services never did, in fact, materialize, but this premium service to Kennedy Airport would
provide an example of how it could work in the future.
New cars were specially procured for this service as
part of the huge R-46 order of 1972 and a premium fare
charged that was far above the standard, yet still significantly cheaper than a comparable taxicab ride. Upon
arriving at the distant Howard Beach station, passengers would transfer to designated, fare-free buses that
finished their journey to the airport’s terminals and baggage check-in counters. JFK trains would operate on a
20-minute headway from 5 AM to 1 AM daily, using
dedicated crews (including a Transit Police Officer), with
the Conductor collecting the extra fare manually. Consists would generally be made of three-car sets of 75foot R-46s, some of which were specially labeled at
first, though after service began all the passengers
would most often fit comfortably into the middle car.
Though the special-order “JFK” group of R-46s were
on hand much earlier (delivered 1976-7), service was
finally inaugurated amid a media blitz on September 23,
1978. Trains originated from the then-stub terminal at
57th Street and made express stops on the Sixth Avenue Subway. South of W. 4th Street they were switched
to the Eighth Avenue Subway (as the D train had been
prior to October, 1954), and made stops at Chambers
Street, Broadway-Nassau, and Jay Street-Borough Hall.
From that point they ran non-stop via the Fulton Street
express tracks to the Howard Beach station on the
Rockaway Line (which from that time forward was
dubbed “Howard Beach-JFK”). The run usually included
a switch to the middle track from Euclid Avenue to Liberty Junction but not always, and trains most often operated toward Manhattan via the local track from Liberty
Junction to Euclid Avenue. Beginning in October, 1981
the JFK Express also replaced the former Aqueduct
Special trains, another dedicated express service that
had dated back to 1959. When racing was on, meet
attendees were able to board the JFK Express at any of
its several stops, and the train crossed over to the
northbound Rockaway track at Liberty Junction to stop
at the Aqueduct Racetrack station platform en route to
Howard Beach. This helped to spur additional patronage, but the number of passengers using the subway to
and from racing meets was already in a steep decline.
Despite its existence through some rocky economic
times, the JFK Express was always treated as a premium service, its cars bearing little graffiti as compared
to the overall fleet, and its trips enjoying top priority in
operations. The first real disruption came in 1982 when
a number of speed restrictions were imposed around
the system as parts of the track were identified as “Red
Tag” areas following a rash of derailments. In 1988
regular passengers were allowed to ride it (and regular
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though operations became a bit less consistent in later
years. After trackage through the lower platform at 42nd
Street was abandoned (on February 28, 1975), Aqueduct Specials were forced to use the regular
southbound express platform for loading, while A trains
were run around them on the local track from 59th
Street-Columbus Circle to 34th Street-Penn Station. This
service also shared many of the symptoms exhibited by
NYCT(A) as a whole as it slid into a mild form of decay
by about 1976, its rolling stock sometimes being less
than reliable and laced with the signature of graffiti that
was permeating the system at that time. Ultimately, a
questionable ability to consistently provide “quality”
equipment for the Special, combined with its disruption
to normal operations, led to its quiet demise. At the start
of the 1981-2 racing season in October, the dedicated
stop at Aqueduct Racetrack became part of the JFK
Express route and Aqueduct Racetrack Specials, as
such, were never to return. (Editor’s Note: Randy Glucksman, the Dispatcher at 42nd Street-Eighth Avenue, doesn’t
know who collected the fares at intermediate stops, but he
knows that a special token was issued for this service.)
Rolling stock assigned to the Aqueduct Specials (and
their crews as well) tended to be culled from the route
serving Rockaway Park at any particular point in time.
In October, 1959 this was E (which also then ran as an
express in rush hours), so the Aqueduct Special was
nominally using R-1/9s assigned to Jamaica, though R10s may have appeared from time to time due to appearances or availability. In subsequent years more
modern SMEE equipment was also used from time to
time as it was introduced to service. This included the
R-38s in 1966-7, the slant R-40s in 1968-9, R-40Ms in
1969, and R-42s in 1969-70, plus the R-44s in 1972-7.
In August, 1976 CC assumed rush hour service to
Rockaway Park, which led to the common assignment
of R-10s to the Aqueduct Special, along with R-42s and
R-44s from A, the former to be replaced by slant R-40s
starting in September of 1977. In October, 1980 this
writer was able to view a latter-day Aqueduct Special as
it passed along the middle track of the Fulton Street El
at 88th Street-Boyd Avenue. It consisted of an 8-car train
of R-10s, all marked up and grimy on the outside as
though to be a typical CC train, and exhibiting two blank
signs on the front end. As best as can be determined,
the situation remained unchanged through what turned
out to be the end of operations after the 1980-1 season.
THE TRAIN TO THE PLANE, 1978-90
In response to long-expressed public desires for some
kind of subway service to distant John F. Kennedy International Airport (formerly known as “Idlewild”), MTA
planned out what came to be the “JFK Express” starting
in the early 1970s. In part this was a final manifestation

(Continued on page 4)
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R-46s shuttling back and forth, displaying the vertical
profile of a jetliner in a teal bullet as the destination
sign. Extra effort was employed to keep this equipment
as graffiti-free as possible (though not totally so), and it
was unusual (but not impossible) to find JFK cars in use
on the regular routes out of Jamaica in the 1978-80
time period (E, F, GG, N). This situation was forced
to change a little bit as the R-46s experienced cracking
in their HPT-2 truck frames in 1980 and 1981, when on
occasion the JFK Express saw a motley collection of
“regular” substitute equipment, as revealed through the
following observations of unassigned trains on the line:
June 4, 1980: R-44s
June 12, 1980: R-38s
June 26, 1980: R-44s
July, 1980: R-42s
July 17, 1980: R-38s
December 11, 1980: R-32s
December 12, 1980: Mixed R-32s and R-38s
January, 1981: Occasional R-38s
February 13, 1981: R-10s and R-40s
April 15, 1981: R-40s and R-44s
By March of 1982, as their Rockwell HPT-2 trucks
were replaced, the 3-car sets of R-46s were back for
good and lasted until December 11, 1988. On that date,
jurisdiction of the JFK Express was transferred from
Jamaica to Pitkin and the following 36 graffiti-free R-44s
permanently assigned, after their Master Door Control
panels were modified with a “partial open” position: “A”
cars 100, 146, 164, 212, 224, 230, 232, 246, 254, 268,
286, 294, 306, 330, 354, 368, 382, and 384; and “B”
cars 121, 123, 139, 143, 159, 165, 173, 185, 233, 255,
259, 269, 291, 295, 307, 355, 369, and 383. When in
service each train was randomly arranged in A-B-B-A
(4-car) configuration, but was impermanently joined by
couplers. These cars were also used in regular A service, but other R-44s from A could not be used on the
JFK Express because of the modified door controls. All
36 of the modified R-44s continued to travel between
57th Street (21st Street-Queensbridge after October,
1989) and Howard Beach-JFK until the service was discontinued on April 14, 1990.
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fares charged) while the Williamsburg Bridge was
closed on an emergency basis. (Editor’s Note: Randy
Glucksman has the following observation — “To the best of
my knowledge, Conductors did not collect the premium fares
— there were Railroad Clerks who performed this function.
While I never rode the train for its entire length, oftentimes
when I rode NJ Transit to Hoboken and took PATH to the
World Trade Center, I boarded a train at Broadway-Nassau
to get to Jay Street. Most of the time, I would catch A or C,
but on a number occasions, I would ride the JFK Express and
it was the Railroad Clerks to whom I would show my pass.
The Train Dispatcher at 57th Street was responsible for dispatching this train, and if the dedicated equipment was not
available (bad-ordered or late train arrival), he would substitute whatever equipment was in the station.)
When the Archer Avenue Subway extension was
opened on December 11, 1988, the JFK Express route
was shifted from Jamaica, where its 1200-series R-46s
remained in the time before their General Overhaul, to
the barn at Pitkin. At this time it began using 36 specially-assigned R-44s, which were made into 4-car
trains (though not as yet permanently unitized). Operations were extended from 57th Street to 21st StreetQueensbridge when the 63rd Street Tunnel was placed
in service on October 29, 1989, but that was more to
accommodate revenue service than to add significant
new patronage (which it did not). Almost as with the Aqueduct Specials, occasional equipment availability troubles and the necessity of disrupting regular service
sparked a long and drawn-out decision to discontinue
the line, with the last “birds” rolling to JFK Airport on
April 14, 1990.
Rolling stock was assigned to the JFK Express many
years before it even existed, in the form of 26 1200series R-46 “A” cars (1228-78 even) that were specifically ordered as such from Pullman Standard with this
operation in mind. At the time of their delivery to Jamaica, these cars were essentially set up as single units
with operating cabs, and could be joined pneumatically
and electrically to one or more “B” cars to form 3- or 4car sets. Usually the JFK would see a few 3-car sets of

(Editor’s Note: The Hi-Vs were the only cars that could
transmit current from live contact rail across a section break
to dead rail. When they were taken out of service, more than
50 years ago, the section break signals were removed.)
This concludes our series featuring interesting excerpts from rule books and summaries of the service
operated 75 years ago. We wish that we could see today’s trains run as regularly as they did in the 1930s.
But we know that this is an impossible dream.

IRT Operated Frequent, Dependable Service 75
Years Ago
(Continued from page 1)

tends. If he is operating on portions of the System not
equipped with the emergency alarm boxes, he must
immediately remove the bus and balance jumpers from
between the two cars nearest the gap in the contact rail.
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MUSEUM CARS

Lo-Vs at Willets Point Boulevard, July 22, 1965.
Bernard Linder collection

Lo-Vs at Brooklyn Bridge, May, 1979.
Bernard Linder collection

Lo-V 5292, June 30, 1979.
Bernard Linder collection

Lo-Vs at Woodside, June 30, 1979.
Bernard Linder collection

Lo-Vs in Westchester Yard, September 12, 1998.
Bernard Linder collection

BMT steeple cab locomotive 6 hauling Standards.
Bernard Linder collection
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IRT WORK CARS

Ninth Avenue El south of Rector Street, looking south, June, 1940.
Bernard Linder collection

E. 98th Street and Lexington Avenue.
Bernard Linder collection

Composite car 2135, destroyed by fire June 6, 1906, rebuilt to pump
car 03. Photograph taken on October 4, 1957.
Bernard Linder photograph

Steel flat car rebuilt to box car on November 16, 1915. Photograph
taken at 147th Street Yard on October 4, 1957.
Bernard Linder photograph

Supply car 53 near signal school at 147th Street Shop.
Bernard Linder collection

Steinway Tunnel at First Avenue, May 1, 1954.
Bernard Linder collection
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WESTCHESTER YARD INSPECTION TRIP ON NOVEMBER 5, 2011
by Marc Glucksman
(Photographs by the author)
The group was warmly greeted at Westchester Yard
on a beautiful, cloudless morning. The complex is in
reality a pair of facilities next to each other. Our first
stop was to visit the Westchester Locomotive Shop,
where MTA New York City Transit’s 72 non-revenue engines are maintained. From the oldest General Electric
45-ton R-37s (1965) to the newest Republic 50-ton R120s (1991), all of NYC Transit’s diesel engines are
based here. Additionally, R-77Es E01-E10, which only
run on electric (third rail) power, are also based here.
This fleet provides NYCT with the ability to perform necessary operations that may require the power to be
turned off, ranging from moving work trains to rescuing
broken-down trains. Diesel 909, the newest engine, is
pictured below. Engine 897 is shown in new paint, with
green and yellow stripes, having undergone the SMS
program designed for engines. Rider cars, which are
former revenue subway cars that have been rebuilt for
work use, can often be seen spacing 2 diesels. Placing
a pair of engines together would exceed allowed weight
limits in many areas of the system.
The second portion of our tour was to the Westchester

Shop Inspection Shed. It is home of the 6 (Pelham)
Line, where its 460 R-142As allow 40 trains to be put
into service during the rush hour. The shop itself has
played host to almost all IRT equipment over the years,
including Lo-Vs and any number of classes of SMEE
cars, even hosting R-62A-class cars for a brief period of
time. But these days it's all Kawasaki-built R-142As for
as far as the eye can see. The R-142A class was delivered in several orders, between 1999-2004. l have had
the 6 train as my neighborhood service for more than
10 years, and I can say while we may now find this homogenous fleet less interesting, these thoughts did not
cross my mind as the last R-29s were retired and every
train that came had working ai- conditioning. The cars
are in excellent shape, and their seeming similarity is a
tribute to just how much progress our subway's maintenance has made.
Thanks again to Sid Keyles for arranging our tour, and
refer to the meeting notice or http://www.erausa.org for
a list of our upcoming trips.

R-142A 7451 passes the shop.

A group shot:: R-77 890, R-77E E07, and R-142A 7440.
(Continued on page 8)
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Westchester Yard Inspection Trip on November 5,
2011
(Continued from page 7)

R-77 901 from the ground up.

R-77 897 shows off SMS while working in the yard.

R-120 909 sits outside.

Rider car R-161 RD423 (ex-R-33 8863).

R-142As 7501 and 7326.

R-142As 7326, 7500, and 7340.
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Commuter and Transit Notes

No. 277
by Randy Glucksman

MTA METRO-NORTH RAILROAD (EAST)
On several occasions during October and November,
rail service on the Danbury Branch was replaced by
buses between Cannondale and Branchville due to slippery rail conditions. There were also some occasions
where the entire branch was bussed. These events
were separate from the damage done by the surprise
Nor’easter (please see below).
When timetables were changed on October 16, the
New Haven’s had an expiration date of November 8,
due to the expected opening of the Fairfield Metro station the following day. However, due to some legal issues, that did not occur, and a replacement timetable
was issued with a January 6, 2012 ending date. The
latest reports called for an “official” opening date for this
new station on December 5.
MTA METRO-NORTH RAILROAD (W EST)
Because normal rail service would return to the entire
Port Jervis Line as of November 28 (November Bulletin), a Port Jervis Line timetable titled “Post-Storm Interim Service” was issued for the period of November 627. It is unusual in that it approximately ½-inch wider
that the normal edition, plus it has a larger typeface,
wider spacing, and a fold. Daily service appears on one
side (top and bottom) and weekend service on the
other. For the first time, a separate timetable was issued
for the Pascack Valley Line, also effective November 6.
With restoration of the Port Jervis Line rail service, the
regular combined timetable was issued for the period
November 28, 2011-January 14, 2012.
In a goodwill gesture, riders were given the following
options: those who had been using the Hudson Line
also could use their November Hudson Line monthly
from any Port Jervis Line station for the last three days
of November; those who purchased a November
monthly from Ramsey/Route 17 were able to use it from
any Port Jervis Line station; and riders who bought a
December monthly Port Jervis Line ticket could ride for
free for the last three days of November.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
A Shore Line East timetable was issued effective November 7.
New Haven Line fares are going up as of January 1,
2012, on November 1, not as was proposed (October
Bulletin). Some fares are also slightly reduced from
what was published: Stamford ($264 to $278) and New
Haven ($394 to $415).
Member Bill Zucker reported that on November 5, he
saw two trains of M-8s at Grand Central Terminal. One
train was composed of previously reported cars, but on
the second, he saw 9144-5, and two days later, 9130-3.

METROPOLITAN TRANSPORTATION AUTHORITY
Following the announcement of two key transportation
appointments by Governor Cuomo, The New York
Times (October 22) published this editorial: “Gov. Andrew Cuomo has shown little interest in the challenges
facing the Metropolitan Transportation Authority, which
runs New York City area subways, buses, and commuter trains, or the Port Authority of New York and New
Jersey, which manages the area’s ports, airports,
bridges and tunnels. We hope his nomination of Joseph
Lhota, former mayor Rudolph Giuliani’s budget deputy,
to lead the M.T.A. and Patrick Foye, one of Mr. Cuomo’s
top economic development advisers, to run the Port Authority means the Governor is ready to get in the game.
Mr. Lhota was known as a solid, tough administrator in
the Giuliani days. He will need those skills and more.
He must be confirmed by the State Senate, and Republicans from the suburbs are primed to demand that he
and Mr. Cuomo agree to end a payroll tax that helps
finance the M.T.A. Mr. Lhota will have to fight to keep
that $1.5 billion in revenue, just as he will have to stop
Mr. Cuomo from raiding funds that are already dedicated to keeping the M.T.A. running or are needed to
replace aging equipment and structures and continue
crucial improvements. He must also negotiate contracts
for 57,000 employees. At the Port Authority, Mr. Foye
will have to continue progress at the former World Trade
Center site and run the ports, five airports, two tunnels,
four bridges, a commuter railroad, a small police force
and a major planning agency. Mr. Cuomo wants him to
revive the Moynihan Station project to replace Pennsylvania Station — a good idea. It is too soon to know
whether these two political veterans will be as expert as
the administrators they replace — Jay Walder at the
M.T.A. and Christopher Ward at the Port Authority. They
do start off with a clear advantage: Unlike their predecessors, they should be able to get the Governor to return their calls.”
Mr. Lhota assumed the position of Executive Director
on November 14, and immediately took over the day-today operations of MTA. Until his confirmation by the
New York State Senate, MTA Board Member Andrew
Saul remains the acting MTA Chairman.
At its October 26 meeting, the Board discussed a draft
version of a “Pledge to Customers” for LIRR, which begins “The LIRR is dedicated to delivering safe and reliable transportation. Our highest priority is to ensure
customer safety and this pledge is always subject to
that paramount concern.” The pledge continues with two
paragraphs that define: “A Safe, Reliable Ride” and
“Alternative Transportation Alternatives.” Metro-North is
also considering a similar pledge.

(Continued on page 10)

9

NEWYORK
YORKDIVISION
DIVISIONBULLETIN
BULLETIN- DECEMBER,
OCTOBER, 2000
NEW
2011
Commuter and Transit Notes
(Continued from page 9)

MTA LONG ISLAND RAIL ROAD
As I listened to the traffic (and transit) reports early on
October 26, there was a suspension of service on the
Montauk Branch, something that I had not known. A
check of MTA’s website found that buses replaced
trains east of Speonk between the hours of 2:13 AM
October 25 and 2:30 AM October 28. Five eastbound
and four westbound trains were canceled each day.
Member Larry Kiss told me that it was work being done
on the Shinnecock Canal bridge between Hampton
Bays and Southampton Bridge.
New timetables were issued effective November 6,
and the railroad reported in its press release that five
midday trains in each direction on the Long Beach
Branch had their times adjusted by three minutes to
prepare for installation of new ties. All have a
“Thanksgiving Greetings” logo. A limited number of Holiday Eve trains operated on the Port Washington, Port
Jefferson, Babylon, Long Beach, and Montauk
Branches. On Thanksgiving Day, additional trains operated on the aforementioned branches plus Ronkonkoma and Far Rockaway. The next timetable issue
takes place on December 12 and will cover extra services operated for the holidays.
Special timetables were issued to accommodate track
work over the weekends of October 29-30 and November 5-6 for the Ronkonkoma, Oyster Bay, Far Rockaway, Babylon, and City Terminal Branches. The Oyster
Bay and City Terminal Branches were timetable folders,
while the others were in card form. This work was postponed from August 27-28, when Hurricane Irene visited
the area.
NJ TRANSIT
Stepping off the escalator onto the Northeast Corridor
platform (Tracks A and B) at Secaucus Junction at 7:07
AM October 26, I thought it strange to see two eastbound trains in the station at the same time. A quick
chat with a member of one of the train crews revealed
that a train had broken down outside of the North River
Tunnels and trains were being single-tracked in and out
of New York. Moments later, station PA announcements
could be heard. After determining which train would
eventually depart first, I made my selection, Train
#3914, which had a scheduled departure from Secaucus Jct. at 6:56 AM. After a few minutes, several westbound trains passed through Secaucus Junction on
Track 3, the doors closed, and we were on our way, for
a delay of around 10 minutes. NJ Transit had rerouted
Midtown Direct trains to Hoboken until 8 AM, and implemented the usual cross-honoring with PATH. Northeast
Corridor trains experienced delays of 10-15 minutes
until 8:20 AM.
At 1 PM November 9, due to a trespasser fatality near
Hamilton, delays were reported on the Northeast Corri10

dor Line. For a half hour (1:20-1:50 PM), service was
suspended between New Brunswick and Trenton; however, trains were bypassing Princeton Junction and the
Hamilton station until 5 PM. Trains were delayed up to
60 minutes. It was not until 6 PM that service was reported as operating on or close to schedule.
The new timetables that went into effect on November
6 and coincided with the return to Standard Time had
these changes:
● Atlantic City: Substitute busing has ended
● Main/Bergen: The cover, which lists both lines on
the edge above the effective date, shows the Main
Line “as of 11/6/11” and the Bergen County Line
(in a gray color – please see below) “until
11/27/11.” Through November 27, rail service remained suspended between Suffern and Harriman. The three temporary inbound (1192, 1194,
and 1198) and two outbound trains (1195 and
1197), make limited stops between Suffern and
Hoboken and will disappear once the full service
is restored on November 28 and a replacement
was issued. Thanks to member Allan Breen for
giving me a copy at the November Division meeting
● Montclair-Boonton: Peak weekday schedules
were adjusted to accommodate a track project
near Newark Broad Street. Stops have been
added to Train #1003 (3:32 PM Hoboken/Denville)
at Upper Montclair and Train #1011 (6:17 PM Hoboken/Lake Hopatcong) at Montclair Heights
● Morris & Essex: Off-peak midday schedules were
revised to enable track work to take place near
Newark, which temporarily has only two instead of
three tracks. On Friday November 25, and during
the week of December 27-30, an extra train #8440
(12:17 PM Summit/New York Penn) has been
added. Weekend track work between Summit and
Milburn caused some trains to depart up to seven
minutes earlier in order to maintain connections at
Summit
● Northeast Corridor: Minor changes were made to
several peak and reverse-peak trains, mostly in
the morning. Connections have been improved for
the “Dinky.” On November 25 and the week of
December 27-30, a number of peak hour trains
will not operate; however, there will be additional
mid-morning service to New York
● North Jersey Coast: Due to overcrowding, Train
#3502 (7:06 AM South Amboy/New York Penn) no
longer stops at Secaucus. Train #2304 (6:02 AM
Bay Head/Hoboken) has added Woodbridge as a
stop. Due to customer requests, Train #3508 (7:34
AM South Amboy/New York Penn) has added
Avenel and Train #3503 (5:51 AM New York Penn/
South Amboy) has added Perth Amboy. Train
#8234 (9:35 AM Long Branch/New York Penn Sta(Continued on page 11)
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tion) operates November 25 and December 27-30
Pascack Valley: Some connecting train times at
Secaucus Junction were changed
● Raritan Valley: Minor time changes and some connecting train times at Newark were changed
Getaway service operated November 23 and will operate December 23 on the Morris & Essex, Northeast
Corridor, North Jersey Coast, Pascack Valley, and Raritan Valley Lines. An enhanced weekend schedule (a
few extra trains) operates on Mondays, December 26
(observed Christmas Day), January 2 (observed New
Year’s Day), January 16 (Martin Luther King Day), and
February 20 (Presidents’ Day) on the Montclair/
Boonton, Morris & Essex, Northeast Corridor, North Jersey Coast, and Raritan Valley Lines.
In support of the NJEA (Teachers) Convention in Atlantic City, there were three extra trains to Atlantic City
on November 10 and 11. Eastbound, Train #4515 departed from Cherry Hill at 7:41 AM and Train #4417
from Hammonton at 9:36 AM. There was one westbound train, #4526, which departed from Atlantic City at
1:35 PM and only operated to Cherry Hill.
A new system map was unveiled on November 9.
Among the changes, with the Main Line retaining the
yellow color, the Bergen County Line now has its own
color – gray. The Gladstone Branch is a darker green
than the Morristown Line. Midday/weekend shuttles are
shown in a dashed black line within the line’s color; the
“Dinky,” which no longer shares the Northeast Corridor’s red color, and the Metro-North-owned Port Jervis
Line are both shown as a thin black line. The Pennsauken Transit Center, which will provide a connection between the Atlantic City Line and the RiverLine, has been
added, although it is not scheduled to open until early
2013. That evening, while waiting for my train at Secaucus Junction, I noticed that there had been a change of
color for Bergen County Line trains on the train display
monitors. A few days later, I inquired at the Secaucus
Junction Customer Service Office about the yellow
plates on the Solari board in the rotunda and was told
that there were no immediate plans to replace them.
Extra service operated to and from New York on the
Northeast Corridor Line on Thanksgiving Day.
Station improvement projects were recently completed
at Ridgewood (Main/Bergen), Plauderville (Bergen),
and Somerville (Raritan Valley). All received high-level
platforms, canopies, heated shelters, new lighting, and
new ramps/stairs. Elevators were installed at Ridgewood and Somerville.
NJ Transit received a $4.6 million federal grant to
build a bus station at Secaucus Junction. This facility
would replace the current curbside operation.
Due to filming of the movie, The Dark Knight, in and
around Military Park, Newark Light Rail did not operate
●
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between Newark Penn Station and Orange Street and
between Newark Penn Station and Broad Street on November 3 and 4 between the hours of 7 AM and 7 PM.
Buses that operated on Raymond Boulevard were also
rerouted. Member Jack May, who observed the operation, was sharply critical of the fact that this was done
during weekdays and spoke at the November 9 NJ
Transit Board meeting. Jack’s comments were reported
in The Star-Ledger. Car drivers were inconvenienced
over the weekend of November 12-13 when the Upper
Level of the Queensboro Bridge was closed to traffic for
filming of this movie.
PORT AUTHORITY TRANS-HUDSON CORPORATION
Member Paul Bauscher told me that as he was about
to board a Manhattan-bound train in Hoboken, he noticed that when the Engineer closed the cab door, he
did it in a way that did not create a full-width cab. The
arrangement was like it was with the older PA cars. Paul
took advantage of the rare opportunity to look out the
rear window, even if he was riding backwards.
Member David Erlitz reported that the 340th and final
PA-5 entered service on October 31. The first cars of
this order arrived on the property in June, 2008, and
were formally dedicated at a July 10, 2009 ceremony at
Journal Square. In the October Bulletin, we reported
that the exact date that the last of the PA-1 to PA3-s
were retired was unknown. Members’ help is requested
to document this date for history.
AMTRAK
When I went into the Customer Service office at New
York Penn looking for copies of the Thanksgiving timetable, the Agent first offered me a Form T-1, but when I
again stated what I wanted, she said, “Oh, you want the
pretty one.” This year’s special edition for November
22-28 has a fall foliage scheme. Most of the Holiday
Extra trains (numbered above 1054) operated on Sunday. Peak fares were in effect every day except Friday,
November 25.
The Fall/Winter 2011-2 edition of Amtrak’s System
Timetable (Form T-1), the 40th Anniversary edition, November 7, 2011-April, 2012 was issued. Its cover also
includes “1971-2011” with a winter scene showing a pair
of AEM-7s, with 919 leading the Silver Star as it departs
from Philadelphia.
Amtrak has signed a 99-year lease with Penn-Central,
now owned by American Premier Underwriters, for 100
miles of track and right-of-way between Poughkeepsie
and Schenectady from CSX Corporation, essentially
taking control of the corridor. This arrangement could go
into effect early in the new year. Thanks to timesunion.com for this report.
At publication time, the special Thanksgiving timetable
(November 22-28) was not available.
MUSEUMS
The Shore Line Trolley Museum (Branford) has leased
its Derby locomotive, which is the oldest commercial
(Continued on page 12)
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electric locomotive in North America, to NYCT for display in the Transit Museum. This unit, which was constructed in 1888 for the Derby Horse Railway, departed
for its temporary home on October 17 and was trucked
to 207th Street Yard, where it was placed on a flatcar,
and transported to the museum where it will be on display through August, 2013. Thanks to member Frank
Pfuhler for this news.
INDUSTRY
In connection with my reference to the TDI timetables
(October Bulletin), member Richie Schulman reported:
“I don’t know if you’re aware of the National Association
of Timetable Collectors, who publish a quarterly journal,
The Timetable Collector. The Summer, 2011 issue
was devoted to TDI Timetables. TDI stood for Transportation Displays, Incorporated. TDI became part of Viacom, Incorporated in 2001, which became CBS Outdoor
on October 12, 2006. CBS Outdoor is the company that
currently produces the small current Metro-North and
Long Island Rail Road schedules. I started collecting in
2008 and a company named Titan Nationwide (they’re
still in business and not affiliated with CBS) produced
the Metro-North October 5, 2008-April 10, 2010 and
Long Island Rail Road December 5, 2008-May 16,
2010. I don’t who produced the schedules prior to the
ones I have to the TDI period. Also, all the Long Island
Rail Road schedules I have, are larger (2¾”x6¾”) than
the ones TDI (2¾”x5½”) issued. Is there any chance
that one of the members knows when this change in
size happened? Another difference with LIRR is a small
Forest Hills and Kew Gardens Branch Timetable. It’s a
different size (3”x6¼”). It doesn’t have any advertising
and is not attributed to CBS. My guess is it produced by
the people who prepare the full-size timetables. My earliest ones are from December 5, 2008. I also have 2
older ones, both Port Jefferson Branch Holiday Trains
dated 1973 Holidays and May 31, 1976 Revised. Neither have advertising and no indication of the producer
and are both standard TDI size.”
A SURPRISE FALL NOR’EASTER
Two months after Hurricane Irene, a rare Fall
Nor’easter passed through the metropolitan area on
October 29, causing an unknown number of trees with
their leaf-laden branches to topple overhead power
lines. This resulted in well over 2 million people being
without power, including your News Editor. When the
storm arrived, my wife and I were in Vermont attending
a wedding but kept in touch with our neighbors, one of
whom described our street as looking like a war zone.
For us, and our neighbors, it would just be 3½ (long)
days without power, but for too many others, the outage
lasted and in Connecticut, until Thursday, November 10,
when the final customers had power restored. The snow
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that fell ranged from a few inches to over 30 inches. All
told, sixty million people were affected. Here is how
transit operated.
Metro-North (East)
There were delays of up to 30 minutes on all three
lines due to fallen trees on October 29. Service on the
New Haven Line was suspended between 6:53 and
7:35 PM due to power problems between New Rochelle
and Mt. Vernon East and delays of 60-90 minutes ensued. On the Upper Harlem Line, service was suspended between Wassaic and Southeast until November 2. Shortly before 5 PM, October 29, service was
suspended on the New Canaan, Danbury, and
Waterbury Branches due to slippery rails, power problems, and downed trees. Service was restored to New
Canaan the next morning, at which time the Danbury
and Waterbury Branches got bus service. Waterbury got
its rail service on November 2, while Wassaic and Danbury got theirs back on November 3.
Metro-North (West)
On Friday, October 28, in anticipation of the heavy wet
snows, Metro-North warned Port Jervis Branch customers that it would monitor road conditions and if necessary, cancel service if driving conditions become dangerous. At 4 PM, October 29, service was suspended
and at 6:30 PM, all service was canceled. Service remained suspended until 2:30 PM, October 30, however,
due to inaccessible roads; buses bypassed Tuxedo and
Sloatsburg, which did not get their bus service back
until October 31. During this period, the 9:20 AM train
from Harriman to Port Jervis and 11:10 AM train from
Port Jervis to Harriman did not operate. On November
1, full bus service between Ramsey/Route 17 and Harriman, and train service, from Harriman to Port Jervis
was resumed.
NJ Transit
During and after the storm, system-wide crosshonoring was in effect. On October 30 and 31, service
was suspended on the Montclair-Boonton, Morris & Essex, and Gladstone Lines due to downed trees and
catenary. At 6:04 AM, November 1, service remained
suspended between Hackettstown and Dover due to
storm damage. At 4 PM, November 2, service resumed
to Mt. Olive with bus service between Mt. Olive and
Hackettstown. Rail service was restored on November
4.
QUIET CARS
Member Bob Wright sent these comments: “I noted
your report on the lack of success with quiet cars on
MBTA (November Bulletin). SEPTA’s program has
been very successful. Every car has signs on it noting
that the first car is the quiet car and Conductors often
announce this, some going to the extent of noting the
car number so those on it are aware. I've seen and
been involved in a few 'discussions' when someone
(Continued on page 13)
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decides to violate the quiet car rules, and the crew is
usually there to enforce as well. On Amtrak, it's a different story. My experience is that the quiet car has signs
over the aisle and on the end doors, and the crews usually dim the lights to reinforce this. Despite all of this
and announcements, there are many who ignore the
rules, even when passengers like me remind them. I
was on a Keystone train a couple of weeks back on
which a fellow passenger proceeded to start talking on
his cell phone while we were boarding and waiting to
leave 30th Street. I pointed out the sign to him and he
noted that we weren't moving yet (I've gotten this type
of response more than once), but I advised that it's the
quiet car regardless of whether we're in motion. He kept
talking and we got underway. The Conductor entered
the car, heard him, and told him he had to leave the
car. Of course, when the Conductor left, the passenger
walked by my seat and 'thanked' me for ratting him out,
even though the Conductor had gotten to him before
passing my seat. I've heard that NJT’s program is successful as well. It is too bad MBTA can't do more.”
2011 IN REVIEW
Each January, a listing of transit projects that are
scheduled to open or expand during this year is published. Two projects that were listed in January were
moved to this year: Sacramento’s Green Line 1.1-mile
extension to Natomas and DART’s Orange Line Phase I
to Las Colinas Urban Center. At the time that this column was being completed (mid-November), there was
still no firm date for two other projects. I searched the
Internet for news about GO Transit’s 33.5-mile extension to Kitchener and the opening of Phase I of
LACMTA’s Expo Line. Guelphmercury.com reported that
the 33.5-mile extension to Kitchener should occur in
January, 2012. The latest news about the Expo Line is
that it will open next year. (Please see below.)
DATE

January
31

February
19

April 7

OPERATOR

AREA

LINE

NOTES

NJ Transit

Bayonne,
New Jersey

HBLRT

8th St. Extension,
1 station, 1.1
miles

BART

San Francisco,
California

Dublin /
Pleasanton

West Dublin,
a fill-in station
between Castro Valley and
Dublin/
Pleasanton

Metra

Chicago,
Illinois

Rock
Island
District

Lovana S.
(Lou) Jones/
Bronzeville
Metra Station
35th Street)

June 20

Denton
County
Transportation Authority

Denton,
Texas

A-Train

Denton to
North Carrollton
21 miles, 5
stations

August 7

Utah Transit Authority

Salt Lake
City

MidJordan
Extension

10.6 miles,
10 stations

August 7

Utah Transit Authority

Salt Lake
City

South
Jordan
Extension

5.1 miles,
4 stations

August
19

Hampton
Roads
Transit

Norfolk
Light,
Virginia

The Tide

Begins service, 7.4
miles,
11 stations

August
29

New Mexico Rail
Runner
Express

Albuquerque, New
Mexico

-

Sandia
Pueblo station opens

OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
The Red Line north of Harvard Square was shut down
on weekends from November through March to complete a long-deferred $80-million repair project needed
to prevent derailments. More than 21,200 Saturday riders and 14,200 Sunday riders who board at the Porter,
Davis, and Alewife stations on a typical weekend must
use substitute buses plying the crowded streets of Cambridge and Somerville or find another way to get
around.
Additional service on the Newbury/Rockport Line operated on October 22-23 and 29-30 for Halloween
events in Salem.
Closed since April 30 (June Bulletin), the Science
Park station (Green Line) reopened after a $22 million
facelift with a ribbon-cutting ceremony on November 5.
The shuttle bus service that connected this station with
Lechmere ended.
Service to T.F. Green Airport, which commenced last
December 6 with three inbound AM and PM peak hour
trips, was increased on November 14. Inbound, there
are now seven additional trips throughout the day beginning at 5:05 AM and ending at 10:15 PM. There are
seven outbound trips starting from South Station at 7:20
AM and ending at 8:15 PM. There are also three very
early AM trips from Providence to the airport. At present,
there is no weekend service.
A settlement has been reached with Rocla Concrete
Tie over the faulty ties that were installed on the Old
Colony Line and are being replaced. Although the lawsuit asked for $91.15 million, the “T” will receive just $6
million. Under the terms of the settlement, Rocla will
pay MBTA $2 million per year for the next three years.
(Continued on page 14)
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From MBTA’s press release: “While the MBTA believes
Rocla should pay these costs, there is no guarantee a
court would agree with the MBTA, Rocla could never
afford to pay such a large judgment and would surely
file for bankruptcy, (and) a trial and appeals would go on
for years and be very costly to the MBTA.’’
For those who are interested, MBTA has posted its
Winter Plan at http://mbta.com/winter/. Todd wrote “It
looks like the major changes are elimination of the
short-turns and shuttles, with some other trains doing
extra stops to make up for lost service. Looks like a
good plan.”
Thanks to member Todd Glickman for these reports
from The Boston Globe.
PHILADELPHIA, PENNSYLVANIA
Bob Wright reported: “I got a chance to ride the Norristown High-Speed Line earlier this week (November 1) to
see how things were going. There were three slow orders in effect in both directions — just north of Ardmore
Junction, from Roberts Road (former Rosemont) to just
north of the station, and from north of County Line to
south of Gulph Mills (the third has been there off and on
for a while). The stabilization work continues, but not
much can be seen by the riders on the line. The ride I
took was slow and behind schedule — the Starters at
69th Street have a habit of holding trains for approaching riders (good for the riders, hell for the schedule —
and with the half -hour headways for trains beyond Bryn
Mawr, you don't want to just miss one), but the 2 minutes down from the start quickly turned into about 7
minutes behind when we got to Norristown. The use of
two-car trains can be a little troublesome also — at Bryn
Mawr, the second car didn't signal that it was ready to
go, so when the first car (on which I was riding) was
finished unloading, we paused and waited even though
the second car had finished its business - the 'Operator'
of the car hadn't sent his bell signal forward to let the
first-car Operator know this. Also, at Hughes Park, the
outbound platform can only handle one car, so the train
had to make two stops to unload.
“Regarding the flooding at Trenton (October Bulletin),
if you go through the 'cut' west of the station, where the
high stone wall is on the west side of the tracks, you'll
see marks for the water levels from 1975 and '91799' (which is actually 9/17/1999), also marked with
'Floyd', the name of the tropical storm that caused that
flood. I'm not sure what SEPTA’s folks were thinking if
they truly believed that no one could recall things being
that bad when they made the decision to not move the
trains out of Trenton before the flood. I've heard that
there was at least some thought to moving these to
NJT’s Morrisville Yard just to be on the safe
side. Knowing SEPTA, I'd believe that no one gave it
14

much thought until it was too late.”
Due to track renewal between 52nd and 57th Streets,
buses replaced Route 15/Girard Avenue PCCs from
October 31 through December 24. Thanks to member
Alfred Gaus, Jr. for this report.
From Cinders: As of early November 50 Silverliner Vs
(701, 703-717 and 801-834) had been delivered, but
only 35 were in revenue service. Even with these newer
cars, consist shortages exist on numerous occasions.
The push/pull set that was damaged during the Hurricane Irene flooding at Trenton remains out of service at
Frazer Shops. It was composed of 2305 (AEM-7)-24012405 (cab cars)-2503-2506-25098-2509-2512 (trailers).
WASHINGTON, D.C. AREA
With the award of a $154 million contract for 54 multilevel cars to Bombardier, MTA MD became the third
transit system in North America to order this model. NJ
Transit has 329 and AMT (Montreal), 160. Deliveries
are expected between May and December, 2013.
These cars will be used for service expansion and to
retire older cars. Thanks to member Jeff Erlitz for sending this report.
Metro’s Board approved guidelines for station names
that limit primary station names to 19 characters and 13
characters for transfer stations.
● Navy Yard becomes Navy Yard-Ballpark
● King Street becomes King St-Old Town
● Waterfront-SEU will drop “SEU,” because the university no longer exists
● Forest Glen will be shown on the map with the
universal "H" symbol to indicate the location of
Holy Cross Hospital. Foggy Bottom, ShawHoward, and Medical Center will also be shown
with "H" symbols reflecting proximity of hospitals
● New York Ave-Florida Ave-Gallaudet U will be renamed "NoMa-Gallaudet U." "New York Ave" will
be shown as a secondary name for one year to
assist customers during the transition.
Additionally, the Board exempted three station names
from the character limit because customers have strong
familiarity with the existing names: GrosvenorStrathmore, Georgia Ave-Petworth and FranconiaSpringfield. Also, Ronald Reagan Washington National
Airport remains unchanged. These changes will go into
effect in June, 2012.
CHICAGO, ILLINOIS
Metra issued timetables for the Milwaukee District
West (Aurora), Milwaukee District North (Fox Lake),
Heritage Corridor (Joliet), and Southwest (Manhattan)
Lines, all effective October 16. Member Jim Beeler
notes that this edition now has effective dates (in larger
type) that you can actually see. Previously, they were
placed near the bottom in a small type.
On November 8, more than 1½ years after they began
test runs on the Red Line (April 19, 2010—June, 2010
(Continued on page 15)
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Bulletin), CTA and Chicago officials unveiled a new
train of 5000-series Bombardier-built cars in a ceremony. These cars are the first additions since 1992
(3200-series Morrison-Knudsen) and will operate on the
Pink Line. Ultimately there will be 700 of them and they
will replace CTA’s oldest cars that range from 32-41
years of age, the 1969-70 Budd 2200s and the BoeingVertol 2400s. All were overhauled between 1987 and
1995. The total cost of the 5000-series cars will be
$1.137 billion, which is funded by two CTA bond issuances backed by sales tax receipts. The remainder is
$150 million in federal funds.
NEW ORLEANS, LOUISIANA
PCCs operating in New Orleans? According to an
email from member Bill Vigrass, NOPSI did look into
acquiring used PCCs in the 1960s. He writes: “At the
time I was a member of Ohio Railway Museum, whose
president, George Silcott, was a dealer in used locomotives and transit equipment. He bid on some used Pittsburgh PCCs that had the same gauge, and which he
would have barged downstream to New Orleans, the
cheapest way to go. It was a good bid but NOPSI chose
to do nothing. But at least they did consider PCCs.”
ALBUQUERQUE, NEW MEXICO
The Rio Metro Board, operator of New Mexico RailRunner, voted on October 21, to raise fares within 45
days. The results of a survey found that 82.2% of respondents said they feel that the proposed fare
changes are reasonable, while 34.3% said they would
ride RailRunner less if the new fares were implemented.
Finally, 2.8% said they would stop riding if the new fares
were implemented. The new fare structure was reported
in the November Bulletin.
LOS ANGELES, CALIFORNIA
A ribbon-cutting ceremony for the Expo Line is being
planned for February 25, 2012, with revenue service to
begin the following day, but that could change again, as
there are still communication problems between the
Blue and Expo computers, which is affecting the merging of the two services at Washington & Flower. Metro is
planning to start running a simulated schedule in midDecember. Thanks to member John Pappas for this
news.
SAN DIEGO, CALIFORNIA
Member John Pappas visited San Diego and reported:
“San Diego MTS began operating their vintage PCC on
weekends during August, 2011 and I got to ride it on
Saturday November 12. Unfortunately, the steady rain
(what was that about how it never rains in Southern
California?) prevented me from getting pictures along
the line. The rehabilitation of the car is very impressive.
It looks new both inside and out, including flooring. The
car runs and rides well also. For a while, MTS was
sending out a mechanic with the car during operating
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hours. We didn't have one on Saturday, so I'm wondering if this doesn't signal that management is more confident that the car will perform without incident during its
four-hour tour each Saturday and Sunday. In addition to
the Operator, the car had a Fare Inspector on-board
who functioned as a Conductor. Cash is paid into a
Johnson Type D Fare Box converted into a drop box,
which accepts dollar bills. MTS day passes and other
media are not accepted. It takes about 20 minutes to
make a round trip. The car takes its 10-minute layover
on its own track and at its own shelter just north of the
12th & Imperial light rail platforms. Trips generally leave
at :22 and :52 past the hour from that point.
The Operator (a regular Trolley Operator trained on the
equipment) is not afraid to get up a little speed at various points, including along C Street, which adds to
the fun ride and shows off the agility of PCCs. As you
may know, the car is an ex-San Francisco Muni 1100
(1122 to be precise). It retains all the idiosyncrasies of
that fleet, including the left-hand accelerator and the
solid ‘clunk’ when the car comes to a stop. The controls
are largely unchanged except for equipment added to
make the car compatible with the LRV fleet (Train-toWayside equipment to enable selection of route, radio,
etc.). A wheelchair lift occupies the space in front of the
front doors, requiring that the center doors be used for
all normal access. A nod to the times we live in, but not
a deterrent to enjoying the ride.”
HONOLULU, HAWAII
On November 3, Council members rejected a proposed ballot measure that would have asked Oahu voters if the City Charter should be amended to prohibit
the city from building Honolulu’s LRT using steel-wheelon-steel-rail technology. Thanks to member David Erlitz
for this news.
JERUSALEM, ISRAEL
Member Dave Klepper reported: “After two months of
service the operation is becoming more regular, and
end-to-end run times have been reduced. As of November 1, paper multi-ride tickets and monthly passes became history, but single-fare receipts will still be
used. Otherwise, the use of the ‘Rav Kav’ magnetic
plastic cards is required. Rav Kav literally means many
line but is meant to mean multi-line. It will be good on
both Light Rail and the Egged Bus system. Eventually I
suspect both Israel Railways and the Dan Bus Cooperative serving mainly the Tel Aviv area will also join. It
was planned that fares were to have started being
charged on the light rail as of November 1, but that did
not happen because the traffic light synchronization had
not been completed. There is no construction beyond
the new tail tracks on the north end of the system, but
construction of the extension to Hadassah Ein Kerem
on the south end is proceeding. At present, the construction zone extends from the end of the Mt. Herzl tail
tracks to the point along Herzl Boulevard closest to the
(Continued on page 20)
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AN ODE TO PATH’S PA-1S: BLUE TRAIN TO JAMAICA
AND THE HIGH-SPEED TESTS ON LIRR
by Philip G. Craig
The October 2011 issue of The Bulletin (page 15)
contained a single line noting that the Port Authority
Trans-Hudson Corporation (PATH) has retired all of its
PA-1 to PA-3 cars, 252 of which were placed in service
between 1965 and 1972. There was a time, 43-plus
years ago, when the arrival of the first PA-1s was an
important event, both to the beleaguered passengers of
what had been the Hudson & Manhattan Railroad —
known popularly as the Hudson Tubes in those days —
and the rail enthusiast community of the New York metropolitan region. This article, requested by News Editor,
Randy Glucksman, recalls those heady days and is intended to give testimony to the significance of the PA-1s
and their PA-2, PA-3, and PA-4 successors.
So significant was the advent of the PA-1s that New
York’s Governor, Nelson A. Rockefeller, and New Jersey’s Governor, Richard J. Hughes, each riding what
The New York Times described as two “gleaming
sliver-blue” three-car trains — one from Lower Manhattan’s Hudson Terminal and the other from Newark’s
Pennsylvania Station — met at PATH’s Journal Square
station in Jersey City on Thursday, April 8, 1965. The
Governors had ridden them to Journal Square to preside over a ceremony commemorating their placement
into revenue service. After their symbolic meeting, the
two Governors proclaimed it as a “great day” for PATH’s
passengers, noting that by mid-summer the 181 “Black
Cars” built between 1909 and 1928 that were the mainstay of H&M’s rolling stock would be retired and that
PATH would be operating the world’s first all airconditioned rapid transit car fleet (augmented by the 47
remaining PRR/PATH MP-51 and Class K cars dating
from 1958, used exclusively on the Newark-Hudson
Terminal Joint Service Line, that also were airconditioned).
The ceremony concluded, the two three-car sets were
coupled into a six-car train, which took Governor
Rockefeller and his entourage back to Hudson Terminal;
how Governor Hughes returned to Trenton was not reported by the media, but it may have been on a set of
MP-51/Class Ks to Newark and then PRR to Trenton.
Upon its return from Hudson Terminal, the six-car train
was placed into Journal Square-33rd Street service,
much to the delight of passengers accustomed to the
grinding sounds of the Black cars and their stifling heat
during the summer months.
By way of background, the 162 PA-1s were built by
the St. Louis Car Division of General Steel Industries,
Incorporated; 110 were single-ended “A” cars (i.e., having a Motorman’s cab only at one end) and 52 were
motorized trailers designated as “C” cars (i.e. lacking
16

cabs and not capable of movement by themselves). The
PA-1s were intended for operation in trains between two
and ten cars in length, made up of combinations of A-A,
A-C-A, and A-C-C-A units. Typically, they were operated
in three-, four-, and six-car trains until 1967, then up to
seven cars (the platform length limitation of the Hoboken, Christopher Street, and Ninth Street stations), and
eventually — in consists with PA-2, PA-3, and PA-4 cars
— eight-car trains in Newark-World Trade Center service until September 11, 2001. Eight-car trains were
restored to this line with the November 7, 2010 timetable.
PATH originally intended to purchase a fleet of more
conventional married pairs with shared components, to
be designated as “A-B” units and single unit “C” cars,
enabling it to operate train consists of both odd and
even lengths, for example as seven-car trains on its
Hoboken-33rd Street service. The order placed with St.
Louis Car on January 16, 1964 called for delivery of 120
“A-B” units and 42 “C” cars. Following contract award,
PATH issued a change order calling for delivery of 110
“A” cars and 52 “C” cars. The decision to acquire “A”
cars, rather than “A-B” units, was based on a desire to
have cars that could move under their own power as
individual cars in the congested confines of PATH’s
Henderson Street Yard and Shops. Nevertheless, there
were restrictions to how “A” cars and “C” cars could be
coupled to form a consist or unit. “A” cars had to be
coupled back-to-back to form an “A-A” unit but could not
be coupled front-to-back with either another “A” car or
front-to-back with a “C” car, i.e. “A-A-A” or “A-A-C-A”
consists could not be formed.
(Note that in those days, almost a half century ago, a
rail transit system could expect delivery of the first cars
of a new design within little more than one year after
making a contract award to an experienced USA-based
carbuilder; do not expect less than three years today
and that if you are very lucky.)
Subsequently, PATH ordered 44 PA-2s, consisting of
30 “A” cars and 14 “C” cars, from St. Louis Car that
were delivered in late 1966 and early 1967 in preparation for implementation of the State of New Jersey’s Aldene Plan, which rerouted Central Railroad of New Jersey and Reading Company passenger trains to Newark’s Pennsylvania Station and greatly increased ridership on the Newark-Hudson Terminal service (operated
jointly with the Pennsylvania Railroad until April 30,
1967). An additional 46 PA-3 cars, all “A” cars, were
built by the Canadian Car Division of Hawker-Siddeley
Canada Limited in Thunder Bay, Ontario and delivered
(Continued on page 17)
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in 1972 to enable PATH to cope with growing peakperiod ridership following the July 5, 1971 opening of its
World Trade Center terminal.
Getting to that “great day” of April 8, 1965 was not
without its trials and tribulations. The first three PA-1s,
nos. 600-100-601, were shipped by rail from St. Louis
on their own wheels in late January 1965. Upon arrival
at Hudson Tower in Harrison on Sunday, January 30,
1965, PRR switched them onto the joint service line.
They were coupled to a set of MP-51/Class Ks and
pulled through the spiral “Y” tunnel leading from immediately east of the Grove-Henderson Street station into
the Henderson Street Yard, arriving in the early hours of
Monday, February 1, 1965. The “Grey” cars were run
around the PA-1 consist and began to push them round
the 180 degree curve leading into the Shop. Then “all
hell broke loose.” One-by-one, each of the six trucks of
the three-car consist derailed and had to be re-railed
while the press was clamoring in the dark of night outside the yard’s concrete wall to see what was going on!
The specifications for the PA-1s called for them to be
able to negotiate 90-foot radius curves with a full load of
seated and standing passengers at normal operating
speeds. Something was radically wrong, and, initially,
many of those on site began to criticize St. Louis Car.
After all, the “Blacks” and the “Greys” had been able to
run around that curve for years without any difficulty.
After the three new cars were eased into the Shop, not
long after daybreak, an engineering survey was done of
the curve. Although H&M’s as-built drawings circa 1909
showed its radius to be 90 feet, over the years the force
of tens of thousands of train movements had caused
the curve’s radius to drift down to 78 feet at the point
were the PA-1s had derailed. H&M’s older cars (and the
MP-51s/Class Ks), with looser, service-worn truck components, could negotiate that out-of-proper-radius curve
but the new cars, fresh from the car builder’s plant,
could not because their trucks, while meeting the specification requirements, were stiff. St. Louis Car was exonerated. PATH’s track maintenance forces were put to
work immediately to bring the track back into its proper
radius. In the meantime, the press was allowed into the
shop building to view and photograph the PA-1s. And
nothing got into print about the derailments during the
night.
After static testing in the Henderson Street Shop, confirming that which had been done at St. Louis Car, the
three PA-1s were run throughout the system for clearance tests through all of the tunnels – first at slow
speeds and then up to 40 mph. Having curved sides, at
9 feet, 3 inches at the belt rail, they were three inches
wider than the older equipment. Spots were discovered,
notwithstanding earlier tests run with a flat equipped
with wooden templates and whisker-like feelers, that
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bench walls had to be chipped away at to provide a
minimum of three inches of clearance from their dynamic (kinematic) envelope.
PATH’s train crews had to be qualified to operate the
cars, and, in the event of a minor road failure such as a
door stuck open, how to get them moving again. Running time tests also were performed on all of PATH’s
services, including the 12 AM-5 AM “Round-The-World”
service, as the system’s employees referred to it, between Journal Square, Hoboken, and 33rd Street.
Compliance with one important specification requirement that could not be performed on either St. Louis
Car’s test track or on PATH-owned trackage had to be
demonstrated before PATH could accept the as-built
design of the PA-1 cars. This was their ability to achieve
a balancing speed of at least 70 mph on level tangent
track with a full load of seated and standing passengers, i.e. at “AW-2” — four passengers per square meter or approximately 2.7 square feet per passenger of
floor space available for standees.
The question was where to do so. The somewhat deteriorated condition of the Pennsylvania Railroad’s line
between Harrison and Journal Square was judged by
PRR not to be good enough to allow testing above the
60 mph speed limit still in effect on its trackage. While
not in an unsafe condition, track maintenance had been
deferred since the end of shared use by H&M/PRR
rapid transit trains and PRR’s diesel-hauled and electric trains following the abandonment of railroad passenger service to and from Exchange Place, Jersey City on
November 17, 1961. PRR was concerned with the potential for both bad publicity and liability issues and,
even though PA-1 “A” cars 600 and 601 were equipped
with cab signaling equipment compatible with its train
control system, the answer was, “You can run them in
both test and revenue service on our tracks but not
above 60 mph.”
(Note: After a sufficient number of PA-1 cars were in
service, PATH began running a six-car train of PA-1s,
always with either no. 600 or 601 on the head end,
regularly in Newark-Hudson Terminal service. Following
each round trip to and from Lower Manhattan, the sixcar train was split in Newark’s South Street Yard and
the cab signal-equipped three-car set re-coupled to the
front end of the train. This practice continued until implementation of the Aldene Plan on April 30, 1967.)
PATH then turned to the Long Island Rail Road and
asked for its cooperation in performing the high-speed
tests on its trackage. LIRR, in bankruptcy and knowing
that before long it was to be acquired by New York
State’s Metropolitan Commuter Transportation Authority
(predecessor to MTA), agreed. It was then a matter of
developing a comprehensive plan for movement of the
PA-1s to LIRR and proceeding with the high-speed tests
in a manner that would not disrupt the operations of
either PRR, which had to cooperate with the move, or
(Continued on page 18)
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LIRR. As part of the arrangement, PATH agreed to compensate PRR for its expenses involved with moving the
three cars from Hudson to Harold and back, as well as
to LIRR for providing track access, power and the support by its employees that facilitated the tests.
With all of the details in place, including train orders,
PATH PA-1 cars 600-100-601 were pulled from Hudson
Tower to Harold Interlocking in Sunnyside, Queens by
PRR GG-1 4862 on Sunday, March 14, 1965. Once at
Harold, with the GG-1 uncoupled and three-car train’s
contact shoes collecting power from LIRR’s third rails, it
operated under its own power through Jamaica to Dunton Shop. The high-speed tests commenced between
Jamaica and Harold on Monday, March 15. To prove
that PA-1s could meet or exceed the specification requirement of 70 miles per hour capability, St. Louis Car
supplied the pig iron needed to simulate the full AW-2
load of seated and standing passengers and the instrumentation needed to record the train’s performance.
Meeting the 70 mph requirement was achieved on the
first run. After demonstrating specification compliance, a
special run was made from Jamaica to Harold and return with PA, PATH, LIRR, SLC, and WELCO (traction
equipment supplier) management and technical representatives on board. The author of this article was on
this run when a public address system announcement
was made that the train had reached 74 mph as it
passed between Kew Gardens and Forest Hills,
much to the delight and applause of all present. At that
time, this was the highest speed ever recorded worldwide for a production-series rapid transit or subway
train. The following day, Tuesday, March 16, 1965, the
three PA-1s were moved by PRR from Harold to Hudson, pulled by PRR GG-1 4864, after which they were
run into PATH’s Henderson Street Shop and Yard in
Jersey City for inspection. The “Blue Train” had made it
to Jamaica and returned with accolades.
Notwithstanding the success, PATH subsequently
blocked out the fourth notch in their controllers and, for
various reasons, never took advantage of their highspeed capability in revenue service, even after it had
taken over the Newark-Journal Square Line from PRR
and made significant investments in new infrastructure,
including track renewal and higher-capacity traction
power substations.
Further commentary: Between 1962 and 1972, I was
employed by what was then known as The Port of New
York Authority (today called The Port Authority of New
York & New Jersey). During that period, I held a variety
of positions in The Port’s Operations Standards Division
(an industrial engineering unit), where I worked with
PATH’s Transportation Division on train and crew
scheduling, fare collection studies, etc. In November,
18

1965, I became PATH’s Supervisor of Operating Rules
and Standards and subsequently its Supervisor of Operations Planning. After the implementation of the Aldene Plan in 1967 and the abandonment of the ErieLackawanna Railway’s Hoboken-Barclay Street Ferry
on November 22, 1967, I was reassigned to the Rail
Transportation Department as a Rail Planning Engineer,
working at PA headquarters at 111 Eighth Avenue. I left
PA in December, 1972 to join MTA as the Administrative
Assistant to the Chairman (Dr. William J. Ronan).
On March 14, 1965 and the next two days, the late
Jonathan D. Boyer (a long-time ERA New York Division
member who died earlier this year) and I took 35mm
color slides of the PRR move from Hudson to Harold
and the testing on LIRR. I wrote an unsigned article
about the high-speed tests of the PA-1s that appeared
— illustrated with Jon's photos — that appeared in the
May, 1965 issue of Headlights, the then-monthly publication of the Electric Railroaders Association, of which
Jack May was Editor at the time. This article was noticed by Trains Magazine, which ran a version of it,
entitled, “What on earth is this GG1 doing? ANSWER: Making this speed test possible,” in its October, 1965 issue, again unsigned with the article and
photographs credited to “a staffer of Headlights.” Both
Jon and I received checks for $50 from Kalmbach Publishing Company for our contributions.
Inasmuch as the Public Affairs Department of the Port
Authority had an iron-clad rule that anything even remotely related to PA written by an employee had to be
cleared by it before being sent, even in draft, to a publisher or news source, I was called on the carpet over
the articles. It was well known at The Port that Jon and I
were close friends (Jon was my best man when Susan
and I were married), as well as it being suspected (with
justification) that I had either written the articles or had
provided insider information for them. I responded to
being given "the third degree" by denying everything
(“Let them prove otherwise” coming from military experience) and avoided being fired over a grievous breach of
policy.
Why the great concern about the article? In those
years, not long after its September 1, 1962 acquisition
through condemnation of the assets of the Hudson and
Manhattan Railroad, The Port Authority was paranoid
that some influential politician would find out that what
had become the PATH system could be extended further into Northern New Jersey, i.e. west of
Newark or Hoboken, over one or more of lines of the
mainline railroads without interfering with the latter's
ability to continue to run freight and long-distance passenger services.
Publicizing the high-speed tests of the PA-1 cars on
LIRR was a nightmare to those trying to hold the line
against further PA involvement in addressing the inabil(Continued on page 19)
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ity of the financially-pressed Class I railroads to continue to support money-losing suburban rail services. However, the PA-1 cars (as well as the PRR MP51/H&M Class Ks built before them and the PA-2, 3 and
4 cars built afterward) were compliant with the Interstate
Commerce Commission's regulations effective April 1,
1956 (derived from ICC Proceedings Ex Parte
179) then in effect for “Electric Multiple-Unit Locomotives" operated in trains with an empty weight of
600,000 pounds or less — amongst other
things permitting a buff strength resistance of 400,000
pounds. Therefore, the PA-1s — which weighed less
than 60,000 pounds — could be operated legally in
mixed traffic service with mainline railroad freight and
passenger trains without temporal separation. In addition to rapid transit cars operated on trackage used in
interstate commerce, mainly those of PATH and Staten
Island Rapid Transit, ICC's regulation also would have
been applicable to interurban electric railways, such as
the Chicago, North Shore & Milwaukee Railroad, had
they ordered any new rolling stock post-1956. (This
regulation is still on the books as part of 49 CFR 229
Part D 141 (b), but now is not applicable to electric MU
locomotives ordered after the year 2000.)
This fear on the part of PA executives became real in
the early 1970s when New York's Governor Nelson A.
Rockefeller and New Jersey's Governor William T. Cahill directed the Port Authority, in addition to extending
LIRR to JFK International Airport via the abandoned
Ozone Park branch of LIRR and to build the Kearny
Connection between the Erie-Lackawanna Railway's
Morris & Essex Lines and PRR’s High Line leading the
New York's Pennsylvania Station, to extend PATH to
Newark International Airport and thence via the Central
Railroad of New Jersey through Elizabeth to Plainfield. That PATH’s existing rolling stock could share
trackage with CNJ freight operations, while satisfying
ICC safety regulations, would have made this possible.
This fact was understood by Louis T. Klauder, Sr., a
friend of and transportation policy adviser to Governor
Cahill. This is what PA’s Director of Public Affairs was so
concerned about when the “secret” of the high-speed
testing PATH’s PA-1s on LIRR became a matter of pub-

lic record.
However, at the end of the day, by avoiding coming up
with a new type of rolling stock more suitable for longhaul suburban service, something like the North Shore
Line's Electroliners (which ran around Chicago's Loop
and through the State Street Subway on diversionary
moves), that could have run through PATH’s Downtown
Tunnels to and from the World Trade Center, then in an
advanced stage of construction, the Port Authority's executive bureaucracy let the ex-CNJ commuters (already
unhappy with the Aldene Plan) think that they were going to have to hold their attaché cases on their laps or
stand all the way in swaying and bouncing PA-type
cars, building up opposition to the PATH extension
plan; at the same time, PA's top executives dragged
their feet until both Governors were out of office. When
this happened, the bi-state political deal collapsed and
the Port Authority got off the hook for the two or so decades of any further involvement with major rail transportation improvement projects (until the now-aborted Access to the Region's Core or ARC Plan was developed).
The events in 1965 surrounding the delivery, commissioning, and placing the PA-1s into service — including
that 74 mph ride on LIRR — created fond memories for
those of us of a certain age. For all of its ingrained antirail culture, the Port Authority had delivered a masterstroke with the PA-1s — modern, aesthetically attractive
with their Sunberg-Ferar styling, comfortably out-fitted
with a combination of transverse seats, and airconditioning.
In the context of the times, PA-1s symbolized all that
the New York City Transit Authority’s R-32 “Brightliners”
lacked. Their presence in the metropolitan region’s
transportation milieu set off forces that TA could not resist, despite its Division Engineer of Cars and Shops
declaring that “a rapid transit car is a people-carrying
box that needs no aesthetics to perform its function”
and also declaring that it was not possible to successfully air-condition a subway car. Before long the PA-1s
running to and from Lower Manhattan and along Sixth
Avenue led New York City’s newly elected Mayor, John
V. Lindsay, to conclude that if the Port Authority could
do it, so could the Transit Authority, but only if it were
pushed rather than coddled.

CORRECTION
Member Bruce Lane sent the following comments regarding the article on page 1 of the November issue: HiVs had an automatic acceleration of sorts, incorporated
in the Motorman’s Master Controller. There was a
spring-loaded, ratcheted drum, which allowed the controller column to rotate at a predetermined rate of
speed, regulating the advance of power fed to the mo19

tors at such a rate not to blow the breakers. As such,
even if the Motorman were to advance the Master Controller handle from “OFF” to “FULL MULTIPLE” (on a
properly working controller), the breakers would not
blow.
Lo-Vs had the automatic control of acceleration incorporated in the switch group under the car.
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Around New York’s Transit System
New Way to Complete Repair Work
NYC Transit’s Line Segment Closure Program will
shut portions of subway lines overnight for several
consecutive nights, with the aims of reducing rider
inconvenience, increasing worker safety, and reducing
the time it takes to complete major track and signal
repair work. This closure will only be scheduled where
alternate service is available.
During the week of January 9, 2012, service will be
suspended on the Lexington Avenue Line from 10 PM
to 5 AM between Grand Central-42nd Street and Atlantic
Avenue, while crews repair tracks and signals and
perform a thorough cleaning of the roadbed.
The following lines, also running through the central
business district, will be closed from 10 PM to 5 AM for
four consecutive nights: Eighth Avenue (ACE),
Seventh Avenue (123), and Sixth Avenue
(BDFM).

Because our transit system operates 24/7, it is difficult
to find time for repairs, especially with increased
ridership on weekends and overnight.
Inspecting, repairing, and replacing tracks, signals,
power supply, and infrastructure is necessary and often
requires a series of service suspensions or slowdowns.
This Line Closure Program will allow workers to
perform tasks without having to stop while trains pass
through the area. Employee safety will be increased by
shutting off power to the third rail.
Under the current method, scheduled work on the
Queens Boulevard Line Manhattan-bound local track
from Parsons Boulevard to Forest Hills-71st Avenue
would require eight weekend and 20 weeknight
shutdowns. The new Line Segment Closure Program
would reduce shutdowns to nine days and save $1.3
million.

Commuter and Transit Notes

3. Operator checks the platform, and opens the doors
by pushing a button in the cab
4. Operator checks and points to the leaving signal
5. Operator checks the platform and closes the doors
by pushing a button in the cab
6. Operator checks the platform (sees a green flagwaving platform worker on the platform mid-train) and
points to him
7. Operator checks the video monitor, that has a fourquadrant view of the platform, and points to each of the
four images in a clockwise sweep of his hand
8. Operator checks the leaving signal and points to it
9. Operator enters the cab and the train departs
(Optional step 4(a) - Operator straightens tie)
For stations that have platform screen doors, there are
additional steps that include pushing a button to close
the platform screen doors, pointing down the "gap" between them and the train, and switching off the power to
the control panel. With all of the above, additional dwell
time can be up to 30 seconds, which really adds up on
a 20-station run!
FROM THE HISTORY FILES
60 years ago: On December 13, 1951, the Hudson &
Manhattan Railroad increased fares from 15 to 20
cents.
40 years ago: On December 19, 1971, the Holland
Avenue station, which according to a Penn-Central
timetable dated June 16, 1971, was located one-quarter
mile south of the White Plains station, was closed.
News items and comments concerning this column may be
emailed to NYDnewseditor@aol.com.

(Continued from page 15)

commercial center of Kiryat HaYovel, but not further.
The construction includes road widening and utility relocation. This suggests that the extension will be opened
in stages, with the first stage to serve Kiryat HaYovel. Some private resident homes' lawns appear to
be drastically reduced in size by this construction, but in
the end the value of their properties will be much higher.
“A new Arab-sector Jerusalem Municipality bus terminal has been opened directly adjacent to the Damascus
Gate Light Rail system and is well used by the Arab bus
lines. Not, so far, the one I use most often, however, the
one closest to my yeshiva. So I still have a three-block
walk through the commercial center opposite the Old
City Wall to make the connection, but still the very fastest way downtown. The new terminal is very well
planned.”
SHANGHAI, CHINA
Member Todd Glickman was on another MIT business
trip to Asia in mid-October and stopped in Shanghai. He
rode a few of the Metro lines, and noticed nothing different in the wake of the September 27 accident that injured hundreds when two Line 10 trains collided. If you
were at the July Division meeting, you saw a quick
video of the Shanghai Metro, including the "door close
dance" performed by Operators at each station. He has
taken a new video that can be seen
at: www.youtube.com/watch?v=4b6kTUTxYa8.
The steps seem to be:
1. Train stops
2. Operator exits the cab
20
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WELCOME TO OUR NEW READERS
For many of you, this is the first time that
you are receiving The Bulletin. It is not a
new publication, but has been produced by
the New York Division of the Electric Railroaders’ Association since May, 1958. Over
the years we have expanded the scope of
coverage from the metropolitan New York
area to the nation and the world, and member contributions are always welcomed in this
effort. The first issue foretold the abandonment of the Polo Grounds Shuttle the follow-

ing month. This month’s issue includes reports on transit systems across the nation. In
its 53-year history there have been just three
Editors: Henry T. Raudenbush (1958-9), Arthur Lonto (1960-81) and Bernie Linder
(1981-present). The current staff also includes News Editor Randy Glucksman, Contributing Editor Jeffrey Erlitz, and our Production Manager, David Ross, who puts the
whole publication together. We hope that you
will enjoy reading The Bulletin

THIRD AVENUE’S POOR FINANCIAL CONDITION LED
TO ITS CAR REBUILDING PROGRAM 75 YEARS AGO
This company, which was founded in 1853,
was able to survive longer than any other
Manhattan street railway.
Third Avenue was able to pay a 7 percent
dividend on its stock until it was leased to the
Metropolitan Street Railway on April 13,
1900. Dividends were reduced to 5 percent
until the Receiver suspended them in October, 1907. At reorganization, January 1,
1912, the company’s name was changed to
Third Avenue Railway Company and stockholders were assessed $45 per $100 of
stock, but received no dividends for several
years. In its annual report, the company explained that it could not pay dividends until
allowance for depreciation would care for its
needs over and above ordinary maintenance
and until the effect of the new subways on its
earnings was determined. The stockholders
kept complaining until the company declared
a one percent quarterly dividend payable
January 1, 1916.
In 1922, the Transit Commission found that

the equipment was in excellent condition and
was well-maintained. Cars were properly
painted and were generally clean. Manhattan
tracks were in good condition, but Bronx
tracks were only in fair condition. Although
overloading was as high as 75 percent at
certain points, overcrowding was less than
lines of other companies. Passengers usually
had to stand only five or six blocks.
During the Depression, 1929-32, trolley and
bus revenue decreased $2 million, but operating expenses were reduced by $2.75 million, probably by reducing service and converting all cars to one-man operation. But the
company had difficulty making a profit on a
five-cent fare and was not allowed to increase it. In July, 1930, the court denied
street railways permission to raise their fares
to seven cents because fares were fixed by
the state and could not be raised by filing
new schedules with the Transit Commission
under Section 29.
(Continued on page 4)
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BROOKLYN TROLLEY CONVERSION TO ONE-MAN OPERATION
by Bernard Linder
Cars 5100-53 were rebuilt as single-ended front entrance one-man cars in 1932. Four-part folding doors
were installed at the front end. The right side sliding
center doors and route sign were removed and replaced by four-part folding doors. On the left side, doors
were removed.
In 1927 and 1928, eight convertibles were rebuilt to
closed single-end cars at DeKalb Shop for Canarsie
Shuttle service. The front platform was enlarged and the
gates were replaced by wide four-part folding doors in
the front and a narrow exit door in the rear. The left side
of the platforms was enclosed completely and doublehung windows were installed on both sides. Cross seats
were retained in the rear half, but were replaced by longitudinal seats in the front half. In 1928, cars 4700-7
were leased to the New York Rapid Transit Corporation,
BMT’s rapid transit subsidiary. They were placed in service on July 14, 1928, the day the 14th Street (now L)
Line was extended to Rockaway Parkway.

Brooklyn Rapid Transit was hard hit by World War I
and the tremendous increase in costs following it. In the
spring of 1918, all street railways petitioned the Board
of Estimate and Apportionment for an increased fare.
The Board held one brief hearing in July, did nothing,
and filed the petitions in November, 1918. Meanwhile,
the company’s finances kept deteriorating and a Receiver was appointed on January 2, 1919.
The company decided to economize by converting its
lightly travelled lines to one-man and replace its oldest
single-truck cars. Instead of converting two-man to oneman cars, the company ordered one-man Birney cars,
which cost only $5,680 each.
After placing 205 one-man Birney cars in service,
Brooklyn Rapid Transit converted double-truck box cars
for service on its lightly travelled lines. As soon as the
Depression began, the company converted the busy
lines to one-man as quickly as possible. Work was completed on October 15, 1934. DeKalb Avenue was the
last line converted to one-man operation.

BIRNEY CARS

ALTERATIONS TO THE CARS

The Birney car, named after Charles Birney, the master mechanic of the Stone & Webster Engineering Corporation, was a one-man single-truck lightweight car,
which was developed about 1915. Birney was able to
produce a lightweight car by using an arch roof instead
of a deck roof and using steel instead of wood.
The first Birneys arrived in Brooklyn during the week
of December 14, 1919. Four years later, 25 cars were
sold to a dealer. The remaining cars were scrapped between 1932 and 1937. At that time, the oldest cars were
only 18 years old. Because they were flimsy and roughriding, most Birneys were scrapped long before the
older, heavier, and smooth-riding double-truck cars.

Double-truck box cars were converted to one-man by
relocating the farebox adjacent to the Motorman and
allowing him to control a rebuilt narrow rear exit door.
Cars 8000-8499 were also altered by relocating the
farebox and allowing the Motorman to control the center
exit doors. Passimeters (turnstiles) were installed in
8500-8534, which were converted to single-ended cars
with higher acceleration and maximum speed.
But the 4100s, 5000s, and 5100s needed extensive
rebuilding, which could not be performed in BMT’s
DeKalb Shops. These cars were rebuilt for one-man
operation at the Brill plant in Philadelphia. Cars 4100-99
and 4300-4 were converted to single-ended cars and
turnstiles were installed. On the left side, the doors were
sealed and the steps were removed. The front platform
was enlarged and the narrow door was replaced by a
four-part folding door. A destination roll sign was installed above the front center window. Cars 5023, 5025,
5041, and 5068 were not rebuilt for one-man service
and were scrapped in 1933.
The remaining cars in the 5000-79 series were rebuilt
between 1931 and 1933. Cars were converted to single-end, passimeters (turnstiles) were installed, and
doors were removed on the left side. The right side sliding center doors and route sign were removed and replaced by four-part folding doors. Cars 5080-99 remained double-ended for Nortons Point service. Fourpart folding doors were installed in the front at both
ends. The sliding center doors and route signs were
retained on 5080-98, but the sliding center doors and
route signs were replaced by four-part folding doors in
5099. Passimeters (turnstiles) were installed in 5099.

Double-end, two-man car 4100. The platforms were completely
enclosed in 1919 and gates were replaced by doors.
Bernard Linder collection

(Continued on page 3)
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The following list was compiled from Edward B. Watson’s history, which was published serially in the Bulletin.

CONVERTED TO ONE-MAN
DATE

LINE

DATE

th

LINE

February 23, 1918

65 Street-Fort Hamilton

April 16, 1929

Bushwick Avenue

April 27, 1919

Nortons Point Shuttle

April 6, 1930

Erie Basin

December 11, 1919

Eighth Avenue

April 21, 1930

Seventh Avenue

December 15, 1919

West End

April 28, 1930

Flushing-Ridgewood (B)

December 22, 1919

Sea Gate (A)

May 12, 1930

Myrtle Avenue

th

December 24, 1919

16 Avenue

June 30, 1930

Gates Avenue

December 27, 1919

Holy Cross

June 30, 1930

Flushing Avenue

January 1, 1920

Nostrand Shuttle

August 18, 1930

Court Street

January 3, 1920

Avenue C

October 3, 1930

Graham Avenue

January 4, 1920

Calvary Cemetery

October 9, 1930

Tompkins Avenue

January 12, 1920

Bay Ridge Avenue

November 19, 1930

Fifth Avenue

January 21, 1920

Gravesend Avenue

December 14, 1930

Nostrand Avenue

January 26, 1920

Montague Street

December 28, 1930

Lorimer Street

January 27, 1920

Brooklyn Bridge Local

April 27, 1931

Bergen Street

March 6, 1920

Flushing-Ridgewood

April 24, 1932

Reid Avenue

March 11, 1920

Nortons Point

August 26, 1932

Hamilton Avenue

March 12, 1920

Hoyt-Sackett

September 11, 1932

Crosstown

May 1, 1920

Broadway Ferry Shuttle

January 2, 1933

Smith Street

May 6, 1920

Union Street

January 9, 1933

Putnam Avenue

th

September 11, 1920

15 Street

March 6, 1933

Franklin Avenue

October 28, 1920

New Lots Avenue

May 1, 1933

Church Avenue

th

October 29, 1920

86 Street

October 15, 1934

DeKalb Avenue

November 1, 1920

Ocean Avenue

(Date not available)

Flatbush Avenue

February 6, 1921

Hamilton Ferry

(Date not available)

Fulton Street

March 10, 1921

Third Avenue

(Date not available)

Greenpoint

March 17, 1921

Utica Avenue

(Date not available)

Meeker Avenue

December 22, 1921

Jamaica Avenue

(Date not available)

Metropolitan Avenue

January 26, 1922

Sumner Avenue

(Date not available)

Nassau Avenue

November 2, 1922

Park Avenue

(Date not available)

Ralph-Rockaway Avenues

May 1, 1924

Broadway

(Date not available)

Richmond Hill

June 30, 1924

Marcy Avenue

(Date not available)

St. Johns Place

March 5, 1925

Vanderbilt Avenue

(Date not available)

Union Avenue

April 3, 1929

Grand Street

(A) Two-man in the summer until 1926
(B) Two-man January 17, 1927-April 28, 1930
(Continued on page 6)
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ting the car in half, adding a new center section, and
building an entirely new platform at each end. Old Brill
39E maximum traction trucks were rebuilt to 77Es and
rattan seats from old convertibles were rehabilitated.
The car was renumbered to 1259 in September, 1935.
After checking the car’s performance, management was
convinced that it could upgrade old single-truck cars by
adding a new center section and producing modern
double-truck cars.

Third Avenue’s Poor Financial Condition Led to its
Car Rebuilding Program 75 Years Ago
(Continued from page 1)

Because PCCs were too expensive, the company decided to rebuild its single-truck cars. It produced longer
double-truck inexpensive trolley cars that were reliable
and easy to maintain. The prototype was 1605, a singletruck convertible, which was thoroughly rebuilt by cut-

Third Avenue Railway car 132 on the 149th Street Crosstown Line in
the Bronx before rebuilding.
Bernard Linder collection

Interior of a Third Avenue Railway single-truck 100-series car.
Bernard Linder collection

Third Avenue Railway car 101 was odd in that it had signs on the
roofline.
Bernard Linder collection

After rebuilding, the 100-series cars had raised front and rear platforms.
Bernard Linder collection

Third Avenue Railway car 1615 on the Harlem Shuttle Line, crossing
the Third Avenue Bridge on January 2, 1935.
Bernard Linder collection

Interior of a Third Avenue Railway single-truck 1600-series car.
Bernard Linder collection
(Continued on page 5)
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Third Avenue’s Poor Financial Condition Led to its
Car Rebuilding Program 75 Years Ago
(Continued from page 4)

Car 1605 at Hunts Point and Randall Avenues, December 9, 1934.
Bernard Linder collection

Car 327, July 4, 1936.
Bernard Linder collection

Car 101, in original paint scheme, at Columbus Circle in 1938.
Bernard Linder collection

Car 1259 at W. 238th Street and Broadway, May 3, 1946.
Bernard Linder photograph

Car 343 on Route 7 at W. 1st Street and Scott’s Bridge, Mount
Vernon.
Bernard Linder collection

Car 128 on Tremont Avenue east of Third Avenue in the 1940s
paint scheme.
Bernard Linder collection
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Brooklyn Trolley Conversion to One-Man Operation
(Continued from page 3)

CARS CONVERTED TO ONE-MAN
DATE

CAR NUMBER

DATE

CAR NUMBER

1921

2955-99

1929

2700

1921

3147-51

1929-30

8000-99

1922

2580-99

1930

1129-78

1922-3

761-785

1930

2380-5

1922-3

2930-54

1930

3300-1

1922-3

3125-46

1930

8100-8399

1922-3

3152-54

1930

8500-34

1923

2705-54

1930-1

8400-99

1924

2500-79

1931-3

5000-99

1925-6

2386-99

1932

4300-4

1928

4700-7

1932

5100-53

1929

796-798

1932-3

4100-99

Car 5000, a double-end, two-man car from the 5000-79 series.
Bernard Linder collection

Car 5144 in DeKalb Yard in 1930 as a double-end, two-man car.
Bernard Linder collection

Single-end, one-man car 5103 in Canarsie Yard, October 13, 1940.
Bernard Linder collection

Single-end, one-man car 5067 in Avenue X Yard, October 2, 1946.
Bernard Linder collection
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Commuter and Transit Notes

No. 278
by Randy Glucksman

should be expanded to all AM and PM peak trains. Effective January 9, 2012, in cooperation with CDOT,
Quiet Cars will be introduced on 18 AM and PM peak
hour New Haven Line trains operating between Grand
Central Terminal and Danbury, Waterbury and New Haven. Two of those trains have stops in New York State.
MTA METRO-NORTH RAILROAD (W EST)
When full rail service (26 weekday and 14 weekend
trains) returned on November 28, 2011, the usual combined Port Jervis/Pascack Valley Line timetable was
issued. Due to speed restrictions caused by continuing
repairs, running times increased by three minutes inbound and up to seven minutes outbound. Several
trains had their departure times moved up. This timetable will be replaced on January 15, when the pre-storm
schedule returns. The completion period for repairs has
been moved to June, 2012 from the fall of 2011.
I was told that during the first week service was restored, many commuters were absolutely thrilled to get
their trains back. Many spoke of the horrors of having
extended commute times plus having to switch from
train to bus and bus to train twice a day.
Two extra inbound trains (#98 and #88) and one outbound train (#93) operated between Port Jervis and
Hoboken on December 26, 2011 and January 2, 2012.
Post-New Year’s Eve, Trains #95 and 97 departed from
Hoboken at 1:25 and 3 AM for Port Jervis.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
Member Bill Zucker reported that on November 19,
2011 he observed M-8s 9146-9 in service and on December 8, 9156-7.
There are two M-8 delivery status reports. As of November 28, 2011, 50 had been delivered, with 40 conditionally accepted (including 2 undergoing modifications),
plus 10 were under inspection and testing by Kawasaki.
As of December 9, 2011, Kawasaki had 16 cars and 48
were in service.
The Fairfield Metro station, with over 1,400 parking
spaces, opened on December 5, 2011 (December, 2011
Bulletin). Beginning in January, the station was served
by Greater Bridgeport Transit buses. Taxi service will
also be available. Fairfield Metro is the first new station
on the New Haven Line since State Street opened in
New Haven on June 24, 2002. Prior to that, it was Merritt 7 on the Danbury Branch on July 29,1985.
MTA LONG ISLAND RAIL ROAD
With practically no notice (actually less than 72 hours),
a pilot Quiet Car Program was launched on the Far
Rockaway Branch on December 5, 2011. What makes
this initiative different from all other programs is that it is
“voluntary.” Conductors in these cars will hand out “Shh”

METROPOLITAN TRANSPORTATION AUTHORITY
On December 12, 2011, New York Governor Andrew
Cuomo signed legislation that eliminated a most unpopular tax – the Payroll Mobility Tax – for about
290,000 small businesses in the 12-county MTA region.
Enacted in 2009, this tax generates approximately $1.4
billion in dedicated funding annually, money that MTA
desperately needs. Governor Cuomo said that the state
then would compensate MTA for the $250 million in lost
revenue (later revised to $320 million). Many transportation advocates are wondering how the state, which is
already having its own fiscal problems, will do this.
MTA METRO-NORTH RAILROAD (EAST)
A little over a month after advocating for an LIRR riders’ “Bill of Rights,” on November 21, 2011, United
States Senator Chuck Schumer called on the MTA
Board to enact a similar policy for Metro-North riders
(November, 2011 Bulletin). In fact, the railroad has
been working on what it is calling a “Pledge to Customers” and is seeking an agreement with CDOT, which is
responsible for train service in Connecticut.
The Thanksgiving weekend timetables were available
on November 21, 2011, with covers that have the same
turkey motif that has been in use since 2007.
Even though a New Haven timetable was issued for
the period November 18, 2011-January 6, 2012
(December, 2011 Bulletin), one was issued effective
December 5, 2011 to coincide with the opening of the
Fairfield Metro station. However, an error on the cover
has placed the Waterbury Branch junction at the Fairfield Metro station, rather than at Bridgeport. Due to the
already short life of this edition, it was likely not worth
the expense of replacing it.
To prepare for whatever this winter will bring, over the
summer of 2011 three snow blowers were rebuilt with
Rolls Royce jet engines. Their turbine engines produce
exhaust at 600 degrees Fahrenheit to not just melt
snow, but to vaporize it. There are also five cold-air
snow blowers — up from three last year — and 150
new heaters to melt snow and ice around switches and
interlocking tracks to allow them to operate smoothly.
Apple’s newest store opened in Grand Central Terminal at 10 AM December 9, 2011. It is located on the
East Balcony in the space formerly occupied by Metrazur Restaurant. In the email that Apple sent, the information was presented on a “Solari”-style board, although there was none of the familiar clicking.
Based on a November 16, 2011 survey involving
4,388 respondents, of whom 20% were in a Quiet Car,
90% were aware of the program on the Hudson and
Harlem Lines and an equal amount were satisfied with
the program. 82% thought that the Quiet Car Program

(Continued on page 8)
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NORTH JERSEY COAST: Two inbound and three outbound
trips between Long Branch and New York Penn Station.
Two round trips between Bay Head and Long Branch
PORT JERVIS: Two inbound and one outbound between
Port Jervis and Hoboken. All trains operate via express
between Suffern and Secaucus Junction
RARITAN VALLEY: One inbound and two outbound between Raritan and Newark Penn Station.
A Raritan Valley Line timetable was issued with
“Revised December 2011” on its cover. There were
some changes to the additional trains that will operate
on January 2, January 16, and February 20.
A truck hauling a container overturned in the westbound direction of the helix of the Lincoln Tunnel just
before the AM rush hour on December 14, 2011, preventing the use of the express bus lane. Buses were
diverted to Secaucus Junction, where tickets were honored on rail. Train delays due to heavy crowding conditions were reported from 7:30 to 10 AM.
Later in the day, due to another occurrence of signaling issues near Newark Penn Station, train delays were
reported between 11 AM and 9 PM.
CORRECTION: In last month’s Bulletin, I reported
that the Gladstone Branch was a darker green than the
Morristown Line. Actually the reverse is true. Morristown
retained its old/actual darker green color whereas the
Gladstone "Line" (no longer a "Branch") has a much
lighter green.
The official opening date for the new Plauderville station (Bergen County Line) was October 10, 2011. This
station is located at MP 12.8, and the old station with
low-level platforms at MP 12.9 was permanently retired.
Delivery of the order of ALP-46As (4629-64) has been
completed. These units have 7100 hp and can operate
at 100 mph with a train, and at 50 mph singly or in multiple.
None of the ALP-45DPs are in service, but they have
been undergoing testing since October 20, 2011. The
group will be numbered 4500-34 and are permitted to
operate at 50 mph singly and in multiple, and at 90 mph
with a train. In diesel mode they generate 4250 hp and
as an electric, 5360 hp. When operating in diesel mode
in electrified territory, the pantograph must be in the
down position. Member Bob Vogel photographed 4500
being tested on the Atlantic City Line on December 2,
2011. The consist also included P-42-AC 4009 (protect
engine) with four Comet IV coaches and Comet V cab
car 6053. On December 14, 2011, 4501 was tested on
the Port Jervis Line with the same consist.
In the November, 2011 edition of fyi, in response to a
recent rider survey, which saw the score for communication during emergencies drop from 3.8 to 3.6, NJ
Transit reported that it is taking steps to make improvements. A working group has come up with some shortterm solutions that include streamlining internal communications to insure that critical service information is

Commuter and Transit Notes
(Continued from page 7)

cards to non-compliant riders. During the AM, on four
trains between 5:22 and 8:54 AM, it will be the last car,
and in the PM, it will be the first car of six trains departing from Atlantic Terminal between 4:31 and 7:56 PM.
The December 12, 2011 branch timetable makes no
mention of Quiet Cars.
The new timetables issued for December 12, 2011 will
remain in effect through February 26, 2012. All have
“Season’s Greetings” on their covers. There was additional pre- and post-New Year’s Eve service on the Port
Washington, Port Jefferson, Ronkonkoma, Babylon,
and Montauk Branches. Weekend schedules will be
operated on Martin Luther King Day (January 16) and
Presidents’ Day (February 20). Additional trains, denoted by the letter “M,” will operate on the Port Washington, Port Jefferson, Ronkonkoma, Babylon, and
Montauk Branches. On Presidents’ Day, only the Port
Washington, Port Jefferson, and Ronkonkoma
Branches will have additional trains.
So far for 2012, the railroad has announced that there
will be Holiday Eve service on April 6 (Passover), May
25 (Memorial Day), July 3 (Independence Day), August
31 (Labor Day), and September 25 (Yom Kippur) on the
Port Washington, Port Jefferson, Ronkonkoma, Far
Rockaway, and Babylon Branches.
LIRR’s snow fighting fleet consists of nine jet snow
blowers, three cold-air snow blowers, and two doubleended snow broom/thrower machines. All of this equipment is strategically pre-positioned throughout the system and at the ready. Brand new is a dual-purpose track
machine – the ballast regulator/snow fighter – designed
for removal of snow on main line track and in yards.
Three new jet snow blowers replaced some 40-year-old
jet snow blowers and there is a new turbine engine on
LIRR’s road and rail-capable jet snow blower.
NJ TRANSIT
The timetables that went into effect on November 6
and November 28, 2011 contain a statement that in the
event of a severe winter weather advisory, an enhanced
weekend schedule may be operated, rather than a
weekday schedule. These additional trains operate predominantly in the traditional peak hours. There is no
additional service on the Atlantic City, Main/Bergen, or
Pascack Valley Lines. However, it will operate on these
lines:
MONTCLAIR-BOONTON: Lake Hopatcong/Hoboken (3)
and Montclair State University/New York Penn Station
(3) in each direction
MORRIS & ESSEX: Gladstone/New York Penn Station (2),
Dover/New York Penn Station (1), and Summit/New
York Penn Station (6) in each direction
NORTHEAST CORRIDOR: Four inbound and three outbound trips between Trenton and New York Penn Station

(Continued on page 9)
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and MARC supplied two trainsets. In one of the photos
sent by Bob, HHP-8 4914 was leading Train #1054 with
an Amfleet car (possibly a café car) trailing the locomotive. Cinders reported that the 1000-series numbers
denote leased commuter equipment and the 1100series use Amtrak equipment.
Back in the 1980s and 1990s, on many Thanksgiving
mornings, Marc and I would go to Newark Airport to pick
up my sister-in-law, who would spend the holiday with
us. En route, there was the obligatory stop at PATH’s
Harrison station to take photos of “Holiday Extras” and
other trains that happened along. Occasionally we
would see SEPTA Silverliners, which do not have lavatories, in this service.
The week of Thanksgiving just passed, provided Amtrak with a new record when 720,000 passengers were
carried. This exceeded by 2.2% the previous record, set
in 2010.
METROPOLITAN AREA
Encouraged by the success of the High Line in Manhattan, the 3.5-mile elevated former Long Island Rail
Road Ozone Park Branch was in the news in early December, 2011. Since being abandoned on June 8, 1962,
it has been dormant. At various times proposals have
surfaced that would have used this right-of-way to provide rail service between midtown Manhattan and JFK
Airport. According to news reports, even though the line
still includes some tracks, signal towers, and other
equipment, the line is largely overgrown with trees and
vegetation.
Naturally, this proposal generated lots of emails from
members, some of whom concluded that once it would
be converted, it would never be used for transit purposes. Another wrote that it does not connect to anything at its north end, plus there is already the Airtrain
JFK.
MUSEUMS
The Shore Line Trolley Museum (Branford) reported a
new all-time single-day attendance of 1,102 on October
22, 2011. This has been attributed to the growing popularity of its “Haunted Isle” and “Pumpkin Patch” special
events. Over 300 volunteers helped to make both
events a tremendous success. Membership now exceeds 1,100.
By the end of this year, the majority of the Museum’s
collection will be 100 or more years old. Last year, four
cars attained this status.
2011 LEFTOVERS

Commuter and Transit Notes
(Continued from page 8)

relayed to riders as quickly as possible, via My Transit
and the website. Additionally, the multi-level cars are
equipped with technology to enable the NJ Transit Operations Center to make onboard announcements in a
timely manner. There will also be post-incident email
surveys with riders asking specific questions about the
communications.
At publication time (mid-December, 2011) the RiverLine was still operating a modified Sunday schedule
due to ongoing repairs from Hurricane Irene.
For the first time since November 22, 1967, ferry service is again operating from the original ferry slips in
Hoboken Terminal, not the temporary facility just south
of the station that has been in use since October 16,
1989. Five of the six slips are being used. This was the
final phase of a $120 million restoration of this historic
(1907) station, which began in 2004. A dedication ceremony took place on December 7, 2011.
PORT AUTHORITY TRANS-HUDSON CORPORATION
At approximately 5 PM November 30, 2011, service
was suspended on the 33rd Street Line to/from Hoboken
and Journal Square due to “police activity.” This was
later reported by NJ.com as a man being struck by a
train at 23rd Street. He was transported to Bellevue Hospital. NJ Transit cross-honored until 6:30 PM when service was resumed.
PORT AUTHORITY OF NEW YORK & NEW JERSEY
Two months after PA increased tolls on its Hudson
River bridges and tunnels a report has found that for the
period of September 19-November 22, 2011, there were
890,000 fewer cars and trucks using those facilities.
(Details of the toll increases were reported in the September, 2011 Bulletin.) For that same period, PATH
reported that its ridership rose by 3.7%. NJ Transit also
reported a slight increase in bus and rail ridership; however, exact numbers were not available at the time. In
2008, when tolls went from $6 to $8, PA also experienced a similar drop in car traffic, but that was temporary. PATH ridership also rose, but then declined in
2009 due to the economy before rebounding in 2010.
AMTRAK
Dome Lounge Car 10031 (Ocean View), which saw
service on The Adirondack in October (October, 2011
Bulletin), was moved to Chicago. Between November
17 and November 28, 2011 this car operated in Lincoln
Service, The Carl Sandburg/Illinois Zephyr, Wolverine
Service, and Illini/Saluki routes to and from St. Louis,
Quincy, Detroit/Pontiac, and Carbondale Thanks to Bob
Hansen for this news.
What I always find interesting during Thanksgiving
week is to learn what commuter equipment was leased
for “Holiday Extras.” My son Marc observed an eight-car
train of Arrow IIIs on Train #1099. Bob Vogel reported
that two trains of Arrow IIIs were leased from NJ Transit,

DATE
December
5
December
19

OPERATOR
Connecticut
DOT

GO Transit

AREA
Fairfield,
Connecticut
Toronto,
Ontario

LINE
New Haven

Kitchener

NOTES
Fairfield
Metro station opens
Extension to
Kitchener,
33.5 miles, 4
stations

(Continued on page 10)
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SCHEDULED FOR 2012
OPERATOR

AREA

LINE

Early

DATE

Los Angeles County MTA

Los Angeles, California

Expo Phase I

March

Port Authority Transit

Pittsburgh, Pennsylvania

North Shore Connector

Miami-Dade Transit

Miami, Florida

Airport Metrorail Extension

Spring
June

NJ Transit
New Orleans RTA

Wood-Ridge, New Jersey
New Orleans, Louisiana

July 30

Dallas Area Regional Transit

Dallas, Texas

Bergen County
Loyola Avenue Extension
Orange
Phase I

Portland City Streetcar

Portland, Oregon

Loop

Fall

Sound Transit

Seattle, Washington

Seattle/Tacoma

Fall

Calgary Transit

Calgary, Alberta

Northeast

Fall

District DOT

Washington, D.C.

Anacostia

Dallas Area Rapid Transit

Dallas, Texas

Blue

Boston, Massachusetts

Fitchburg

North Kingston, Rhode
Island

Providence

April

September

December
?
?

Massachusetts Bay Transportation Authority
Massachusetts Bay Transportation Authority/Rhode
Island DOT

In the table above is the latest available information
about transit projects that are scheduled to open or expand service this year.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
At the November, 2011 New York Division meeting,
member George Chiasson told me that in early November, there were reports that the former MARC engines
had been removed from service, but in fact their leases
had been re-negotiated with Boise Locomotive under
terms that were more favorable to MBTA.
Temporary timetables were issued on November 14,
2011 for the Providence/Stoughton Line and Back Bay,
and on November 21, 2011 for the Newbury/Rockport
Line. As of December 2, 2011, these were only available in PDF form on-line (though printouts are available
at the stations). Member Todd Glickman asked if eventually standard pocket-sized timetables would be issued, and no one seems to know. He wrote: “My hunch
is that the Newbury/Rockport will not, as it's a temporary schedule, but Providence/T.F. Green will during the
next major revision (whenever that is).” With the
changes to Providence/T.F. Green, the Back Bay schedule was modified as well.
In late November, 2011, the MBTA Board met to discuss whether to continue having its commuter service
operated by a contract operator, or to run it itself. The
10

NOTES
7th/Metro to Culver City,
8.5 miles, 10 stations
Gateway Center/Allegheny
(Heinz Field), 1.3
miles, 2 stations
Extension from Earlington
Heights,
2.4 miles, 1 station
Avalon-Westmont station opens
1.5 miles
Las Colinas Urban Center ,2
stations, 5.4 miles
3.3 mile extension,
28 stops
Lakewood station opens
Extension from McKnight/
Westwinds to Saddletowne,
1.8 miles, 2 stations
1.1 miles
Garland to Rowlett,
4.5 miles
1 station
Extension to Wachusett, 4.5
miles
Wickford Junction station opens

contract with Massachusetts Bay Commuter Rail
(MBCR) expires in June, 2013, and a decision must
come soon in order to allow sufficient time to advertise
for operators to submit their proposals, if that is the decision. MBCR replaced Amtrak as the operator in July,
2003, and the relationship has at times been stormy.
Last winter, there were numerous delays that left commuters waiting in the cold or aboard cold trains, according to a report in The Boston Globe. Some of these
incidents were reported in early 2011 issues of the Bulletin.
On November 30 and December 15, 2011, the “T”
permitted up to ten people to sign up on line each day
for a tour of these facilities: the Operations Control Center, Commuter Rail Maintenance Facility, and Subway
Main Repair Facility.
For at least the time being, Massachusetts is backing
off on a proposal to extend the Worcester/Framingham
Line through Cambridge to North Station via the recently acquired 8-mile Grand Junction Line. Cambridge
residents are worried about noise and traffic that the
additional trains would bring to their neighborhood.
There is no plan to increase fares at this time, but
MBTA is considering a proposal to raise fares by 2050%; the cost of a single ride could be $3.25. Monthly
bus and subway pass could go to $80, and a commuter
(Continued on page 11)
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rail pass from the farthest suburbs could climb to $338
under one proposal prepared for MBTA to balance its
budget, according to documents obtained by The Boston Globe. One scenario would triple the current 30cent surcharge imposed on subway riders who use paper CharlieTickets — printed by automated fare vending
machines — instead of the reloadable plastic CharlieCards. Under that plan, CharlieCard subway fares
would rise from $1.70 to $2.35 and CharlieTicket fares
from $2 to $3.25, a 63 percent increase. Thanks to Todd
Glickman for these reports.
LINDENWOLD, NEW JERSEY
PATCO recently conducted a survey over the Internet
in which riders were asked to vote for the interior colors
of the cars that are currently being overhauled.
Philly.com reported that Color Palette Blue No. 3 has
defeated No. 2 as the color scheme for seats, floors,
and walls for the entire fleet of PATCO cars. This replaces the yellow and green of 1969. No. 3, which beat
No. 2 by just 38 votes out of 1,266 cast, includes a medium blue, a couple of lighter blue-grays, white, and two
mixtures of hues, including a speckled blue for the
floors. Thanks to member Lee Winson for this report.
PHILADELPHIA, PENNSYLVANIA
On November 17, 2011, SEPTA awarded a contract
worth up to $129.5 million to ACS Transport Solutions
for the long-awaited "smart card" fare system. Contactless payment devices will replace the current fare media
such as tokens, paper tickets, and magnetic strip
passes. Riders will use bank or ID cards or smart
phones to pay for rides. Due to the expected three-year
installation period, the system will not be in service until
the end of 2013. Thanks to members David Safford and
Lee Winson for this report.
A new edition of Regional Rail timetables was issued
effective December 18, 2011. SEPTA’s website highlighted a change on the Lansdale/Doylestown Line under which there is no longer weekend service at the
Link Belt (MP 3.0) and New Britain (MP 7.1) stations
due to low ridership. Link Belt riders can use the Colmar
station (MP 2.4) while New Britain riders can use Chalfont (MP 5.3) or Del Val College (MP 8.4).
In September, 2010, SEPTA initiated bus service between the Cornwells Heights station and Center City
with three early AM and two late night trips operating as
Route 78. These operate when there is no train service.
The three AM trips carry an average of 130 passengers,
while the late PM trips carry 40 and 20 passengers respectively. SEPTA proposes to make this route permanent. Thanks to Lee Winson for these reports.
From Cinders: As of mid-November, 2011, 53 cars of
the 120-car order of Silverliner Vs had been delivered
and these were in service: 701, 703-718, and 801-836.
Twenty Silverliners are shown as retired. For the benefit
11

of our new readers, here is the complete list: 201, 204,
205, 206, 208, 211, 251, 257, 262, 263, and 9003
(Budd), and 220, 222, 224, 228, 231-234, and 237 (St.
Louis). The bold cars are the recent additions. Future
updates will only include additions. St. Louis “Airport”
cars 236 and 238 plus Budd 9011 remain on the
“inactive” list.
Hurricane Irene-damaged cars 2401, 2405, 2503,
2508, 2509, and 2512 remained out of service at Frazer
Shop. However, AEM-7 2305 was returned to service.
WASHINGTON, D.C. AREA
The Penn Line got a new timetable as of November 7,
2011. There were minor schedule adjustments to address overcrowding, shared use of tracks with Amtrak,
customer connections with WMATA, and a new base
realignment and closing (BRAC)-related service.
MARC’s Brunswick Line will get a new timetable on
January 30. This would be the first significant revision
since the branch to Frederick opened in 2001. MARC
reported that in the intervening years, ridership has
risen especially at Brunswick, Point of Rocks, Germantown, and Gaithersburg, and the current schedule does
not reflect current dwell times at these stations. Thanks
to member Steve Erlitz for these reports and sending
copies of the timetables.
NORFOLK, VIRGINIA
Since the August 19, 2011 opening of the 7.5-mile
LRT line which is known as The Tide, member Phil
Craig has been sending weekly ridership reports. He
summarized the numbers for the week of November 28December 4, 2011 as follows: The seven-day total ridership for this week of 29,255 was up by 5,039 or 20.81%
from the previous week's total of 24,216, which was
influenced heavily by the Thanksgiving holiday. This
week 's
average
week day ridership
level
of 4,330 was 70 riders or 1.65% above the previous
week's average weekday ridership level of 4,260.
CLEVELAND, OHIO
From October 8-12, 2011, in order to replace track on
the viaduct which spans the Cuyahoga River, the Red
Line was shut down between W. 25th Street and Tower
City, a distance of about 1½ miles. Those dates were
selected because they were determined to be low ridership days and were coupled with Columbus Day weekend. Buses shuttled passengers to/from Tower City,
where transfers could be made to the Red Line, which
continued to serve the East Side and Hopkins Airport.
Thanks to member Pete Donner for this news.
CINCINNATI, OHIO
On November 10, 2011, voters elected to the City
Council three pro-rail Democrats who replaced an equal
number of anti-rail Republicans, so that the Council now
has seven members who support construction of a light
rail system. The voters also rejected by a 52-48% a
measure that would have banned the city from working
on a rail project for ten years. Upon finalization of con(Continued on page 12)
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tract documents, city workers will begin making $15
million worth of utility relocations and the city will order
streetcars in February. A news story on WLWT.com
showed streetcars similar to those currently operating in
Seattle and Portland. The initial phase, a 3.1-mile loop,
would run from Government Square north through
Over-the-Rhine to Findlay Market. If successful, it likely
would be expanded later into other areas including the
uptown area near the University of Cincinnati. Construction is expected to take about 20 months, with service
beginning in late 2013. Trolleys were abandoned on
April 29, 1951. Thanks to member Phil Hom for this report.
ORLANDO, FLORIDA
The government agencies that are involved in the
SunRail Project got busy in November, 2011. On November 15, the Florida Department of Transportation, in
partnership with Seminole and Volusia Counties, hosted
a forum for disadvantaged and minority businesses interested in Central Florida's SunRail Commuter Rail
Project. They also solicited proposals for Signal, Maintenance of Way, Public Involvement/Marketing, and Insurance Broker services. Contracting assistance was
also available. Rolling stock and motive power are already on order in anticipation of a start-up of the initial
31 miles next year. Thanks to member Dennis Zaccardi
for this report.
CHICAGO, ILLINOIS
Sometime in 2014, the Chicago Transit Authority will
launch a new fare collection system that will enable the
use of credit and debit cards. On November 16, 2011,
the Board approved a 12-year, $454 million contract
with Cubic Western Transportation Systems to install
this technology. Those who do not have credit cards
could purchase prepaid cards or use current fare methods, including paying with cash on buses. At the same
meeting, a $1.24 billion budget for 2012 was approved
that does not include fare hikes or service cuts. However, that could change if union workers do not agree
on implementing major changes in their work rules and
pay.
Installation of security cameras at “L” stations has
been completed six months ahead of schedule. In all,
nearly 1,800 additional cameras have been installed at
78 stations during a fast-track initiative that was announced in June, 2011. Thanks to Bob Hansen for this
news.
SALT LAKE CITY, UTAH
Following a recent visit, Pete Donner reported that the
new fleet of S-70 low floor LRVs covers all weekday
service on the Red and Green Lines, while older LRVs
are operated weekdays only on the Blue Line. On
weekends, all TRAX service is operated with S12

70s. Train lengths vary from 1-4 cars depending on time
and day. The ex-Valley Transit Authority UTDC cars are
used sparingly. Most are in storage pending future system expansion. Work on the Airport Line is progressing. Construction varies from the need to break ground
(in the downtown area where the line will connect to the
existing TRAX network in front of the historic Union Pacific railroad station) to the nearly completed (western
end of the line by the airport).
The former NJ Transit Comets, which were removed
from service 1-2 years ago (could not obtain an exact
date), have been placed in storage for future use when
the South Line to Provo opens. Service between Ogden
and Pleasant View was discontinued at the end of August, 2011. It opened on September 29, 2008
(November, 2008 Bulletin). The discontinuation was
due to Union Pacific scheduling issues — only two
round trips could be operated in each weekday peak
period; therefore, ridership never reached the desired
levels. (FrontRunner trains utilize a UTA-owned track,
with passing sidings at stations, between Salt Lake City
and Ogden).
ALBUQUERQUE, NEW MEXICO
Beginning November 5, 2011 and continuing through
April 2, Rail Runner is operating on a Winter schedule.
This is the same as the Sunday schedule — two
northbound and two southbound runs plus an AM trip
between Downtown Albuquerque and Belen, and a late
evening trip between Belen and Downtown Albuquerque. There are also special service hours for select holidays.
SAN JOSE, CALIFORNIA
Member John Pappas wrote: “I ventured south to San
Jose today (December 11, 2011) for both the train ride
(the 11:59 AM Baby Bullet) and the first running of the
Christmas Trolley on VTA. The trolley had been missing
for several years due to budget constraints (what else),
but is back in business this year on Friday evenings and
Saturday and Sunday from 1 to 9 PM. No fare is being
charged. Quite a number of people were on board on
both trips I rode. The car used was their double-ended
Milan car 2001. I was impressed with the skills of the
young Motorman, who handled both the K controller
and air brakes deftly. The Conductor was apparently an
old hand and Line Instructor, and no doubt the Operator's mentor. The operation is extended for the first time
to Diridon Station on the Winchester Line, which features a run through the tunnel under the station tracks.”
SAN DIEGO, CALIFORNIA
The Blue Line will be getting some upgrades to bring it
to the level of the Green Line. Over the next three
years, $600 million will be spent to replace rails, ties,
and catenary. In addition, there will be a fiber-optic communication system for security cameras and “Next
Train” boards. 57 new Siemens low-floor cars will re(Continued on page 13)
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place the last of the original 1981 fleet. Thanks to Pete
Donner for this news.
HONOLULU, HAWAII
A group that calls itself The Outdoor Circle has taken a
position against the Honolulu light rail system and may
fight the project in court. Outdoor Circle was founded in
1912, and is one of the state's leading environmental
advocacy organizations. The new rail policy statement
was published in its quarterly newsletter, Greenleaf,
which is distributed to about 3,000 members statewide.
One of its issues is the "horrific visual damage to this
island as well as the degradation to neighborhoods"
along the rail route. (Editor’s Note: What about the reduction in greenhouse gases and emissions, and lower fuel consumption caused by drivers using electrically powered
trains? Doesn’t this group, which has environmental concerns, believe that electric rail transit is good for the environment?)
On November 28, 2011, the Honolulu Authority for
Rapid Transportation signed a contract with AnsaldoBreda for 80 64-foot-long vehicles. The contract calls for
the Italian-based rail car company to deliver the first 16
driverless vehicles to the city by 2014, and the balance
by 2018. Thanks to member David Erlitz for these reports.
TORONTO, ONTARIO, CANADA
According to a report sent by member Frank Pfuhler
from the Torontoist, the prototype of a 386-car order of
LRVs is scheduled for delivery this summer. Bombardier
was awarded a base contract for 204 cars in April, 2009
and in June, 2010 an option for 182 cars was exercised.
There remains an unexercised option for 118 cars.
From November 12-15, 2011, a mock-up (numbered
4400) was available for inspection at Hillcrest Shops.
The first production cars are due at the end of 2013 and
they are expected to enter service in 2014, on the
Spadina, Harbourfront, Dundas, and Bathurst lines. By
2018, all CLRV/ALRVs will be replaced.
On December 19, 2011, GO Transit extended service
from Georgetown to Kitchener, a distance of 33.3 miles,
and at the same time renamed the line from the
Georgetown Line to the Kitchener Line. Two AM and
two PM trips operate to/from Kitchener and make an
intermediate stop at Guelph. The running time between
Kitchener and Georgetown is 55 minutes.
Unable to find the mileage, I turned to Steve
Lofthouse, who provided the following from an Official
Guide (1969):
Toronto
0.0
Georgetown 29.4
Guelph
48.8
Kitchener
62.7
Steve also wrote: “This is the former route of Grand
Trunk Western and CN Maple Leaf, which ran from Chi13

cago to Toronto into the Amtrak era. It is now truncated
at the U.S./Canada border. The Amtrak end terminates
in Port Huron, Michigan and is now called the Blue Water (Trains #364/365). VIA runs the other end of it from
Sarnia to Toronto through Kitchener, Guelph, and
Georgetown. I once rode The Maple Leaf from Chicago
to South Bend on the GTW on my first trip to Chicago. It
probably was about 1963, after I had just graduated
from high school. When I got to South Bend, I walked to
the other side of town and returned to Chicago on the
South Shore!”
MONTREAL, QUEBEC, CANADA
Even though NJ Transit’s ALP-45DPs are not yet in
service, AMT has been operating its since midNovember, 2011. On December 9, 2011, one that was
in service on the Saint Hilaire Line derailed in Central
Station. There were no reported injuries to any of the
1,400 passengers aboard the train. There are now
safety concerns about the fact that the engine carries
diesel fuel and operates in the Mount Royal Tunnel. The
Transportation Safety Board of Canada, AMT, and CN,
owner of the tracks, are investigating the incident. Dualmode engines have been in use since the late 1950s
with the New Haven Railroad (FL-9), continuing today
with Metro-North (P-32) and LIRR (DM-30).
JERUSALEM, ISRAEL
Member Dave Klepper reported that as of December
1, 2011 fares are being collected on the Jerusalem Light
Rail. Single fares are NIS 6.40 ($1.68) which is the
same as on the Egged local buses. The local zone was
extended to three suburbs, which were previously outside the city zone: Ma'ale Adumi, Mivaseret Zion, and
Giv'at Ze'ev. The November bus fare for a single ride
was NIS 5.80. The practice of a 50% discount for those
65 and older will be continued. Payment of fares will be
by purchasing single-ride tickets from bus drivers or
from ticket machines at stations, with a single fare good
for 90 minutes including multiple transfers. Multiple ride
tickets and monthly passes will require use of the RakKav card (multi-route card) with stored magnetic date,
name, and photograph. These have already been in use
since July, 2011 with their use for multi-ride and monthly
pass mandatory since November 1, 2011. On boarding
a light rail car, passengers must pass their card through
a pass reader, receiving a receipt good for 90 minutes
on a connecting bus, unless they already have such a
receipt from previous payment or a single-ride ticket
from a station's machine. Security officers check to insure passengers have the receipt or single-ride ticket.
The operation has been improving, and now most times
the light rail matches bus performance in speed from
Ammunition Hill to downtown in Dave’s experience, and
is faster in periods of heavy traffic. Work on improving
synchronization of traffic lights and uniformity of headways continues. Other than the one rock hitting a windshield, repaired and not resulting in any injuries, and the
(Continued on page 14)
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Around New York’s Transit System
Second Avenue Subway Construction Complaints
MTA has temporarily stopped blasting at the new 72nd
Street station after receiving complaints about smoke
and dust in the apartments above the work area.
Officials believe that they have this problem because of
the number of blasts done close together. They expect

to conduct the blasts less frequently, and they will try to
alter the exhaust systems to reduce the amount of
debris from the excavation. Work was scheduled to
resume on December 5, 2011.
After receiving complaints about late-night blasts, MTA
decided to prohibit blasting after 7 PM.

CORRECTIONS
In the December, 2011 issue, the sentence in Philip G.
Craig’s PATH article at the bottom of page 16 and top of
page 17 should read as follows: “An additional 46 PA-3
cars, all ‘A’ cars, were built by the Canadial Car Division
of Hawker-Siddeley Canada Limited in Thunder Bay,
Ontario and delivered in 1972 to enable PATH to cope
with growing peak-period ridership following the July 6,

1971 opening of its World Trade Center terminal.”
In the December, 2011 issue, the statement on page 4
attributed to Randy Glucksman should read as follows:
“Randy Glucksman reported that the AM W. 4th Street
Train Dispatcher had the responsibility of dispatching
the Aqueduct Specials by going to 42nd Street and 8th
Avenue.”

Commuter and Transit Notes

tourists on the trains.
“Two articles in 25 November Jerusalem Post Magazine Section touched on Light Rail. One was on the ‘tax
break’ the light rail system is getting on its depot and
shop property by rezoning to fit the use description
(light industrial) and the other discusses at length the
considerable increase in property values along Jaffa
Road and nearby side streets as construction ended
and the light rail line began operation. The street is far
more beautiful and quiet than it was when it served as a
street for autos, trucks, and buses.
“CityPass operates the LRT using a variation of the
standard Alstom Citidas (numbered 001-046) model
also used by LUAS in Dublin, Ireland, except that the
Jerusalem version has six motors (the LUAS center
truck in unpowered). Jerusalem’s have MU capability,
which the LUAS cars lack.” Dave added, “again, a very,
very good car design.”
FROM THE HISTORY FILES
65 Years Ago: On January 4, 1947, trolley service
ended in Sacramento on Routes 5/P Street and Route
6/21st Street. Electric rail service, in the form of LRVs,
returned a little more than 40 years later, on March 12,
1987, between Watt/I-80 and 13th Street, a part of today’s Blue Line. In the intervening years, the system
has been expanded and there is also a Yellow Line.
There are 28.92 miles of double track and 8.5 miles of
single track.
50 Years Ago: On January 28, 1962, trolley service
ended in Washington, D.C. Construction is underway
for an entirely new system using Czech-built streetcars
that could open this fall.
News items and comments concerning this column may be
emailed to ERAnewseditor@gmail.com. (Please note that this
is a new address.)

(Continued from page 13)

argument between a security officer and boys with feet
on seats who were forcefully ejected into police custody,
but without being charged, operation has been peaceful
with all elements of Jerusalem's population using the
light rail trains, including Christian clergy in clerical
robes.
Dave reported: “On December 1, 2011, the first day of
paid fares on the Light Rail, at Givat HaMivtar station,
the very young security guard said I should pass my
Rav Kav card into the reader and he did it for me. On
the train a security guard did the same thing with his
hand-held electronic ticket checker. In neither case did I
get any paper receipt. I think what happened on the
platform was unnecessary. On the way to downtown,
about 11 AM, I would say patronage was about 35% of
what I was used to during the free-ride period with seats
available. Even after City Hall there were a few
seats. But between King George and Davidka, where I
exited, there were standees, about 60% of the crunch
loads I'd observed on this stretch. I returned from
Davidka to Shmuel HaNavi, for a fairly convenient connection to the 19 Bus to the University. This time there
was a standing load all the way, two security guards on
the vehicle, but no checking of tickets! I'd say, in all,
patronage is about 60% of what the free period ridership was. Not all intersections are synchronized yet, but
most are, and the trip was fairly fast, about equal to a
bus in light traffic. Headways are still at 15 minutes
nominal, and the bus routes are substantially the same,
probably with Agrippa Street still looking like a doublelane bus parking lot during rush hours. There was the
usual mix of secular and religious Jews and Arabs and
14
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THIRD AVENUE’S POOR FINANCIAL CONDITION LED
TO ITS CAR REBUILDING PROGRAM 75 YEARS AGO
(Continued from January, 2012 issue)
In the early 1930s, the company was operating approximately 800 cars on 250 miles of
track. Most of the fleet was composed of obsolete slow wooden two-motor double-truck
cars built in 1908, 1909, and 1911. The 100
single-truck convertibles built in 1914 and
1924 were uncomfortable; their front and rear
platforms bounced when the car was running.
But the company could not afford new
equipment because the city insisted on maintaining a five-cent fare. Therefore, the company found an alternate method of modernizing its fleet. In 1934, Third Avenue embarked
on a program to replace all of its street cars
with modern equipment in its 65th Street and
Third Avenue (Manhattan) shop. In 1936, the
company stated that it expected to build 600
cars to replace the old cars by 1941. But the
company was able to build only 336 new cars
by 1940. At that time, the program came to
an abrupt halt because the city forced the
company to accept a franchise providing for
eventual bus substitution.
The car rebuilding program began with a
prototype, car 1605, which was described in
the previous issue. After checking the car’s
performance, management decided to rebuild the single-truck convertibles by cutting
each car in half, adding a new center section,
and building entirely new platforms at each
end. Cost was reduced by salvaging the following parts from cars that were being
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scrapped: truck frames; trolley poles and
bases; seat frames, cushions, and backs; air
compressors; line switches; journal boxes;
door engines; and brake cylinders.
All rebuilt and new cars had Brill 77E
trucks, which were purchased second-hand
or rebuilt from older trucks in the 65th Street
Shop. Brill 39E single-motor trucks removed
from scrapped cars were salvaged to construct the equivalent of a 77E truck. Motor
axle ends of the 39E side frames were joined
by welding and mechanical reinforcement to
fabricate a new truck designated as 77T.
The 100s, 300s, and 626-685 cars were
equipped with four 35-horsepower, 600-volt
d.c. motors, most of which were purchased
second-hand. These cars had higher acceleration and maximum speed than the older
two-motor cars.
Windows were rattleproof, non-sticking, and
weatherproof, and were equipped with shatterproof glass. Window frames were onepiece welded aluminum alloy. The upper and
lower sash were fixed in position, while the
middle sash could be raised inside the upper
sash. The windows were high enough to allow standees to look out and read street
signs without stooping.
Before rebuilding began, the single-truck
convertibles were taken out of service and
replaced by other cars, as shown in the following table:
(Continued on page 4)
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HISTORY OF THE A TRAIN
by George Chiasson
Street-Borough Hall C was switched to the lower level
at Bergen Street, while A continued to terminate on the
upper level. Finally, A service was extended from Bergen Street upper to the new Church Avenue terminal on
October 7, 1933, which even then was soon projected
to overtake the balance of BMT’s Culver Line to Coney
Island. The A train’s service configuration on the Eighth
Avenue Line was then unchanged in Manhattan until
December 15, 1940, when the Sixth Avenue Subway
opened and AA was restored middays, evenings, and
weekends, at which time A was again made an express between 168th Street-Washington Heights and
145th Street.
Elements of IND continued to progress in all four boroughs through much of the 1930s, and on April 8, 1936
the A train was rerouted from the Church Avenue terminal into the new Fulton Street Subway, which extended from the Jay Street-Borough Hall station in
Downtown Brooklyn to the Rockaway Avenue station.
For the next four years the BMT Fulton Street El and
IND Fulton Street Subway duplicated each other, without free transfers between them. Nevertheless, the die
had already been cast, and when the City of New York
assumed full control of the former BMT system on June
1, 1940 the Fulton Street Elevated was abandoned, in
toto, from the Brooklyn Bridge to Rockaway Avenue.
The el station at Rockaway Avenue was reconfigured
into a terminal and the former BMT el trains continued
to operate as shuttles (with free transfer) from Rockaway Avenue to Lefferts Avenue.
As originally opened in April, 1936, A trains used the
southbound local track in the Fulton Street Subway as
far as Utica Avenue, then crossed over to the future
southbound express track and relayed through a diamond crossover west (north) of the Rockaway Avenue
station. As a result, trains passed through temporary
wooden platforms at both the Ralph and Rockaway
Avenue stations that were extended across the local
tracks. When A was extended to Broadway-East New
York on December 30, 1946, these remained in place
and trains only used the present southbound platform,
crossing back to the northbound express iron west
(north) of the station for their return trip. In January,
1947 trains began to discharge at the southbound platform of Broadway-East New York, relay east (south) of
the station, and reload at the northbound express track.
Upon departure, trains swung over again to the
northbound local track, then stopped at the Rockaway
and Ralph Avenue stations as designed (whereupon the
temporary wooden platform extensions were removed).

The A train of MTA New York City Transit represents
the flagship route of the former Independent Subway
System of the City of New York. Not only that, but in its
modern state it is also the inheritor of a combination of
services once offered by the two privately-operated
rapid transit companies of Greater New York, the Interborough Rapid Transit Company., or more specifically
its Manhattan Elevated division, and the Brooklyn Rapid
Transit Company, or more specifically one of its predecessors known as the Kings County Elevated Company.
In addition, A in its present state encompasses the history of deceased Independent Subway routes such as
the former AA/Eighth Avenue Local (later K), HH/Court
Street Shuttle, Specials to Aqueduct, and the JFK Express.

AN OPERATIONAL HISTORY OF THE A TRAIN
The A train was born as part of IND's initial operating
segment, which opened from 207th Street in the Inwood
section of Upper Manhattan to Hudson Terminal, which
garnered its name from the neighboring Hudson & Manhattan Terminal (now the World Trade Center station of
Port Authority Trans-Hudson) on September 10, 1932.
Then as now the A train (and its companion AA Local
service) followed the Eighth Avenue Subway for its entire length, and as such competed directly with IRT’s
Ninth Avenue Elevated during its early years. In the beginning, A trains ran express all the way from 168th
Street-Washington Heights to Canal Street all day and
evening Monday-Saturday, but on Sundays only the AA
was operated as a local along Eighth Avenue.
On February 1, 1933 A was extended to Brooklyn via
the Cranberry Street Tunnel, as far as the southbound
platform at the Jay Street-Borough Hall station (with the
AA Local running in its place on Sundays). Another service addition was made to the upper level of the Bergen
Street station on March 20, with trains crossing to the
outer tracks at Jay Street-Borough Hall en route. The
station at High Street-Brooklyn Bridge, located between
Broadway-Nassau and Jay Street-Borough Hall, was
part of the original construction but did not open until
June 24, 1933 when its long escalator to street level
was completed. When the Bronx Grand Concourse Line
opened on July 1, 1933 A began making local stops
from 168th Street-Washington Heights to 145th Street,
while the new “CC” Local made all stops on the Eighth
Avenue Line from 145th Street to Hudson Terminal in
place of AA, which was suspended. South of the Canal
Street station A and the original C/Concourse Express
began sharing track as far as Jay Street-Borough Hall
during extended rush hours on weekdays and Saturdays, A running there on its own otherwise. From Jay

(Continued on page 3)
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geoning expressway network), and the stage was
slowly set for its ultimate accomplishment.
Almost immediately from its inception in 1953, NYCTA
started construction on a short extension of the Fulton
Street Subway, using an existing provision from the
leads east of Euclid Avenue, and under private property
to join the BMT Fulton Street Elevated, as extended in
1915, at Liberty Avenue and 76th Street, including an
intervening station near Grant and Pitkin Avenues. In
addition, it was necessary to greatly reconfigure the
1915 el structure between the 96th Street-Rockaway
Boulevard and 104th Street-Oxford Avenue stations, so
as to provide a steel ramp down to the former LIRR
Rockaway Beach (née Ozone Park) Branch. Finally,
there were a raft of ancillary signal, power, and station
improvements that had to be made in support of rapid
transit coming to the Rockaways.
When it all began to come together, the A train was
at last extended from Euclid Avenue to Lefferts Boulevard (as renamed), on April 28, 1956 and the BMT Fulton Street Elevated closed west of the station at Hudson
Street. At that time, alternate A trains were still turned
at Euclid Avenue all day and evening, thereby establishing the service pattern at the line’s southern end that
persists to the present day in a later form. While IND
service to the Rockaways was instituted in June, 1956,
it initially employed shuttles from Euclid Avenue at most
times, with E trains running through in rush hours. Service as a branch of the A train started on September
16, 1956, when trains that had nominally been operated
to Euclid Avenue were extended to both Rockaway Park
and the temporary terminal at B. (Beach) 25th StreetWavecrest (Far Rockaway Branch) during rush hours,
but only to Wavecrest midday and evenings (in both
cases as an alternate destination to Lefferts Boulevard).
Otherwise, half of the weekend schedule was still being
curtailed at Euclid Avenue. At Far Rockaway, a ramp
from the ex-LIRR elevation to the surface station had to
be removed before the permanent subway terminal
could be established there, so initial trains serving this
branch were discharged at B.25th Street-Wavecrest and
relayed on a pair of tail tracks by the present IND tower
at Mott Avenue that were situated about where the terminal was actually built. In fact, there are a number of
photos taken in 1956 and 1957 which show both IND
and Long Island Rail Road trains posed more or less
“face to face” across Mott Avenue, divided by a fence
and a missing piece of structure. In any case, continued
power problems on the Rockaway Line, combined with
lighter off-season ridership, resulted in the discontinuance of non-rush hour A service to B. 25th StreetWavecrest as of January 27, 1957. On that date all midday and evening A trains that had been going to Wavecrest were once again routed to Euclid Avenue, where
they alternated with service to Lefferts Boulevard.

(Continued from page 2)

Use of the Brooklyn-bound local track beyond Utica
Avenue finally commenced when A trains were extended to the elaborate terminal at Euclid Avenue on
November 28, 1948 (with an accompanying storage
yard/repair shop located at Pitkin Avenue nearby), and
the temporary 1936-era wooden platforms on that side
then removed. Rush hour A express operation on the
Fulton Street Subway commenced on October 24,
1949, with E initially extended from Manhattan as a
local to Broadway-East New York.
As conceived, the Fulton Street Subway was a very
early element of the Independent Subway, and construction was almost complete on its initial segment as
early as 1933. The hitch that barred its full completion at
an earlier date was a thinning of resources associated
with the Great Depression and the lack of a total consensus as to a permanent outward terminal. The line
was projected to ultimately be extended to any one of
several potential locations in southeast Queens (most
notably Springfield Gardens), and while work was well
progressed before being halted by materials directives
associated with the early months of World War II, there
was at the time only a commitment to complete the
route as far as an interim terminal at Euclid Avenue,
which would necessitate at least a partial retention of
the existing ex-BMT Fulton Street Elevated. When work
resumed by 1946, there was not much more construction required to extend operations to the Broadway-East
New York station (underneath the Broadway Junction
complex) in December of that year. Just a modicum of
additional work was also needed to finish the line as far
as Euclid Avenue, along with an associated inspection
barn and storage yard, in late 1948. In this latter instance, there was just as much of a delay for the delivery of sufficient new rolling stock as there was for actual
construction. For the time being, work was curtailed
beyond this point, and then permanently shelved by the
early 1950s owing to the recurrence of the same financial and political obstacles that had impeded its progress 20 years earlier.
Meanwhile, a separate IND initiative stemming out of
its 1920s origins was the effort to extend rapid transit to
the Rockaway Peninsula, Queens’ farthest point from
Manhattan. In fact, there were at least two built-in provisions for wholly new lines to support such a service,
one from the Brooklyn-Queens Crosstown Line (which
survives as the center track at the Bedford-Nostrand
station) and another from the Queens Boulevard Line at
Roosevelt Avenue. As with so many other aspects of
IND's development, there was no shortage of proposals
to help the subway reach the Rockaways through the
1940s (then a highly desirable summer destination with
great year-round potential that was ill-suited to the bur-

(Continued on page 8)
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Third Avenue’s Poor Financial Condition Led to its
Car Rebuilding Program 75 Years Ago
(Continued from page 1)
CARS TRANSFERRED
DATE

OUT-OF-SERVICE CARS

LINE

CAR NUMBERS

FROM CAR HOUSE

July, 1932

101-123

Ogden Avenue, University Avenue
Bailey Avenue, Sedgwick Avenue

76-79
221, 223

Harlem
West Farms

December, 1932

124-151

Southern Boulevard

401-450 (A)

54th Street

February 15, 1933

1641-9

Williamsbridge

188, 192, 196, 198
193-195, 199

Kingsbridge
Steinway

1628-40, 1650

Willis Avenue Shuttle

234-241 (B)

Kingsbridge

July 5, 1934

th

August 6, 1934

1601-5

138 Street Crosstown

71-75 (B)

Kingsbridge

December 26, 1934

1606-27

Morris Avenue, St. Anns Avenue, Harlem
Shuttle

681-690 (B)

Kingsbridge

(A) Service was reduced on Third and Amsterdam Avenue and on Broadway-Amsterdam Avenue-125th Street, because of competition from
the new Eighth Avenue Subway. Cars 943-966 and 995-1006 were transferred to the 54th Street car house for 42nd Street Crosstown
service.
(B) Surplus when 1200s were put in service.

The first car, 131 was in service November 21, 1934 on
Broadway, which was completely equipped with 83 rebuilt cars on December 20, 1935. Each car cost $6,000.

Cars 101 and 156 were new cars. Rebuilt cars 102150 were single-truck 100-series cars; rebuilt cars 151155 and 157-200 were single-truck 1600-series cars.

NEW YORK CITY SUBWAY CAR UPDATE
by George Chiasson
Car plant in Yonkers. The “A” cars of this 5-car unit
(7216 and 7220) were extensively rewired and had their
operating controls almost completely changed out to
reflect the pending installation of CBTC equipment,
which will make them universally compatible with the
new R-188 cars at a future date. Cars 7211-5 were also
on hand by the end of 2011, and all 10 were stationed
at Pitkin Shop for initial testing and to actually have the
CBTC equipment put in place. These changes do not
alter their appearance as R-142As in any way, and little
was done to the corresponding “B” cars.
As of December, 2011 a number of changes were
made to the R-188 Subdivision “A” contract that was
awarded to Kawasaki Rail Car in 2010. As originally
specified, MTA New York City Transit was committed to
the acquisition of 23 “pilot” R-188s, including 2 complete 11-car trains (2 6-car and 2 5-car units), along with
1 additional single unit (a so-called “C” car) that was to
be inserted into a 10-car train of existing R-142As
(7211-20), which would separately be rebuilt as “R188’s.” When 7211-20 were actually moved to Kawasaki’s Yonkers plant in 2010-1, they were in fact only
“modified” for compatibility with CBTC and the future
fleet of R-188s, but otherwise (more or less) left intact
as originally delivered. The lone “C” car that will be inserted to this train, 7921, was in fact delivered to 207th

Subdivision “A” Events
As usual, the deployment of selected single-unit R62As from 7 to refuse trains was discontinued in early
September, 2011.
Long-range SMS of the Corona-based unitized 5-car
R-62As began in the final quarter of 2011, being performed at 207th Street Shops. Given the ongoing loss of
at least one trainset for this process, single-unit R-62As
1917-26, which had been shifted to 240th Street for 1 in
2009 (and previously assigned to 3 and S/42nd Street
Shuttle) were transferred to 7 on December 6, 2011.
There they operate as fixed 5-car sets of single units,
mixed with 6 standard single units native to 7. The 2 5car sets are headed by 1920, 1921, 1925, and 1926,
which retain the single full-width cabs they received for
use on 3/S in 1999. They also have slightly different
brake valves than the present fleet of “North Motors”
that were retrofitted with WABCO installations in 200910. All 10 of these cars remain unique in that they are
not equipped with LED-enhanced side destination signs
so cannot readily display “Local” or “Express” settings.
Due to the same cause, 7 sometimes experiences a
shortage of unitized R-62As and may operate a complete 11-car train of single-unit R-62As when the need
arises.
On December 8, 2011 reconfigured R-142As 7216-20
were delivered to 207th Street from the Kawasaki Rail

(Continued on page 5)
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SHORE LINE TROLLEY MUSEUM REPAIRS DAMAGED CARS
The museum officials are using their reserves and are
seeking federal and state grants to ensure the volunteers have the money to repair the cars and tracks. The
museum has a fundraising drive to build two new barns
to store the cars and has raised $240,000 of its $2 million goal.
The museum operates a portion of the Connecticut
Company’s F line, which provided service from downtown New Haven through East Haven and into Branford. It furnished clean, fast, reliable service for nearly
fifty years.

The East Haven Patch reveals that the Shore Line
Trolley Museum is recovering from the damage caused
by Tropical Storm Irene. The General Manager expects
the museum to be fully operational by the spring with
the whole line open and running.
There are 95 cars in the museum, with 46 more than
100 years old. Cars 948, 850, and 357 were not damaged, but 90 cars sustained damage during the storm.
Fortunately, a local company offered to spend 500
hours repairing the motors, which weigh about a ton
each. Rebuilding costs about $8,000-10,000 for each
motor.

Car 775 in the yard at the height of the flood.
Denny Pacelli photograph

Ted Eickmann tests a flooded motor in September, 2011.
Jeff Hakner photograph

units. In contrast, anticipated changes in the projected
long-term operation of 7 enabled the corresponding
total of new 6- and 5-car units to be reduced from the
previous 88 to 66, or six complete 11-car trains, including the two “pilot” sets (22 of the 66 to be acquired),
which are anticipated for delivery by the end of 2012.
Additionally, the original proposal to divide actual
“conversion” of the existing R-142As to a state of
CBTC/R-188 compatibility between Kawasaki’s Yonkers
plant and NYCT’s own forces was abrogated and all
such work is now expected to occur at the KRC facility.
In sum, this reduces the total quantity of subway cars to
be provided for future 7 service through the R-188
contract from the original 506 (46 11-car trains) to 473
(43 11-car trains). As currently drawn up, the agreement
must be finalized within the first half of 2012 and will
permit delivery of the balance of 44 new cars through
the summer of 2013, with reconfiguration of the remaining 360 R-142As (and provision of the remaining 36
single “C” cars) over a 3-year period between 2013 and
2016. In exchange for the anticipated removal of 370 R-

New York City Subway Car Update
(Continued from page 4)

Street Shops by January 2, 2012. When inserted into
the 10-car train of reconfigured R-142As (reportedly
between “B” car 7219 and “A” car 7220 to create a fixed
6-car unit), “C” car 7921 will support CBTC operation.
As this set works its way through the familiarization,
testing, and modification process (and modified R142As 7211-5 were indeed sighted at Corona on January 19, 2012) deliveries of the 22 brand new R-188s
(bearing projected car numbers 7811-32) are slated to
begin by the end of 2012.
Though not yet enacted as of January 15, 2012 (and
still not completely funded as of the same date), composition of the option portion of the R-188 order was
changed from the previous acquisition of 123 new cars
to 103 in late 2011. Two more single-unit “C” cars were
added to the order for a total of 37, while the associated
quantity of R-142As to be retrofitted with CBTC equipment and made compatible with both the “C” cars and
R-188s was increased from the original 350 (and subsequent 360) to a total of 370, encompassing 74 5-car

(Continued on page 19)
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THIRD AVENUE RAILWAY SYSTEM 1200-SERIES CARS

Car 1702 at Tremont and Webster Avenues, winter 1934-5.
Bernard Linder collection

Car 1702, renumbered to 1250, at Fordham Road and Webster
Avenue.
Bernard Linder collection

Car 1256 at W. 238th Street and Broadway, July 26, 1941.
Bernard Linder photograph

Car 1205 at E. 243rd Street and White Plains Road, August 16,
1941.
Bernard Linder photograph

Car 1210 at E. 242nd Street and White Plains Road in 1942. Its
front end was rebuilt after an accident.
Bernard Linder collection

Car 1246 at W. 238th Street and Broadway, May 3, 1946.
Bernard Linder photograph
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THIRD AVENUE RAILWAY SYSTEM—UNUSUAL CARS

Prototype low-floor car 399.
Bernard Linder collection

Prototype low-floor car 400.
Bernard Linder collection

Interior of prototype low-floor car 400.
Bernard Linder collection

Car 1257, seen here on August 18, 1938 at W. 181st Street and Amsterdam Avenue, had 11 large windows and 1 small window.
Bernard Linder collection

Experimental car 1701, a single-truck convertible, never entered
passenger service.
Bernard Linder collection

Another view of experimental car 1701.
Bernard Linder collection
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History of the A Train

then and now sometimes extended to Euclid Avenue on
summer weekends. The Rockaway Park Shuttle was
converted to One Person Train Operation (OPTO) starting on September 1, 1996, as was the overnight shuttle
from Euclid Avenue to Lefferts Boulevard as of September 6, 1998. Re-designated as S, the Rockaway Park
Shuttle continued to make a long relay to the Howard
Beach-JFK station until September 1, 1999, at which
time it began using a new siding just north of the Broad
Channel station to relay.
Weekend A trains were again running express between 168th Street-Washington Heights and 145th Street
starting on May 29, 1994 when C was extended in corresponding fashion (and operated between 168th StreetWashington Heights and World Trade Center). Weekday midday A service was similarly upgraded on April
30, 1995, with C operating between 168th StreetWashington Heights and Euclid Avenue, but this proved
to be a short-lived service expansion that was reversed
on November 12. Midday express service between
168th Street-Washington Heights and 145th Street, along
with early weekday evenings, was tried again on March
1, 1998. At that time C was again extended to 168th
Street-Washington Heights (from Euclid Avenue middays and early evenings, and from World Trade Center
in the late evening). Finally, late weekday evening and
all weekend C service was extended to Euclid Avenue
beginning on May 2, 1999, and as a result A trains ran
express in Brooklyn during these periods from HoytSchermerhorn Streets to Euclid Avenue. As of early
2012, A train service is continuing as such.

(Continued from page 3)

On January 16, 1958 the new elevated rapid transit
terminal was opened at Mott Avenue-Far Rockaway and
rush hour A service so extended. To this day, the A
train and LIRR are thus separated in Far Rockaway by
a shopping center exactly one block long. However, the
new extension was short-lived by any measure as all
rush hour A service was removed from the Rockaway
Line and shifted back to its alternating pattern between
Lefferts Boulevard. and Euclid Avenue starting on September 8. A year later (September 8, 1959) rush hour A
trains began operating as locals on the Fulton Street
Subway from Hoyt-Schermerhorn Streets to Euclid Avenue while E became the rush hour express. Between
1958 and 1967 Rockaway service was dominated by
shuttles and the "round-robin" (both coined "HH"), with
through E trains only operated in rush hours. On July
9, 1967 midday, evening, and weekend A service to
Far Rockaway was restored, again as an alternative
branch to Lefferts Boulevard trains. As part of a large
service restructuring in effect on January 2, 1973 alternate rush hour A trains were extended to Far Rockaway, and the shortlining of A trains at Euclid Avenue
was finally discontinued entirely. In addition A and E
switched places on the Fulton Street Line as they had in
1959, with A becoming express from HoytSchermerhorn Streets to Euclid Avenue and E the local. On August 30, 1976 “CC” replaced E as A’s companion local on Fulton Street in rush hours, while the
last alteration to the A train for some time occurred on
August 28, 1977, when it began running as a local on
Eighth Avenue overnights, replacing AA from 168th
Street-Washington Heights to Chambers Street.
On December 11, 1988 midday and early evening A
trains started operating express on Fulton Street as C
replaced the K Local during these times and was extended to Euclid Avenue. As a result, A was also localized from 168th Street-Washington Heights to 145th
Street, much as it had been in July, 1933. All overnight
A service was rerouted from Lefferts Boulevard to Far
Rockaway on October 25, 1992 and a shuttle instituted
from Euclid Avenue to Lefferts Boulevard. Also, through
rush hour C service to Rockaway Park was replaced
by special A trains from Rockaway Park to Dyckman200th Street during the morning rush (which laid up at
207th Street Yard), and from 59th Street-Columbus Circle
(deadheading from 207th Street Yard) to Rockaway Park
during the afternoon. In 2012, these A Specials tend to
enter service at Dyckman-200th Street or 168th StreetWashington Heights during the PM rush. Outside of
rush hours, the H shuttle to Rockaway Park (by this
time originating at Euclid Avenue) was cut back to
Broad Channel and carried as a branch of A, being

ROUTE OF THE A TRAIN

Section 1: 207th Street to
175 Street-George Washington Bridge (A)
A originates at the 207th Street station in Inwood, a
two-track underground terminal located in Upper Manhattan, and follows the upper portion of the Eighth Avenue Subway beneath Broadway and Fort Washington
Avenue. Through the next station at Dyckman-200th
Street, the two-track subway spreads out to four to accommodate the leads from 207th Street Yard and Shop,
then narrows again before reaching the next stop at
190th Street. Additional stations in this two-track section
are located at 181st Street and 175th Street-GWB
(beneath the George Washington Bridge Bus Terminal).
Beyond that point the two-track line circumvents the
underground yard at 174th Street and the relay tracks
which adjoin to the middle irons at the four 168th StreetWashington Heights express station.
Section 2: 168th Street-Washington Heights to 145th
Street (AC)
From 168th Street-Washington Heights, the Eighth
Avenue Subway again proceeds beneath St. Nicholas
Avenue with A Express trains passing through the
th

(Continued on page 9)
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press station at 42nd Street-Port Authority Bus Terminal.
E trains (from Queens via the 53rd Street Tunnel)
merge into the Eighth Avenue Line tracks at another
grade-separated junction north of the express station at
42nd Street-Port Authority Bus Terminal. At 34th StreetPenn Station, A trains use a separate middle platform
while C and E locals use outside platforms. This unusual arrangement (also in place at IRT’s 34th StreetPenn Station stop) was suggested by the Pennsylvania
Railroad to avoid an uneasy interchange by baggageladen railway patrons between local and express trains.
A trains then continue on the Eighth Avenue express
tracks, passing through additional stations en route at
23rd Street (local) and 14th Street (express), where the
tracks turn beneath Greenwich Avenue. From the W. 4th
Street station (express), the four-track Eighth Avenue
Subway continues under Sixth Avenue through the local
station at Spring Street to the express stop at Canal
Street.
Section 5: Chambers Street to Jay Street-Borough
Hall (AC)
South of the Canal Street station, A and C trains
combine and continue along the Eighth Avenue express
tracks, under Church Street and into the Chambers
Street station, while the local tracks diverge into the
stub-end terminus at World Trade Center (née Hudson
Terminal), which is presently used by the E train. From
Chambers Street, A and C turn east beneath Fulton
Street to pass through the Fulton Street (formerly
Broadway-Nassau) station and then continue into the
Cranberry Street Tunnel, which crosses beneath the
East River to Brooklyn. The station at High StreetBrooklyn Bridge is located beneath Cadman Plaza, and
then A and C turn beneath Jay Street to join with the
F train as it emerges from the York Street station to
form the four-track Smith Street Line. This proceeds
beneath Downtown Brooklyn into the station at Jay
Street-Borough Hall, where A and C use the middle
tracks, F trains the outer. Beyond Jay Street-Borough
Hall the two inner tracks (AC) diverge beneath Schermerhorn Street to the Fulton Street Subway, while the
two outer tracks (F) continue south on the Smith Street
Line.
Section 6: Hoyt-Schermerhorn Streets To Euclid
Avenue (AC)
At the six-track Hoyt-Schermerhorn Streets station in
Downtown Brooklyn, A and C trains use the intermediate pair of tracks, while the middle two are used by G
trains as part of the Brooklyn-Queens Crosstown Line
(which feeds in from the Smith Street Line to the south).
There are in addition two unused outer tracks which
once supported a shuttle to the stub terminal at Court
Street, now the location of the New York Transit Museum. Beyond the Hoyt-Schermerhorn Streets station,

History of the A Train
(Continued from page 8)

lower level two-track subway, while C local trains use
the upper level two-track subway. Therein are located
stations at 163rd Street-Amsterdam Avenue and 155th
Street en route to the four-track express station at 145th
Street, where the two levels reunite.
Section 3: 125th Street to 59th Street-Columbus Circle
(ABCD)
South of the 145th Street station, A continues beneath
St. Nicholas Avenue along the express tracks of the
Eighth Avenue Subway, and is joined by D trains from
the three-track Bronx Grand Concourse Line at a gradeseparated junction. Past this point the Eighth Avenue
Line widens out again as siding tracks are inserted on
both the northbound and southbound sides, between
the local and express tracks. Through the local station
at 135th Street (used by B and C trains) this gives the
appearance of a six-track subway at the platforms. The
Eighth Avenue Subway is again four tracks wide
through the express station at 125th Street (ABCD),
and continues as such beneath Frederick Douglass
Boulevard (Eighth Avenue) through the local station at
116th Street (BC). At the 110th Street-Cathedral Parkway local station (BC), both southbound tracks begin
to descend beneath the northbound tracks and remain
so for the rest of their run down Central Park West, with
additional local stations at 103rd Street, 96th Street, 86th
Street, 81st Street-Museum of Natural History, and 72nd
Street (all used by B and C trains) before continuing
toward the express station at 59th Street-Columbus Circle (ABCD), where all four tracks are again at the
same level. From the 59th Street-Columbus Circle station, the northbound local track swings over the
northbound express track to assume the westernmost
position in the upper level along Central Park West,
where platforms are again located at 72nd Street, 81st
Street-Museum of Natural History, 86th Street, and 96th
Street. Through the northbound local station at 103rd
Street, the northbound express track begins a descent
to become level with the two southbound tracks, while
the northbound local track again swings overhead to
resume its easternmost alignment through the local station at 110th Street-Cathedral Parkway. There are also
double-ended sidings inserted between the local and
express tracks on each level north of the 72nd Street
station.
Section 4: 42nd Street-Port Authority Bus Terminal to
Canal Street-Holland Tunnel (ACE)
South of 59th Street-Columbus Circle, B and D trains
diverge to the Sixth Avenue Subway via 53rd Street
through a grade-separated junction, while A trains continue south along the Eighth Avenue express tracks
through the local station at 50th Street (C) to the ex-

(Continued on page 10)
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(Continued from page 9)

A trains nominally continue on the express tracks, C
trains diverge to the outer (local) tracks, and all six irons
swerve beneath Lafayette Avenue. At Fulton Street A
and C turn east in the four-track subway so-named,
while G continues under Lafayette Avenue to the
Crosstown Line on its way to Long Island City. Local
stations are then located in the Fulton Street Subway at
Lafayette Avenue, Clinton-Washington Avenue, and
Franklin Avenue. Through the station at Nostrand Avenue, the local tracks (and associated outside platforms)
duck beneath the express platforms. Farther out Fulton
Street additional stations are located at KingstonThroop Avenues (local), Utica Avenue (express), Ralph
Avenue (local), Rockaway Avenue (local), and Broadway Junction (originally Broadway-East New York)
(express). Past Broadway Junction the four-track Fulton
Street Line turns south under Pennsylvania Avenue and
passes through the local station at Liberty Avenue, then
swings east under Pitkin Avenue and through local stations at Van Siclen Avenue and Shepherd Avenue before arriving at the Euclid Avenue express stop.
The IND Fulton Street Subway closely parallels, but
does not duplicate, the route that the former BMT Fulton
Street Elevated followed between 1888 and 1956. Aside
from a wide variation at the inner end—the BMT el travelled straight up Fulton Street from its origin; IND follows Schermerhorn Street and Lafayette Avenue to join
Fulton Street on the edge of Fort Greene—the IND Subway projects a more generous arc to the City Line. It
continues east along Fulton Street from the station at
Broadway-East New York, and makes a long, graceful
turn beneath private properties from Williams to Pennsylvania Avenues, narrowly missing a passage directly
beneath the Jamaica Line in the process. The subway
then briefly follows Pennsylvania to Pitkin Avenue, including the local station at Liberty Avenue, then curls
eastward under Pitkin Avenue. Between 1948 and 1956
the Pitkin Avenue portion of the Fulton Street Subway
was directly under the former BMT elevated line as far
as Euclid Avenue, but the only common stopping point
was at Van Siclen Avenue.
Section 7: Grant Avenue to Lefferts Boulevard (A)
Beyond Euclid Avenue, C trains use leads that continue under Pitkin Avenue (and also provide access to
Pitkin Yard and Shop) to relay, while A trains diverge
into a pre-existing provision that was unused prior to
1953, and begin climbing toward Liberty Avenue. Following an entirely new two-track alignment beneath private property, roughly between S. Conduit Boulevard
and 76th Street, A passes through the subway station
at Grant Avenue and ascends onto the former BMT Fulton Street Elevated structure. The three-track Fulton
Street Line then continues eastward above Liberty Ave10

nue with stations at 80th Street-Hudson Street, 88th
Street-Boyd Avenue, and Rockaway Boulevard. Immediately east of that location, A trains to the Rockaways
diverge at Liberty Junction, so-called, a gradeseparated connection with the former LIRR Rockaway
Beach Branch (described in Section 8). The three-track
Fulton Street Elevated resumes its original course just
west of the station at 104th Street-Oxford, and continues
from that point through an intervening station at 111th
Street-Greenwood Avenue to the terminal at Lefferts
Boulevard (née 119th Street-Lefferts Avenue) in Ozone
Park. By comparison, the BMT Fulton Street Elevated
Line turned north from Pitkin Avenue onto Euclid, swung
up to Liberty, then resumed an easterly course above
Liberty Avenue for the rest of its journey to Lefferts Avenue. Its original (1894) two-track structure yielded to the
three-track Dual Contracts extension between Drew and
Ruby Streets, past the station at Grant Avenue.
Section 8: 96th Street-Rockaway Boulevard to Mott
Avenue-Far Rockaway (A)
From the Rockaway Boulevard station, A trains to the
Rockaways diverge at Liberty Junction, so-called, a
grade separated, two-track connection with the former
LIRR Rockaway Beach Branch. Once on the elevated
fill of the former LIRR right-of-way, the Rockaway Line
spreads to join the former outer track alignments, with
the two inner tracks remaining derelict. A one-way platform exists on the northbound side at Aqueduct Racetrack, which was formerly used by Aqueduct Racetrack
Specials, but in more recent times is only open on race
days from 11 AM to 7 PM as a directed stop for A
trains. Immediately adjacent is the station at AqueductN. Conduit Avenue, which serves both the surrounding
neighborhood and the race track. The former
northbound middle track (F4) is restored south of that
point, and all three irons continue at grade to the station
at Howard Beach-JFK, where new outside platforms
were opened in 2002 to facilitate connection with the
Port Authority’s JFK AirTrain (which initiated service on
December 17, 2003). All four tracks are then in place for
a brief distance beyond Howard Beach-JFK, merging to
two near the site of the former LIRR station at Hamilton
Beach. From that point the Rockaway Line proceeds
across Grassy Bay (a part of Jamaica Bay) on a concrete trestle with moveable swing span, and at grade
into the Broad Channel neighborhood, which is actually
located on an island in the middle of Jamaica Bay. Here
are located the “Flats,” a long, level stretch upon which
NYCT has a test track on the westerly side of the main
line for the speed testing of its equipment (a New York
City version of the famous “Bonneville Salt Flats” in
Utah, if you will). Closer to the Broad Channel station,
there is also an extra siding on the east side of the main
line that is used for relays by S/Rockaway Park Shuttle. After passing through the Broad Channel station, the
(Continued on page 20)
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Commuter and Transit Notes
METROPOLITAN TRANSPORTATION AUTHORITY
MTA approved its $12.7 billion budget for FY 2012 on
December 22, 2011. This budget was based on updated
economic forecasts reflecting an $87 million reduction in
revenue projected to be raised through Metropolitan
Mass Transportation Operating Assistance. As a result,
there is a projected operating deficit of $68 million for
2012, which is to be made up through a $35 million reduction in internal expenses and releasing $33 million in
general reserve funds.
A proposal to allocate $20 million that would have
been used to restore some of the more egregious service cuts that were put into place in June, 2010 was
rejected by a vote of 6-4.
Approval was sought and granted for the Long Island
Rail Road, as lead agency, on behalf of itself and MetroNorth, to use a request for proposals (RFP) rather than
a lowest bid process to negotiate a contract for the base
order of 236 M-9 and M-9A EMUs. The RFP would be
broken down as follows: 76 Federal Transit Administration (FTA) non-funded M-9s and 160 FTA-funded M-9As
for LIRR to support the East Side Access service to
Grand Central Terminal. There would be an option for
462 additional cars for LIRR and Metro-North for ridership growth and replacement of the M-3 fleet.
And, finally, the Board approved the final three years
of the current five-year (2010-4) $24-billion capital plan,
largely by borrowing money. The plan funds major infrastructure projects including East Side Access, the Second Avenue Subway, and new rolling stock.
On December 19, 2011, the Nassau County Legislature approved the contract with Veolia Transportation to
operate the county’s bus and paratransit systems effective January 1, 2012. County Executive Edward Mangano termed the public-private partnership a “new,
smarter and more efficient way of providing services in
Nassau County.” MTA had operated Nassau County’s
bus system since June 3, 1973, first as the Metropolitan
Suburban Bus Authority (MSBA), and later as MTA Long
Island Bus.
Newsday reported that “as the MTA worked to integrate its various bus systems into one operation about
four years ago, LI Bus grew in priority and profile at the
MTA. But at the same time, the system's financial problems had begun, as Nassau moved away from fully
funding its bus system to providing the MTA only a designated subsidy, which got smaller and smaller as the
years passed. By 2011, Nassau was providing $9.1 million toward the system's $141 million budget, and the
MTA said it no longer would make up the difference.
Unless Nassau came up with $26 million more, the MTA
said it would be forced to eliminate half of LI Bus'
11
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routes. Supervisor Mangano balked, and chose instead
to put the system up for bid to private operators. And so,
in April, the MTA voted to end its deal with Nassau after
38 years.”
Constantine Sidamon-Eristoff, described in his New
York Times obituary as a conservationist, died on December 26, 2011, at the age of 81. To those familiar with
his name, he also served as an MTA Board member for
over 15 years following his initial appointment by Governor Malcolm Wilson in 1974. Mr. Sidamon-Eristoff was
born in New York, but his father was a Georgian prince
during the time that Georgia was independent of Russia. He served Mayor John Lindsay as his Highway
Commissioner and was later head of the city’s Department of Transportation. President George H.W. Bush
selected him to head the Environmental Protection Administration’s New York Region.
In what may be record time, the afternoon of January
9, at a New York State Senate committee hearing, Joe
Lhota was approved to be the eleventh MTA Chairman.
Since the departure of Jay Walder in October, 2011, Mr.
Lhota has been serving as Executive Director while
MTA Board member Andrew Saul, has been the Acting
Chairman. During the same session, the following were
also approved for their new positions: Thomas Madison
as Executive Director of the New York Thruway Authority, and Gil Quinones as President and CEO of the New
York Power Authority (NYPA).
MTA METRO-NORTH RAILROAD (EAST)
It happens occasionally, but on December 14, 2011,
Metro-North East and West had a perfect 100% on-time
performance (OTP) day. Specifically this means that all
trains arrived at their respective terminals within 5 minutes 59 seconds, the industry standard.
For the New Era Pinstripe Bowl, which took place at
Yankee Stadium on December 30, 2011, special timetables were available on the Internet. Unlike Yankee
games, there was no direct service from the Harlem and
New Haven Lines, but some Hudson Line trains that do
not normally stop at this station did stop. The Grand
Central Terminal/Harlem-125th Street/Yankee Stadium-E.
153rd Street Shuttle was operated. Rutgers defeated
Iowa State 27-13.
Special New Year’s Weekend timetables (December
31, 2011-January 2, 2012), were issued for each line,
however they were not available at the time that the
January Bulletin was completed. Their covers, a coach
with four horses, and people in period dress of the late
19th Century, are the same as has been in use since
2005. On December 31, 2011, an enhanced Saturday
schedule was operated with additional inbound trains in
(Continued on page 12)
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the late afternoon/early evening and of course outbound
trains after midnight. New Year’s Day was on a Sunday
this year and holiday was observed on Monday, January 2, when a Sunday schedule was in effect.
The New York Daily News (December 28, 2011) reported about Metro-North’s plan to construct four stations (Co-op City, Morris Park, Parkchester, and Hunts
Point) along the New Haven Line that would bring riders
into New York Penn Station via Amtrak’s Hell Gate Line.
It is anticipated that service would begin by 2016, upon
completion of the East Side Access Project, and once
the Long Island Rail Road has transferred some service
to Grand Central Terminal. Two recently appointed MTA
Board members who represent the Bronx, Charles Moerdler and Fernando Ferrer, have held positions in city
government and are supporting this initiative. An environmental review is expected to be complete next year.
A replacement timetable for the New Haven Line was
issued January 7, and will be in effect until March 31. It
will expire with the Hudson and Harlem Lines timetable
that was issued on October 16, 2011. This is the fourth
issue since that date, and the second with map errors.
This edition shows the junction of the New Canaan
Branch at Noroton Heights rather than at Stamford, and
the junction for the Danbury Branch at East Norwalk
rather than at South Norwalk. The previous (December
5, 2011-January 6, 2012) showed the junction with the
Waterbury Branch at the new Fairfield Metro station
rather than at Bridgeport. A “Revised January 7” edition
became the fifth timetable for the New Haven Line.
Meadowlands service to/from New Haven continues
to be downgraded. 2011-2 was the third season for this
service and unlike the previous two, when multi-level
cars were used, this year they were replaced by singlelevel Comets. 2009 was the first and only year that
three trains were operated. In 2010 and 2011, just one
train operated on the days when there was a 1 PM
game. Under the previous arrangement, multi-level NJ
Transit trainsets had come from New Haven to New
York Penn Station with a Metro North crew and
switched crews for NJ Transit personnel before continuing to Trenton. Presently, the run terminates in Secaucus Junction. Also observed was that some of the
Meadowlands Shuttle service originates or terminates
at Secaucus Junction, with not all trains continuing to
Hoboken.
The New York Giants hosted the Atlanta Falcons in a
playoff game at the New Meadowlands Stadium on
January 8. Because it was a 1 PM game, the aforementioned service did run, using the same schedule that
was in effect during the regular season. The link in the
email alert led me to the same brochure that was previously issued. The Giants won, 24-2, and moved on to
the next round. This was the last time that the service
12

operated for this season.
A Guide to Winter Weather Travel on Metro-North
was issued in December, 2011. This three-column, double-sided brochure on glossy paper explains how the
railroad prepares when a storm is expected; determining what service will be provided, service options, and
the challenges of operating service during storms.
In 2013, Grand Central Terminal will be 100 years old,
and Metro-North is planning a yearlong celebration with
many special events. Former MTA Chairman and MetroNorth President Peter Stangl along with Caroline Kennedy are the chairs of a special committee.
MTA METRO-NORTH RAILROAD (W EST)
The Port Jervis Line timetable dated January 15 replaced the November 28, 2011 edition, which saw restoration of rail service following the repairs of damages
caused by Hurricane Irene. The pre-Hurricane Irene
schedules have returned.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
Member Bill Zucker reported M-8 cars 9152-3 in service on December 17, 2011, and 9162-3 on December
21, 2011. Bill has also offered to keep track of the cars
as they enter service. As of January 20, he has seen:
9100-5, 9108-9, 9116-9, 9126-35, 9138-9, 9142-9,
9152-7, 9162-7, and 9172-3. Subchat posted photos of
9170-1 and 9176-7 in Croton Yard on December 14,
2011.
The following M-8 delivery updates were posted on
Metro-North’s website.
DATE

DELIVERED TO
NEW HAVEN
YARD

CONDITIONALLY ACCEPTED
BY METRO-NORTH

12/15/11

14

54

12/19/11

12

56

12/22/11

8

60

1/11/12

10

64

When New Haven Line fares went up by 5% on January 1, it also affected passengers boarding at Rye and
Port Chester. For them, it was simply a matter of playing catch-up, as those fares were held down until CDOT
increased fares.
MTA LONG ISLAND RAIL ROAD
On December 19, 2011, a pilot program of real time
train information system was launched on the Port
Washington Branch. Riders can use SmartPhones and
go to http://mta.info/lirr/TrainTime. After selecting the
stations they are interested in viewing, they will see the
upcoming departures. Train Time™ also displays
scheduled arrival time at the destination station, track
assignments at most origin stations, and an option to
click for a list of each upcoming train's intermediate
stops. The reason this branch was selected was because it does not go through Jamaica. The railroad is
requesting feedback so it can make any fixes prior to
(Continued on page 13)
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extending the program system-wide.
On December 26, 2011 and January 2, 2012, the legally observed holidays, LIRR operated a daily schedule, while Metro-North operated a Sunday schedule and
NJ Transit, an enhanced weekend schedule.
During January, LIRR issued a brochure entitled Alternative Subway & Bus Information for Long Island
Rail Road Customers, which details public transit options in the eastbound direction when LIRR service is
suspended to any of the branches.
New timetables will go into effect on February 26, but
there were no details at publication time.
NJ TRANSIT
At 7:49 AM December 27, 2011, due to a disabled
train, all Northeast Corridor trains were reported subject
to 15-20 minute delays in/out of New York Penn Station.
Ten minutes later, Midtown Direct trains were routed to
Hoboken, and PATH cross-honoring was put into effect
only to/from Hoboken. Midtown Direct service resumed
with Train #6320 (8:17 AM Summit), scheduled to arrive
in New York Penn Station at 9:10 AM. Service was reported as being on or close to schedule at 9 AM.
On December 29, 2011, I saw multi-level car 7585 in
New York Penn Station, and the area between the upper and lower level windows had an advertisement for
Camel Beach in the Poconos. This is similar to, although larger in size than, what NYCT and LIRR have
been doing for several years. Their ads are below the
belt rail.
Shortly before 10 PM on January 4 and continuing for
two hours, the 101-year old Portal Bridge spanning the
Hackensack River was stuck in the open position, causing 30-45-minute delays. Midtown Direct service was
routed to Hoboken and PATH, NJ Transit, and private
bus cross-honoring was put into effect.
In conjunction with the Port Jervis Line returning to its
pre-Hurricane Irene schedules, a Main/Bergen timetable
was issued effective January 15. NJ Transit used this
timetable change to add some evening service to Glen
Rock/Boro Hall and Plauderville for Hoboken-bound
passengers. Previously, there was a service gap from
5:50-10:08 PM at Glen Rock/Boro Hall. Three trains
have been added. At Plauderville, the last afternoon
train departed at 3:41 PM. There are now 5 trains serving this station until 10:17 PM.
The Draft Environmental Impact Study (DEIS) has
been issued by the Federal Transit Administration and
NJ Transit for the Hudson-Bergen LRT extension over
the Erie Northern Branch. This brings the project one
step closer to reality. Member Jack May reported that
the Locally Preferred Alternative is light rail to Tenafly,
but he suspects that once the first dollars are appropriated, they will be for an initial segment, perhaps only as
far as Ridgefield. But that is how the initial line of
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HBLRT was built, piece-by-piece. As planned, the line is
to be 12 miles in long with 9 stations. End-to-end run
time will be 21 minutes, and 13 cars will be required.
Capital costs are $866 million, or $72 million per mile.
The next step will be the FEIS (Final Environment Impact Statement), and then the PE (Preliminary Engineering) and finally FD (Final Design), all of which must
be finished before the construction can begin. Nobody
knows where the money will come from. Residents had
an opportunity to comment on the DEIS at public meetings, which took place from 3-5 PM and 7-9 PM on
January 24 and 26 in Englewood and Tenafly. The entire
report
can
be
found
at
http://
www.northernbranchcorridor.com/.
Comet I cars 5707-5717-5733-5743 left New Jersey
on December 22, 2011 and arrived in Huntingdon Yard
in Quebec a week later. This was their second trip to
Canada since they were part of a group that had been
leased to AMT from 2008-10. It is unknown who purchased these cars.
According to an NJ Transit spokesman, the total cost
to the state of New Jersey for the cancellation of the
ARC Tunnel Project is $297 million. Of that amount,
$246 million was spent on engineering and design
work. Other costs included $18.5 million to produce the
environmental impact statement, $9.6 million was related to construction on Tonnelle Avenue and legal fees
were $1.2 million. Initially the federal government demanded that the state repay $271 million, but that was
negotiated down to $19 million over five years for a total
of $95 million (November, 2011 Bulletin).
PORT AUTHORITY TRANS-HUDSON CORPORATION
Due to “police action” on January 9, service was suspended in/out of Hoboken at 5:53 AM. The Conductor
on my Pascack Valley Line train made a PA announcement to alert passengers bound for New York via Hoboken and using PATH to transfer at Secaucus Junction.
En route, I checked the PATH website on my cell phone
and noticed that service had been restored at 6:46 AM.
Approaching Secaucus Junction, the Conductor announced the service restoration and that tickets would
no longer be cross-honored by NJ Transit.
A friend forwarded digital images of PA-1 to PA-4s
waiting scrapping at Frontier Recycling in Ashtabula,
Ohio. Perhaps because of the photographer’s vantage
point, PA-4s, including 803, 822, and 823 (built in 1987)
were prominent. There were also some M-2s, but the
car numbers were not discernible, as well as FP10s 410
and 411, and FL9 2008.
AMTRAK
December 15, 2011 marked the 10th anniversary of
Downeaster service. There are now five daily trains, up
from the original four (December, 2001 Bulletin) making the 118-mile trip between Boston, Massachusetts
and Portland, Maine. The Northern New England Passenger Rail Authority (NNEPRA), which funds this ser(Continued on page 14)
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vice, is in the midst of a $44 million project to expand
another 30 miles to Freeport and Brunswick. Thanks to
member Todd Glickman, who gave me a handout that
was produced celebrating this milestone.
MISCELLANEOUS
As part of the 2009 economic stimulus that was
passed by Congress and signed by President Obama,
the amount of money that commuters were able to pay
for transportation with pre-tax earnings rose from $120
to $230. With the problems with getting anything accomplished in Washington, D.C., extension of that
benefit was not approved, and the amount dropped to
$125 on January 1, but the parking benefit went up to
$240! More than 2.7 million commuters are now paying
an additional $550 in taxes. In 2010, businesses that
participated in this program saved about $300 million in
payroll taxes. A New York Times (January 9) editorial
criticized the U.S. Congress for failing to act and allowing an increase in the parking benefit, adding that it
“sends the wrong message that transit riders deserve to
pay more taxes than drivers.”
Not too many transit properties offer free riding on
New Year’s Eve, but Portland’s TriMet was fare-free
after 8 PM. The Toronto Transit Commission provided
free service between midnight and 4 AM, extending service to that hour.
Alex DeCroce, the New Jersey Assembly’s Majority
Leader, died on January 10, after the conclusion of the
final session of the old term. Mr. DeCroce, who was 75,
was a long-time supporter of public transportation and
the chair of the Assembly Transportation Committee. 27
of the 39 laws since 1996 for which DeCroce was the
chief sponsor were transportation-related.
INDUSTRY
On December 16, 2011, as the early morning Hudson
Line train I was riding passed the Kawasaki plant in
Yonkers, there were several cars in the yard. As sunrise
was still to come, all that I could see was that there
were three PA-5s, a pair of M-8s, and one MBTA double-decker. My return trip after the final New York Division-ERA meeting could not yield any additional details.
Railway Age (December, 2011) reported that Siemens AG United States sales were up 12% to $20 billion and new orders grew 8% to $22 billion in 2011, and
the U.S. is its largest market. The Drive Technologies
Division will be delivering components for Amtrak’s new
electric locomotives, and the Mobility Division has orders for Minneapolis (41 LRVs), Houston (19 LRVs),
and Atlanta (4 S70 streetcars).
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
During the month of November, 2011, MBTA averaged
more than 1.3 million riders each weekday, representing
14

a 5.5% increase over the previous November. The largest monthly increase occurred in July, 2011, when ridership increased 6.7 percent compared with the same
period the previous year. Still, the “T” is facing a $161
million deficit for the next fiscal year that begins on July
1, and as was reported last month, fares could rise by
20-50%.
Todd reported: “This morning (January 6) I was on a
Red Line train that was operating OPTO; word is that
full-time OPTO will be in effect as of the start of the
spring pick in March. I assume it was a training and/or
practice operation. Riding from South Station to Kendall, I was sitting in the ‘railfan seat,’ and the window into
the cab of the 1800-series car (1801 in the lead) was
not blocked. At each station, the Train Operator stopped
the train, got up from her seat, walked around to the
small space between the rear of her seat and the rear
wall of the cab, opened the window, and then opened
the doors. I measured the delay at about four seconds. When she saw all clear by looking out the window
along the side of the train and on the monitor, she
closed the doors and back to her seat -- again adding
two or three seconds to the operation. There was a second person in the cab; I couldn't tell if he was the normally scheduled Guard, or an Inspector. At Park Street,
he operated the left side doors simultaneously with the
Operator operating the right side doors. I would have
thought if they were trying to simulate what will happen
when OPTO goes into full effect, they'd have the Train
Operator do both sides. When I got off the train at
Kendall I waited for the train to leave the station, and
verified there was no Guard in the usual position in the
rear cab of the fourth car. I've not heard any previous
reports of Red Line OPTO with passengers on board.”
You can forget anything that I wrote previously about
the State of Massachusetts taking over MBTA’s commuter rail operations. According to an Associated Press
report, “MBTA management has ruled out that possibility, and instead, may seek a longer-term contract with a
private operator to spur investment in an aging system
that has become increasingly prone to breakdowns.”
Jonathan Davis, the acting General Manager, told the
Board of Directors that the public option (as this has
become known) posed too many risks. The preferred
option is to continue to outsource both operations and
maintenance of the commuter rail system. A consulting
firm and a separate analysis by the “T”’s legal counsel
included sharply higher wages for unionized commuter
rail workers who would likely seek parity with higherpaid “T” workers. For example, a typical MBTA Machinist earned an hourly wage of $34.24 in 2011, compared
to $23.15 for an MBCR Machinist. The consultant did
note that the public option would give MBTA more control over the commuter rail system and might generate
some cost savings. It also noted that most other U.S.
(Continued on page 15)
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commuter rail systems were run by the public sector,
including New Jersey and Philadelphia. Todd opines
that, “A for-profit operator will prioritize profits over everything; they have a duty to their shareholders. A notfor-profit agency will prioritize the public good.” Thanks
to Todd Glickman for these reports.
BUFFALO, NEW YORK
Rather than increase the $1.75 transit fare, service
will be cut by 20% on April 1 in order to fill a $14.7 million deficit. Some rural routes will be eliminated altogether, some suburban city runs will be adversely affected, and subway service will end at 8 PM on Sundays, except when there are special events. Fifty positions, including twenty police, will be eliminated.
PHILADELPHIA, PENNSYLVANIA
During December, 2011, SEPTA posted a technical
explanation of the damage that occurred on the Norristown High-Speed Line. Even before the arrival of Hurricane Irene and Tropical Storm Lee, rainfall levels were
at an all-time high and caused some washouts and
slope erosion. In the area between Roberts Road and
Garrett Hill, a layer of saturated soil lost its strength,
causing about 150 feet of the 40-foot tall embankment
supporting the tracks to drop vertically and push out the
side of the slope. The track in this area dropped about
12 inches and moved horizontally by about 16 inches. A
geotechnical firm was brought on board to perform a
subsurface examination of the affected area by taking
soil borings and other measures. The result was a permanent solution that enabled normal service to resume
on January 3, when the line reverted to the preconstruction, August 29, 2011 schedule. The midSeptember schedule had a pattern of alternate shortturns to/from Bryn Mawr during the day and Bryn Mawr
Expresses. The mix of Norristown Expresses/Limiteds
and Hughes Park Expresses returned. A special midday
schedule was to be in effect until February 17, to enable
track maintenance.
The Broad Street Subway was fare-free on Monday,
January 2 from 11 AM to 6 PM to accommodate the
Winter Classic between the Philadelphia Flyers and
New York Rangers. The Rangers won by a score of 32. Pepsi footed the bill. All other SEPTA lines charged
the normal fare. Thanks to members Lee Winson and
Bob Wright for these reports.
From Cinders: A total of 24 Silverliner IIs and IIIs are
now shown as retired. The following should be added
the list published in the January Bulletin: (Budd) 9011
and (St. Louis) 236, 238, and 239. In December, 2011,
236 and 238 were moved from “inactive” to “retired.”
PITTSBURGH, PENNSYLVANIA
Member Mel Rosenberg reported, “when the North
Shore Connector opens (next month), the rumor is that
it will be such a flop that no fares will be charged. It
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would be used by visitors to downtown who park their
cars either to attend a ball game or gamble on the North
Shore and ride the RT downtown to park and go to
work, similar to the Leonard’s M&O, and later Tandy
Subway in Fort Worth, Texas.”
WASHINGTON, D.C. AREA
Additional information has been received concerning
the order for 54 bi-level cars awarded to Bombardier by
MARC (December, 2011 Bulletin). The breakdown will
be 15 cab cars, 34 trailers, and 5 trailers with lavatories.
In July, 2010, Bombardier was awarded another contract from NJ Transit, this time for 100 multi-levels with
options for up to 79 cars. MTA MD is exercising contract
options that have been assigned to it by NJ Transit.
Deliveries of new subway cars for Metro have been
delayed due to problems at the factories in Japan,
caused by last April’s tsunami and earthquake. WMATA
is buying 428 7000-series cars from Kawasaki; some
that were to arrive in the summer of 2013 will now be
delivered in the winter of 2014. 300 of the new cars will
replace the oldest cars still in operation. 64 cars are
intended for the new Silver Line extension from the current Orange Line to Loudoun County, Virginia.
CORRECTION: Member Alan L. Schneider, a lifelong
resident of Arlington, Virginia and former D.C. trolley
rider, wrote: “My first copy of The (January) Bulletin
arrived recently — great information! Thanks. One sad
note: The Anacostia Streetcar line in Washington (page
10) and the Washington Streetcar in general (page 14)
will not open in 2012; in fact, there is no opening date
and no cars to run on it. The earliest date mentioned by
the District Government is 2013 for the H Street NE line.
Remaining work for both lines includes two shops/
yards, at least three new cars (six are required for H
Street alone, with three cars delivered from the Czech
Republic and two on order from Oregon Ironworks; a
fourth may be a "loaner" being built for the Federal Government to demonstrate onboard energy storage), overhead, substations, Operator training, and trackage to
Union Station and crossovers at the other end of the
2.2-mile H Street Line. So I think you can understand
why I don't think that the H Street line will be open in
2013.” There are three Inekon-Skoda streetcars at
Greenbelt Yard (Metrorail). The FTA streetcar is not
committed to the District as earlier suggested, but it will
have an off-wire capability. The plan is to run all five
streetcars on the H Street NE line, giving a 15-minute
headway. There will be no spares, so that the 15-minute
headway will not be possible if a streetcar is out of service. The H Street line will not open until 2013 at the
earliest. But then there's the Arlington, Virginia streetcar
line on Columbia Pike – it is still in EIS and preliminary
engineering.
Late news – just as I was completing this column,
Alan emailed that DCDOT canceled the order for new
cars that was awarded to United Streetcar LLC, a divi(Continued on page 16)
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sion of Oregon Ironworks, over a protest filed by Inekon. Inekon built the first two streetcars and offered to
build the next two, slated to run on the H Street/Benning
Road line, for $9.5 million. While its bid was higher than
United Streetcar's, Inekon argued in its protest that the
winning contractor's low technical score should have
ruled it ineligible for the award.
CHARLOTTE, NORTH CAROLINA
On December 21, 2011, the Charlotte Area Transit
System (CATS) was awarded an $18 million Transportation Investment Generating Economic Recovery III
(TIGER III) grant from the United States Department of
Transportation for capacity enhancements along the
LYNX Blue Line. These funds will be used to extend
station platforms to accommodate three-car trains and
add power-generating capacity. Ridership now stands at
over 15,000 passengers per day. Since opening in November, 2007, CATS has provided over 19 million rides.
ORLANDO, FLORIDA
On December 29, 2011, the Florida Central Railroad
operated the first work trains for the SunRail Commuter
Rail Project. The first phase (Orlando-DeBary), 31 miles
of the 61-mile project, is expected to open in 2014.
There will be twelve stations in Phase I. Phase II will
add five stations. Thanks to member Dennis Zaccardi
for this report.
CHICAGO, ILLINOIS
The 5000-series cars, which had their “official” unveiling on November 8, 2011 (December, 2011 Bulletin),
were removed from service on December 19, 2011. In
its press release, the Chicago Transit Authority reported: “In late November, CTA inspectors working at
Bombardier’s Plattsburgh, N.Y., manufacturing facility
noticed a flaw in the quality of a casting used to create
wheel bearing housings. The casting is molded steel
that is later machined — or refined — to specific specifications.” Although forty cars operating on the Pink Line
were taken out of service as a precaution, service is not
affected, as older cars replaced them.
Over the years there have been many proposals to
improve Union Station (opened 1925), but no action has
been taken. In December, 2011, the Sara Lee Corporation announced that it would relocate business offices to
400 South Jefferson Street, which it anticipated would
draw additional commuters to Union Station. This station would also see increased Metra and Amtrak service
in the future. The two short-term ideas involve improved
bus priority lanes and an off-street bus terminal. Medium-term plans call for converting unused baggage
platforms to add width to the Metra platforms, converting the unused mail platform to add platform capacity,
creating new through tracks, making enhancements to
existing passenger facilities, and improving street ac16

cess as part of Canal Street reconstruction. An open
house was held on December 15, 2011 so that the public could comment on the proposed master plan. A final
master plan report will be issued early this year. Thanks
to member Jim Beeler for this sending this report from
The Chicago Tribune.
On February 1, Metra fares went up an average of
15.7%. Some other changes include the validity of oneway tickets being reduced from a year to 14 days (also
non refundable) and 10-ride ticket discounts being reduced so that there are only 9 rides, but they will be
valid for a year and refundable within 3 months from
date of purchase. A $5 processing fee will be charged
per transaction. Monthly passes are only good through
the end of the month, and can no longer be used on the
first day of the following month. Reduced fare tickets
rose by 10.3%, and young adult fares on weekends and
holidays are eliminated. Metra temporarily changed the
expiration dates of one-way and 10-ride tickets in an
effort to deter the stockpiling of tickets prior to the fare
increase. Tickets purchased between November 12,
2011 and January 31, 2012, are valid only through February 29. Transit agencies, including NYC Transit, also
limited sales of tokens (when they were in use) in advance of a fare increase to limit hoarding and prevent
shortages of tokens.
Metra’s budget for 2012 includes $686.8 million for
operations and $244.1 million for capital projects. The
fare increase will help cover this year’s budget deficit,
rising fuel prices, demands of new federal regulations,
higher insurance premiums, and the need to no longer
transfer capital funds to operations.
DENTON, TEXAS
Member John Pappas and his family visited the recently opened “A-Train” at the end of December, 2011
and sent this report. “The A-Train runs peak hours only
on weekdays, but surprisingly, operates a full schedule
on Saturdays...approximately an 80-minute turn, which
can be covered by one train. There is no Sunday/
holiday service. Our train consisted of Trinity Railway
Express Budd RDC cars on loan. Denton's DCTA has
received at least four of their new Stadler diesel electric
MU cars, which were seen in the yard, but none were in
service on Saturday. There are 11 on order, presumably
numbered 101-111. The DMUs are the same body style
as those in Austin. One was on display at APTA in New
Orleans in October. I only saw a couple of RDC trains in
the yard out of the 10 that were loaned to them, so presumably some of the DMUs have gone into service and
some of the RDCs have been returned by now.
The route is the old Missouri-Kansas-Texas (Katy) Line
from Kansas to Dallas, which had passenger service
prior to 1965. It has been fully upgraded with new rail,
concrete ties, passing sidings, and CTC signaling. The
Trinity Mills station has the line placed immediately to
(Continued on page 17)
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the west of DART’s and shares the platform with the
southbound Green Line, allowing for convenient transfers.
“DCTA has a new (2010) transit center located about
six blocks east of downtown Denton, which serves the
local bus system as well as the A-Train. The fleet appears to be all low-floor, 35-foot Gilligs. Service is on a
ghastly 60-minute or worse headway, so connections
with the train didn't appear to be a consideration. Neither were the buses connecting with each other.”
DALLAS, TEXAS
On December 14, 2011, the Dallas Area Rapid Transit
(DART) Board awarded a design-build contract valued
at $149,750,000 for the 5.2-mile Orange Line extension
to Dallas-Fort Worth Airport. This line will branch off of
the future Belt Line station to DFW’s Terminal A. Construction is expected to begin early this year. DFW Airport is building the Terminal A station. The first two sections of the Orange Line, Bachman Station to Las Colinas Convention Center and then on to Belt Line Station
at State Highway 161 and Belt Line on DFW Airport
property, will open July 30, 2012 and December 3,
2012, respectively. Thanks to member Bill Vigrass for
sending this report.
John Pappas also visited Dallas and reported: “The
DART Green Line is a little over a year old now on its
west end. It provides a fast ride into Dallas, with a surprising amount of trackage on elevated structure. The
junction with the still-building Orange Line south of
Bachman Station is fully complete. North of Bachman is
the system's second yard. The line was running threecar trains probably in anticipation of the crowds going to
and from Fair Park for the Cotton Bowl. The Blue and
Red lines operated two-car trains.”
SALT LAKE CITY, UTAH
A package of timetables arrived from member Pete
Donner. They included two for FrontRunner dated August 7, 2011 and September 6, 2011. The former was
the last one that included the two morning and afternoon Pleasant View trips. The cutback of this service
was reported in last month’s Bulletin.
ALBUQUERQUE, NEW MEXICO
In response to surveys that were conducted last year,
a “Quiet Car” was tested on several midday Rail Runner
trains on December 27. A pilot program was launched
on January 3 and will run through the end of March on
these trains: Northbound #504 and #506, departing
Belen at 5:22 and 6:43 AM respectively, and
Southbound #515 and #517, departing the Santa Fe
Depot at 4:10 and 5:25 PM. The quiet car is identified
with signs and is the car closest to the locomotive.
SACRAMENTO, CALIFORNIA
Although Green Line service is still weeks away, Sacramento RTD dedicated the 8th & H/County Center sta17

tion on the yet-unopened Green Line in a January 10
ceremony that was attended by a host of local and
elected officials. This is part of the River District service,
which is scheduled to open this spring.
SAN FRANCISCO, CALIFORNIA
John Pappas was out chasing PCCs on January 9,
and managed to get a ride on 1074 (painted in Toronto
colors), which was undergoing burn-in. He wrote: “If you
keep track of Muni news, you may know that 1071
(Minneapolis) and 1079 (Detroit) are in service and
about four others are in testing. One more car (LATL) is
about ready to be accepted and may be in service before the end of the week. Muni 1040 is also back from
Brookville and looks fantastic. In breaking with the usual
F line interior colors (bright green and a heavy cream) it
features an interior restored to the original two-tone
green. The rear windows were restored to openable as
well. They had been converted, along with the rest of
the fleet, to rubber channel seal mounted in the late
1960s. This car hasn't been out yet and still needs interior lettering and a few appliances (GPS, etc.) installed.
As cars are being accepted, they are replacing buses
that were necessary in order to implement the fiveminute headway on the F.”
In a follow-up report dated January 16, John reported:
“More new PCC action. 1072 (Mexico City) was testing
today. I caught it at Fisherman’s Wharf and again at
Market & Noe in late afternoon. 1079 (Detroit) and 1071
were also in service today. Unfortunately, lighting for
photos is tricky this time of year. So far only 1073 (El
Paso) of the returned cars hasn't been out for testing,
but expect that to happen this week or next. The big
thrill will be seeing 1040 on the road again. This has
been an interesting two weeks for PCC lovers. And we
know who we are!”
SAN JOSE, CALIFORNIA
On December 8, 2011, the Valley Transit Authority
awarded the first construction contract to build the first
10 miles of the 16-mile BART extension from the Warm
Springs station in Fremont to San Jose. The extension
includes two stations, six at-grade crossings, and two
above-grade crossings. Work will begin this spring and
is to be completed in the spring of 2016. Thanks to
members Frank Pfuhler and Bill Vigrass for this report.
LOS ANGELES, CALIFORNIA
On December 4, 2011, LACMTA began testing trains
on the Expo Line, simulating a midday schedule. There
was nighttime testing along the portion of the line to be
shared with the Blue Line. Three weeks later, it was
announced that the opening of the line, which after several delays, the latest being in early this year, would be
delayed again. The Los Angeles Times reported that
the issue is a 0.6-mile segment of the line that some
say is a trench, and others say is a subway tunnel. It
matters because if it is the latter, special ventilation is
required.
(Continued on page 18)
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Meanwhile, the Federal Transit Administration issued
its Record of Decision, which gives approval for Metro
to proceed with property acquisitions, utility relocations,
and the purchase of rail cars needed for the proposed
$1.7-billion, Crenshaw Boulevard/LAX Project. It also
makes Metro eligible for federal funding for this project.
Partial funding is from Measure R, a half-cent sales tax
increase approved by Los Angeles County voters in
2008. The 8.5-mile LRT will run between the Expo Line
on Exposition Boulevard and the Metro Green Line,
serving the Crenshaw Corridor, Inglewood, Westchester, and LAX area with six stations. A 2018 opening
is envisioned.
SAN DIEGO, CALIFORNIA
Effective December 20, 2011, restored PCC 529 has
been operating Tuesdays and Thursdays from 10 AM-2
PM, in addition to the weekends (December, 2011 Bulletin). Departures are on the hour and half-hour from
the America Plaza station. The downtown loop ride
takes 25 minutes and costs $2.
HONOLULU, HAWAII
The New York Times (January 4) had a story about
the rail line, which should be in the construction phase
this spring. The $5.3 billion project will have two tracks
with a 30-foot span, stand 40 feet high, and ultimately
extend 20 miles. The first segment has a planned 2019
opening. Thanks to member David Erlitz for this report.
TORONTO, ONTARIO, CANADA
As of January 1, Toronto Transit Commission (TTC)
fares, except for the regular $3 and $2 Senior/Student
cash fare, were increased by 10 cents. It is anticipated
$30 million will be generated to balance the 2012 operating budget. TTC’s Board also approved 10-cent fare
increases for the next three years to help provide stability to future budgets. TTC’s 2012 operating budget is
$1.5 billion. More than 70% of the budget is paid for
through fares. The balance is paid almost exclusively
through property taxes.
JERUSALEM, ISRAEL
Member Dave Klepper reported: “On August 19, 2011,
the Jerusalem LRT began carrying the public, and on
January 13, major changes were put into effect on Jerusalem’s bus network. Bus service parallel to the rail line
was eliminated on Herzl Boulevard with all routes rerouted or shortened to act only as feeders. On the east
and north side of the city, changes are more minor, and
there will still be some parallel bus service on Route 1
North. I assume that all traffic light coordination will
have been accomplished by that date, and that the running time of 45 minutes or less, end-to-end, will also
have been achieved. I am hopeful that one new route in
my neighborhood will make morning commuting easier.
Unfortunately, The Jerusalem Post seems to continue
to emphasize problems and not successes with regard
18

to the rail line.”
Dave wrote that the light rail fare should have been
reported as NIS 6.30 ($1.63), not NIS 5.80 (January
Bulletin). Fares were increased to NIS 6.60 as of January 6 ($1.71).
BANGKOK, THAILAND
Todd Glickman was back in Bangkok in late December, 2011, and sent this report. “As Thailand is predominately a Buddhist country, Christmas is not a religious
holiday — but is nonetheless celebrated as a secular
festival, complete with light displays, special meals, and
Santa Claus sweating in the 90-degree heat. Some of
the large hotels even have menorahs on display out of
respect for their international visitors celebrating Chanukah (though there is at least one synagogue in Bangkok). Three articles from The Bangkok Post caught my
eye. The first described the transit-oriented development along the 12-year-old elevated BTS Skytrain
route. Specifically, the Nana area along the Sukhumvit
Line saw real estate prices rise the most — 270% since
1999 — despite the Asian currency crisis in the late
1990s and the global recession of 2008. Prices along
the entire route rose an average of 210%. On the recently opened extension from On Nut to Bearing, a 14%
rise in prices has been noted over the past year. The
second article says that the separately owned and operated MRT subway expects a rebound in ridership following the fall 2011 floods that temporarily closed four
stations and caused severe ridership drop, measuring a
20-25% decline over the same period in 2010. But the
MRT management expects ridership to return to and
exceed 2010 levels in 2012 that will see development of
new underground malls, spas, and even educational
hubs in seven of the metro stations. The third article
announced an agreement between the Thai and Chinese governments for China to build a high-speed rail
link between Bangkok and the northern Thailand city of
Chiang Mai.”
While in Bangkok, Todd had the opportunity to ride the
recently-completed extension of the BTS Skytrain Sukhumvit Line. “Opened on August 12, 2010, the fivestation extension from On Nut to Bearing is already seeing heavy ridership. To provide service, the original 15
3-car Siemens trainsets that were on the Silom Line
were moved to the Sukhumvit Line, when the Bombardier car order for 12 four-car sets arrived to serve the
Silom Line. Even with the additional Siemens sets, the
Sukhumvit Line sees significant overcrowding during
rush hour. Siemens will be supplying a fourth car for
each of the 35 sets on the line over the next 2½ years.”
Todd also rode the Bangkok Airport Rail Link, which
opened on August 23, 2010 and runs daily from 6 AM to
midnight. “This is a set of three interleaved services that
runs on a single right-of-way from central Bangkok to
Suvarnabhumi Airport (pronounced "Soo-WAN-aboom"). The three services are: Non-stop express from
(Continued on page 19)
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Phaya Thai to the airport (18 minutes, 18 miles), nonstop express from Makkawan to the airport (15 minutes,
15 miles), and local "city service" from Phaya Thai to
the airport (27 minutes, 18 miles). Top speed of the express is noted as 100 mph, but it didn't seem to get that
fast for most of the route. The fares range from 150
Baht (~US$5) for a round-trip on the express to 15-45
Baht (~US$0.50 to US$1.50) for one-way local services
depending on distance. Since one right-of-way with
mostly two tracks is used, the trains are interleaved so
that an express departs the terminal just before a local. There is also a passing track at the mid-line station
so that an express can pass a local that is stationed. My
trip originated at the Phaya Thai terminal, but surprisingly the local left just before us. So we moved slowly
and stopped a few times until we reached the passing
point. This airport-bound trip took 22 minutes, instead of
the advertised 18. The return from the airport was on
schedule. The local seemed to be much more crowded
than the express — I assume that airport workers are
using the less expensive, but slower, local to get to/from
work. On my outbound to the airport, I observed that all
passengers were loaded into an open door of the first
car of the four-car train, so most passengers sat there. I
walked back to the fourth car, and was the only one in
the coach! The Rail Link uses trainsets manufactured
by Siemens, and operates using 25Kv a.c. overhead
power collection. The express trainsets have two-by-two
forward/rearward facing fixed seats, and the local trainsets have longitudinal plastic bench seats (imagine a
new version of the R-32 seating). As a final note, the
express (paper) tickets are manually collected before
reaching the platform. And since the train is not normally taken out of service at either terminal, it is possiNew York City Subway Car Update
(Continued from page 5)

142As from 6 for this transformation, an undetermined
quantity of existing R-62As now used on 7 would be
shifted back to 6, where many originally operated between 1986 and 2002.
Subdivision “B” Events
On July 22, 2011, 4-car R-46 sets 5546/7/9/8,
5554/5/7/6, 5674/5/7/6, 5686/7/9/8, 5750/1/3/2, and
5766/7/9/8 (24 cars) were transferred, or more accurately, loaned, from Jamaica (F, R) to Pitkin (A), to
insure a sufficient quantity of reliably air-conditioned
rolling stock for the hot summer months. That same
date, 8-car trains of R-46s assumed a healthy percentage of service on C in place of 8-car trains of Phase I
R-32s, some of which were shifted to A and in particular used on the rush hour through trains to Rockaway
19

ble to ride round-trip on a one-way ticket. In fact, it appears as though the true railfan could ride back-andforth on one ticket. This should also reduce the intensive bus traffic on Agrippa Street, making the merchants
happier.”
FROM THE HISTORY FILES
80 Years Ago: On February 13, 1932, trolley service
ended in Kenosha, Wisconsin and was replaced the
following day by trolley buses. The original fleet of 22
Yellow Coach/General Electric and St. Louis Car/
General Electric coaches closed out service in March,
1952. After nearly 50 years, a trolley loop line was proposed and five PCCs were acquired from the Toronto
Transit Commission. The cars retained their Toronto
numbers but were painted into liveries representing Chicago, Pittsburgh, Toronto, Johnstown, and Cincinnati,
cities that operated such cars. Dedication ceremonies
were held on June 17, 2000 and revenue service began
two days later.
50 Years Ago: On February 25, 1962, the New York
Central Railroad tested a push/pull train on the Hudson
Division, as it was called then. Headlights (April, 1962)
reported “A twelve-car train of standard air-conditioned
‘steam’ coaches was pushed toward New York by a
class P-2b electric motor, no. 235, an ex-Cleveland Union Terminal engine. Two round trips were made that
day. Two coaches dating from the 1920s were rebuilt
into control cars.” This train was also tested on the Harlem Division. It is believed that this was just an experiment, and true push/pull service would not begin until
the delivery of Bombardier Shoreliner coaches starting
in 1985. All Metro-North trains that operate beyond Croton-Harmon and Southeast and on the Danbury and
Waterbury Branches are composed of push/pull cars.
News items and comments concerning this column may be
emailed to eranewseditor@gmail.com.

Park.
The weekend of July 23-24, 2011 found 10-car trains
of Phase I R-32s being used for all service on S/
Rockaway Park Shuttle.
On August 5, 2011 a 10-car train of MorrisonKnudsen-overhauled R-42s was also shifted (loaned)
from East New York (J/Z) to 207th Street for use on
A, though on that one day it also made at least one
round trip on C, as observed through photographic evidence. The consist included cars 4804/5, 4806/7,
4822/3, 4826/7, and 4834/5, and was switched around
several times as the summer progressed.
Starting on August 8, 2011 all remaining Phase I R32s in C service were replaced by R-46s and reassigned to A for the rest of the summer.
All “normal” equipment assignments on A and C
(Continued on page 20)
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Around New York’s Transit System
New CBTC-Equipped Cars for 7
The Flushing Line will be extended from Times
Square to 34th Street and 11th Avenue and a new CBTC
signal system will be installed on the entire line. To
provide adequate service, NYC Transit will order
additional cars.
The base order was for 23 new cars and 10 rebuilt
cars for 3 train sets. NYC Transit will exercise the option
order for 473 Kawasaki R-188s: 103 to be brand new
and 370 others that will be R-142As rebuilt to R-188
specifications. All 46 train sets will be CBTC-equipped,
providing 44 11-car sets for 7 and 2 for the main line.
The December 4, 2011 car assignment lists 419 R62As in Corona for 7 and 460 R-142As in Pelham for

6. Cars will be interchanged. Most of the 6 cars,
which will be transferred to 7, will be replaced by 7
cars from Corona.
In other subway car-related news, because the R-179
order has been postponed again, the 272 R-32s and R42s will continue running indefinitely.
Agent’s Booths Removed on 1
Member P.G. Hiltzen informs us that during the past
three months, booths were removed from the
northbound platforms of the 79th Street and 86th Street
stations, the 12th Street end of the 14th Street station,
and 34th Street, Broadway-Seventh Avenue 123
lines.

New York City Subway Car Update

such equipment to be used on G on August 31, 2011,
followed by 5182/3/5/4 on September 19. By October
24 there were one or two R-68A sets commonly mixed
among R-68s 2784-2915, a trend that continued until
December 21, 2011 at which point the R-68As assumed
all G service and the R-68s were completely redeployed to B (and sometimes N).
On December 2, 2011 3404/5 became the first pair of
cars to enter the long-awaited (and until recently unexpected) Phase I R-32 SMS program at Coney Island
Shops. This is aimed at reliably extending the cars’ life
several more years until new replacements arrive, and
will encompass most, if not all, of the 222 surviving
cars. Joining this pair at Coney Island Yard (and as removed from C service) were 3394/5, 3400/1, and
3414/5, all of which later followed the first pair onto a
production line. On January 3, 2012 these were joined
by a second 8-car train including mismates 3383/3890
and 3430/1, 3698/9, and 3810/1, which will also work
their way into the facility as time progresses. No readily
identifiable outward changes are expected to occur because of this overhaul effort, though the cars are expected to receive new window glass.

(Continued from page 19)

were resumed as of September 12, 2011, with R-46s
notably assuming all runs on A and no occasional R32s after that time. By the same date, the R-46s borrowed from Jamaica and Morrison-Knudsen-overhauled
R-42s loaned from East New York had returned to their
home facilities. 8-car trains of Phase I R-32s also resumed the provision of all C service.
Per Bill Zucker, following the permanent expansion of
the R-160 fleet assigned to Coney Island at the end of
June, 2011, the regular assignment of R-68 and R-68A
trains to night and weekend N and Q service was discontinued after October 2, 2011. The use of R-68 and
R-68A equipment on N in limited weekday appearances was continued, with a smattering of such trains
still seen on a daily basis as of January 15, 2012. In
addition, fewer cars were needed to meet schedules
when full B (Brighton Express) service was restored on
October 3, 2011, which also reduced the overall fleet
mileage at Coney Island.
4-car R-68A set 5198/5197/5199/5200 was the first
History of the A Train
(Continued from page 10)

line crosses the North Channel on a short concrete trestle, briefly touches upon another small marsh land, and
finally takes to the Beach Channel trestle, where another moveable swing span is located. South of the
swing span, the southbound track descends to pass
beneath the northbound track from the Rockaway Park
Branch, and splits to itself join the Rockaway Park and
Far Rockaway Branches, thereby forming the gradeseparated “Hammel’s Wye,” so-called, in company with
a single-track connection from the northbound iron of
20

the Rockaway Park Branch to the southbound track of
the Far Rockaway Branch.
From Hammel’s Wye, A trains nominally follow the
two-track Far Rockaway Branch, which is located on an
ex-LIRR concrete viaduct in the middle of Rockaway
Freeway as far as Beach Channel Drive. Stations in this
portion are located at B. 67th Street-Gaston, B. 60th
Street-Straiton Avenue, B. 44th Street-Frank Avenue, B.
36th Street-Edgemere, and B. 25th Street-Wavecrest.
Beyond B. 25th Street the viaduct veers across private
property to the terminal at Mott Avenue-Far Rockaway,
located one block from the grade level LIRR terminal of
the same name.
(Continued next issue)
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THIRD AVENUE’S POOR FINANCIAL CONDITION LED
TO ITS CAR BUILDING PROGRAM 75 YEARS AGO
(Continued from February, 2012 issue)
In the previous issue, we explained how the
company began its rebuilding program in
1934. At that time, Third Avenue began the
rebuilding of 100 single-truck steel convertibles by lengthening them, installing bolsters,
and converting them to double-truck cars.
These cars weighed approximately 39,000
pounds and seated 54 passengers. These
rebuilds weighed approximately 4,000
pounds less than the older wood and steel
cars, which weighed approximately 43,000
pounds and seated 48 passengers. Weight
was reduced by using aluminum alloy tubing
instead of painted steel pipe and black enameled steel pipe in most of the rebuilt cars.
The window sash in all new and rebuilt cars
was made of extruded aluminum alloy. The
Hunter rubber glazing arrangement provided
rounded corners and permitted reglazing
without removing the sash.
Third Avenue built cars 101 and 301-400 in
its own shops. It was able to reduce cost and
weight by using mild steel bodies and equipping cars with aluminum alloy stanchions,
grab handles, seat back handles, and sash.
Cars were equipped with full safety car
straight air brake equipment. Instead of the
standard spring-loaded safety car controller
handle, cars were equipped with a selflapping brake valve housed in a springloaded pedal-operated mechanism. Brakes
were released by depressing the pedal and
applied by allowing the pedal to rise, serving
as a dead man control. Depressing the pedal
also closed the entrance door. The brakes
could not be released until the rear treadle
door was closed. Third Avenue’s engineers
1

also developed a dynamic brake, which was
installed on the Yonkers cars operating on
extremely hilly terrain. Retardation faded as
car speed decreased. It also served as an
emergency brake, which could slow down the
car if the air brakes failed. Because automatic acceleration was too expensive, the
company installed a series-parallel controller
where the rate of acceleration was at the discretion of the Motorman.
Cars were illuminated by twenty 30-volt
bare bulbs in series. If one bulb burned out, it
short-circuited internally and the others were
slightly brighter. On older cars with five 130volt bulbs in series, all bulbs were dark when
one burned out.
The 300-series cars weighed 38,100
pounds, nearly 1,000 pounds lighter than the
rebuilt 100-series cars.

CAR ASSIGNMENT
New and rebuilt cars were placed in service
on the following Manhattan lines:
LINE

FIRST CAR

ALL CARS

Broadway (83 cars)

November 21,
1934

December 30,
1935

Tenth Avenue

December 23,
1935

July 1, 1937

Third and Amsterdam
Avenue (65 cars)

March 19, 1936

August 17,
1936

Broadway-Amsterdam
Avenue & 125th Street

December 31,
1937

N/A

125th Street Crosstown

December 31,
1937

N/A

(Continued on page 4)
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HISTORY OF THE A TRAIN
by George Chiasson
a result some R-6s were brought back to 207th Street
from Concourse. When the Rockaway Line was opened
in June, 1956, a group of R-16s was assigned to Pitkin
and used in rush hours on A and E. These were usually directed to Lefferts Boulevard along with the R-10s,
as the power available to the extension off Long Island
Lighting Company’s grid initially proved to be sometimes insufficient for the needs of 4-motored SMEE
cars. This situation was rectified by September, 1956, at
which time the R-10s and R-16s were released for possible full-time use on A (all services). The R-16s then
lasted two years and were returned to the BMT lines by
September of 1958. When the R-16s were assigned to
Pitkin in June, 1956, the R-7As at 207th Street were
then bumped back to Jamaica in support of early E
service to the Rockaways. In 1962 the 207th Street and
Concourse fleets of R-4/6/7 cars were commonly
pooled on five routes (A/AA/BB/CC/D) and were reunited with some of the R-1s, which were transferred
back from Jamaica in June, 1964. This then remained
the status quo for several years, as confirmed by an
assignment listing dated October 1, 1966, though prototype 1575 had been shifted to Jamaica about that time.
What R-7 cars there were departed A for Queens in
February, 1967, as did the remaining R-6s in time for
the opening of Chrystie Street on November 26. As the
slant R-40 fleet arrived in Queens through 1968 a number of its R-4 types were sent to 207th Street and most
of the original R-1s gone from A by August 31 of that
year. Finally, the first run of a “modern” SMEE train on
A was recorded as a rerouted slant R-40 off E on February 13, 1969. That proved to be it though, until the airconditioned R-42s were integrated into the Subdivision
“B” fleet by being spread among as many lines as possible, with a small allocation starting service on A to
Lefferts Boulevard as of May 29. As the year 1969 went
on these began to run in mixed consists with existing
equipment, a circumstance which on A would find them
blended with 20-year old R-10s on occasion. One was
so observed on June 20, followed by various combinations with 207th Street-based R-32s and Pitkin-based R10s by September. Whatever the case, the R-42s were
needed elsewhere and pulled completely off A when
summer was over, as of September 29. They came
back on November 15 (by this time running to both Lefferts Boulevard and Far Rockaway) and all was relatively tranquil, if not entirely jumbled, until a new assignment went into effect on March 9, 1970. This effectively
marked the end of the overall slant R-40/R-40M/R-42
phase-in, as well as mixed SMEE consists and R-1 to
R-9s (actually R-1 to R-4s) on A. The old trains began

A TRAIN ROLLING STOCK
In a way, A and AA are the only subway routes with a
pre-history of rolling stock, as the first 20 R-1 cars were
temporarily stationed at Coney Island and trial operated
as up to two 8-car trains on BMT’s “4” Sea Beach Express line from July 8 through November 27, 1931.
When the test was completed, these 20 were returned
to 207th Street, where all 300 R-1s were based when
IND service commenced on September 10, 1932. In
general the R-1 and R-4 classes (beginning November
23, 1932) were mixed together on A through the first
year, but when Concourse Yard was placed in operation
with the inauguration of C and CC service to the Bronx
on July 1, 1933, the R-1s were shifted over there and
thus departed A. The various groups of R-6 cars were
delivered starting in December, 1935 and used on A
along with the R-4s as they continued to arrive through
most of 1936. The R-4s and R-6s were then joined by
R-7s brought over from Queens starting in October of
1940, after the R-9s were placed in service at Jamaica
and in advance of the Sixth Avenue Subway’s opening,
and so it was the first generation of R-4/6/7 equipment
held down all A service for most of that decade.
New R-10 equipment began to arrive in September,
1948 for assignment to A and starting even before they
became operational on November 20, 1948, replaced
the R-6s and R-7s on A, which were forwarded to Concourse and Jamaica (though R-10 prototype 1575 (an
R-7A with an R-10 body) was also delivered to 207th
Street ahead of the R-10s in 1947). The R-10s were
temporarily quartered at 207th Street, then relocated to
the new shop at Pitkin Avenue on the Brooklyn-Queens
boundary when the Euclid Avenue extension opened on
November 28. Indeed, the R-10s were quickly established as the base fleet for the A train by mid-1949 and
(despite early suspension problems with their trucks)
would run there full-time for almost 30 years thereafter.
The lone R-11 experimental train was shifted from Jamaica to 207th Street in November, 1953 and as a result
would appear on A occasionally until July, 1954. In
September, 1953 there was a major shift in R-1/9 equipment to remove R-4s (on which running light lenses had
to be changed manually) from AA, and as a result both
it and A then used only R-7s brought over from Jamaica, which had switch-controlled running lights.
In July, 1954 the R-7s were joined by some R-7As that
arrived from Queens as part of the process of stocking
up at Concourse for the imminent extension of D service to Coney Island via the BMT Culver Line. In 1955,
delivery of the new R-16s to East New York allowed
additional cars to be shifted for fleet expansion, and as

(Continued on page 3)
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R-40s and R-44s with an R-10 still in use as well, if
available and when required. Things then changed very
little, although R-40M/42s (or just plain R-42s) from
Concourse and D were seen on A a time or two in
ensuing months. By the next year, the R-44s were having their ups and downs and R-46 truck problems were
becoming more pronounced, both of which combined to
create some shifting and wandering in equipment assignments, with R-10s returning to a more or less fulltime presence on A (in addition to their other duties
covering CC and GG) as of February 11, 1979. They all
but disappeared again in June (and thankfully were
countered by more air-conditioned R-44s), then made
another comeback starting on December 15 and stayed
through what proved to be a very cold winter in New
York City. The R-10s seemed to depart again once
spring was in the air in early March of 1980, but starting
on April 26 the first trains of R-46s were deployed to
rush hour use on A as NYCT(A) sought to disperse
them around the system to reduce wear and tear on
their flawed truck frames. In turn, the R-46s displaced
R-44s for a return to Queens (the last of them departing
A on May 1), and well into the summer of 1980 service
was dominated by slant R-40s being helped out by a
few trains of R-10s, with the R-46s running in rush
hours. By August 25 some of the R-46s were beginning
to turn up in off-peak operations (if only for the airconditioning), but after the weather cooled by October
17 these were temporarily overtaken by additional R10s coming back from a summer retreat of their own to
the Queens IND. Starting on November 1 every slant R40 in operation was to be used on A, which accordingly
reduced the roles of both the R-10s and R-4’s, but then
when the latter finally began returning to their home
base in Jamaica at the end of November, a variety of
Coney Island-assigned trains (R-27/30s, R-32s, and R38s, which presumably were taken from 207th Street
lay-ups for AA/B) were drafted for A service. This
lasted until January 17, 1981 when all of the R-44s that
had been stationed in Queens were shifted back to Pitkin and restored to A, followed by those from Concourse on January 24. After that date, all R-44s in service were assigned to A, with only a partial and brief
diversion to the JFK Express in the meanwhile.
As for the slant R-40s, they remained virtually untouched until March 1, 1982, when R-38s were
swapped in from Coney Island to replace most of them
and so began a long affiliation of their own with the A
train. By April, the R-44s were being completely withdrawn to enable their trucks to be temporarily switched
to a corresponding number of R-46s, and A now
mainly populated by R-38s and slant R-40s, with a
small number of R-10s still pitching in when needed.
After the delivery of replacement trucks for the R-46s
began, the R-44s started returning to A on September

(Continued from page 2)

returning to A on a limited basis that October (in the
form of consists borrowed from Concourse), then remained so only on occasion and with a noticeable absence of original R-1s.
Revenue testing of new R-44s on A started in January of 1972, but they first were assigned to Jamaica (F,
sometimes E) and Concourse (D) before arriving on
A for real beginning on March 20, 1973. As they were
delivered, the R-44s’ arrival resulted in further attrition
and consolidation among the remaining R-1 to R-9 fleet
and as of August 20 the IND lines still using them
(which included A on isolated occasions) had mixes of
ex-Jamaica R-6s and R-7s. Otherwise A was a home
to R-10s, R-42s and R-44s, as indicated in a June 15,
1975 assignment summary. The latter were taken off as
of August 24, 1976 to provide equipment for the major
changes in service to be effective on August 30, at
which time the final recorded trip of an R-1 to R-9 (really
R-6/7) train was also made on A. At this time A was
surrounded by cars from other barns, such as Concourse-based cars off CC (laid up at Pitkin), or equipment from Coney Island that was being used on AA and
B services and usually laid up at 207th Street. As a result they sometimes wandered to A, and such exceptions were noted on November 8, 1976 (an R-32 from
CC) and January 17, 1977 (an R-38 from AA/B). In
addition, 754 R-46s were arriving on the Queens IND
and this would finally force changes to A, which started
with a brief but broad-based assignment of R-38s as
they moved between Jamaica and Coney Island during
May of 1977. Starting on May 24 and continuing
through the course of that summer, the R-44s being
released from Queens were relocated to A in place of
the R-38s and grew numerous enough to begin uprooting some of the R-10s, which were reassigned to CC at
Concourse, then later GG at Jamaica. Unfortunately the
R-44s proved less reliable than hoped, and the strong
use of R-10s had to be maintained for a while, even
though all R-44s off E and F were on A as of July,
1977. By September the remaining quantity of R-10s on
A was in noticeable decline (with more R-44s routinely
active), and their departure somewhat finalized by the
arrival of slant R-40s on A from Queens starting on
September 13, 1977. Most of the R-40s were in place
by October 20 and after that time the R-42s all but disappeared from A as well. All of the slant R-40s had
been reassigned to A as of November 14 and after that
date just a few of the R-10s continued to be found on A
during rush hours, while the very last R-42 train departed A (Pitkin) for D (Concourse) in early December,
1977.
On New Year’s Day, 1978 A was dominated by slant

(Continued on page 6)
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Semi-convertible 193 outside West Farms Car House in 1934.
Bernard Linder collection

Interior of a semi-convertible.
Bernard Linder collection

Curved-side convertible 999 outside Kingsbridge Car House.
Bernard Linder collection

Tarrytown, White Plains & Mamaroneck Railway Company curvedside convertible 25, showing screens installed for summer.
Bernard Linder collection

Car 300 on North Avenue, New Rochelle, February, 1937.
Bernard Linder collection

Car 439 at W. 181st Street and Amsterdam Avenue, January 27,
1940.
Bernard Linder collection

built street cars to the uncomfortable, poorly ventilated
buses. As soon as the new 300s were placed in service
on this line, the convertibles were scrapped or transferred to 42nd Street.

On March 19, 1936, just four days before New York
City Omnibus’ buses replaced the street cars on Lexington Avenue, rebuilt cars 185-199 were placed in service
on Third & Amsterdam Avenue. Because the two lines
were only a block apart, Third Avenue expected to attract new riders who would prefer the smooth-riding re-

(Continued on page 18)
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Rail grinder 1, ex-Birney 1686.
Bernard Linder collection

Sand car 6 outside Harlem Car House, E. 129th Street and
Third Avenue, April, 28, 1940.
Bernard Linder collection

Slot scraper 33 outside Harlem Car House, E. 129th Street
and Third Avenue.
Bernard Linder collection

Work car, number and purpose unknown.
Bernard Linder collection

Pay car 2, Garden Avenue, Mt. Vernon, May 17, 1940.
Bernard Linder collection

Work cars, Garden Avenue, Mt. Vernon, June 19, 1940.
Bernard Linder collection
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sion above the Eighth Avenue Subway on September 6,
1989 greatly disrupted service on A, and also forced
some equipment shuffling as the Q train was temporarily extended from the Sixth Avenue Subway onto Eighth
Avenue. So it was that mixed trains of Sigma R-32s and
GOH R-38s made their way into Brighton Express service (running from Brighton Beach to 207th Street via
Sixth Avenue) until October 8, when normal service and
car assignments were restored. The first appearance of
a Morrison-Knudsen-rebuilt train of R-32s was noted on
A on October 11, 1989 using a set loaned from Jamaica in advance of the first such allocation to Pitkin for
C. In March of 1990 the first R-44s were shipped to
Morrison-Knudsen at Hornell, New York for contract
GOH, but the R-32 and R-46 rebuilding programs was
also underway, and this combined with disagreement
over their perceived degree of corrosion to slow the
ability of the rehabilitation process to gain momentum.
Finally it was decided to divide rebuilding of the R-44s
between Hornell (140) and Coney Island Shops (138) to
expedite things and the first such train, composed of
one 4-car unit done by each contractor, entered service
on A on August 3, 1991. The R-44s then continued to
march out for General Overhaul all through the following winter, with the last two unrebuilt consists being removed on May 12, 1992. The very last rebuilt train of R44s (from Coney Island Shops) re-entered service on
January 15, 1993. Pitkin-assigned, Morrison-Knudsenrebuilt (Phase I) trains of R-32s, as used on C, began
to turn up on A with some regularity starting on October 18, 1991. They were assigned to A in small number on February 5, 1992, after which they could often be
found in mixed consists with the Sigmas and rebuilt R38s. Together, all four equipment types (a few sets of
Morrison-Knudsen-rebuilt “Phase I” R-32s, 10 General
Electric-rebuilt Sigma R-32s, 196 R-38s, and 278 rebuilt
R-44s) would carry on A service for more than a decade to come.
Starting on June 15, 1993 a single prototype of NYCT
(A)’s “New Technology Train,” designated as the R110B and built by Bombardier, was assigned to extended revenue test operation on A, just as the R-11
had been some 40 years earlier. Made up of 3-car units
in A-B-A configuration, the full train set was thus 9 cars
long. After being available on an on-again, off-again
basis (as might be expected of a prototype) the train
was removed from A after an electrical mishap at 181st
Street on November 4, 1996. By December 17, 2001
the pool of equipment assigned to A included 272 R44s, 194 R-38s, and the 10 Sigma R-32s. In addition
some of the 120 Phase I R-32s assigned to Pitkin for C
were mixed in, either separately or with the General
Electric rebuilds. This changed only slightly as the R143s arrived at East New York and pushed R-40Ms
from there to Coney Island. The Phase II R-32s from

(Continued from page 3)

13, 1982 and as they increased in number through fall
enabled most of the remaining R-40s to go to Coney
Island for AA/B in exchange for more R-38s. So things
stayed (in varying quantity) through 1983 and 1984,
though the final run of an R-10 on A was made some
time during April, 1983, its specifics now lost to time.
The last transfer of slant R-40s to Coney Island occurred on April 28, 1985, and after that A was basically
the domain of R-38s and R-44s for many years.
As of September 30, 1985 the R-44s were scrubbed
clear of graffiti inside and out, an army of car cleaners
assigned to the terminals, and the Car Appearance Program (CAP) implemented on A. This transition proved
long, and not all 292 R-44s were being operated as
“clean” equipment until the end of July, 1986, after
which time the R-38s were largely withdrawn to weekday-only duties. By early January of 1987 the first sets
of R-38s (along with 10 R-32s) had been shipped off to
the Buffalo facilities of General Electric Transportation
Services, a contract rebuilder that was engaged to refurbish all 196 remaining R-38s with completely renewed propulsion systems and car bodies, including
air-conditioning. In March the 12 General Electricequipped R-44s (388-399) were taken out of A service
and sent off the property for rebuilding at yet another
contractor (American Coastal Industries of Newport
News, Virginia). They were never to return and have
subsequently pursued a new career in union with their
cousin R-44s on the Staten Island Railway. The first
train of rebuilt R-38s (cars 3992/3, 4018/9, 4048/9,
4092/3, and 4132/3) premiered back on A on May 28,
1987 but initial problems delayed a strong return, with
just a handful of trains available through the balance of
the year. By December 1, 1987 there was also one train
of Pitkin-based R-27s often to be seen on A to fill out
schedules as more R-38s went through rebuild and the
full slate of R-44s might or might not be available. After
the last of the unrebuilt R-38s had departed A on July
11, 1988, the first of the ten General Electric-rebuilt R32s (identified as the “Sigma,” but dubbed “school
teachers” for their perennially unreliable air-conditioning
system) were introduced in mixed company with “GOH”
R-38s on August 21. The lone train of Pitkin R-27s used
on A had disappeared for good by October 28, 1988 at
which time A at last became 100% graffiti-free.
As of November 26, 1988, 36 of the R-44s (18 A-B
pairs) had been removed from service on A and were
set aside for the JFK Express, which was relocated
from Jamaica to Pitkin when a major schedule change
went into effect on December 11. By December 28, all
196 R-38s and the 10 Sigma R-32s had returned from
rebuilding at General Electric in Buffalo, and all was
again quiet for an extended period. A steam pipe explo-

(Continued on page 7)
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rectly to Jamaica starting in early August, 2008, and
were then joined by 50 from Pitkin and A between September 8 and October 6. Altogether these enabled the
withdrawal of all 294 Phase II R-32s to be concluded on
October 13. All 100 of the R-40Ms had arrived on A as
of October 3, and were then followed by the first slant
R-40’s brought over from Coney Island on October 29.
These were also intended for A, but their return (the
first since April, 1985) was actually delayed until November 7, 2008. On December 8 the use of 8-car slant
R-40 and mixed R-40M/Morrison-Knudsen-overhauled
R-42 trains was instituted on C and the R-38s switched
over entirely to A, with some of the newer 60-foot
SMEEs (R-40 and R-40M/Morrison-Knudsenoverhauled R-42) remaining on A in 10-car consists as
well to support both the R-38s and R-44s. The intent
was to enable withdrawal of the R-38s to gain momentum, but separate operating issues made this less than
a successful strategy.
On January 5, 2009 all of the Morrison-Knudsenoverhauled R-42s and most of the R-40Ms were
swapped to Jamaica for a large pool of Phase I R-32s,
which along with the surviving R-38s were restored to
C, as well as continuing to run on A. As a result, for
the first few weeks of 2009 there were no less than five
equipment types running on A in four common consist
types (Phase I R-32s mixing with R-38s, slant R-40s, R40Ms, and R-44s). By February 21 the R-160Bs at
Coney Island had replaced all of what had been the 292
slant R-40s based there since 1981 and these went on
to Pitkin, where in turn they displaced the last of the R40Ms to Queens. Meanwhile the remaining R-38s also
continued to be shaken out of the operating fleet and
departed A for the final time on March 16, leaving nowsolid trains of Phase I R-32s on A and C to go along
with the slant R-40s and R-44s that were on A. The
next series of moves began with the arrival of the first 8car train of R-46s at Pitkin, from Jamaica, on March 13,
2009. Its first use on A (as the 06:43 out of Far Rockaway) occurred on March 17 and as the spring progressed 12 more such trains were brought over from
Jamaica as new Alstom-built R-160A-2s and Kawasaki
R-160Bs displaced them. Retirement of all remaining
130 slant R-40s commenced accordingly by March, and
immediately after the 104-car R-46 group was on hand
at Pitkin by June 9, the slant R-40s made their final run
on A on June 12, 2009 and departed the MTA New
York City Transit system.
Things then remained tranquil again for the balance of
2009, with the R-44s continuing to be the most common
equipment on A, supported by the R-46s and a handful
of Phase I R-32 trains. On February 5, 2010 the first of
yet another group of R-46s began turning up in A service, which were to eventually permit retirement of the
R-44s. The first two 4-car sets of these had been with-

(Continued from page 6)

Coney Island went to Jamaica and, finally, two trains of
Phase I R-32s from Jamaica to Pitkin, one on November 8, 2002 and another on March 29, 2003. Four of the
ten Sigma R-32s were sent to Jamaica on November
14, 2004, thus splitting their assignments for the very
first time, then on September 26, 2005 24 of Pitkin’s
Phase Is joined the remaining Sigmas and the R-38s at
207th Street, after which randomly mixed trains of R-32s
and R-38s on both A and C seemed to become even
more commonplace.
The very first train of Kawasaki R-160Bs (8713-22)
was used in revenue test service on A starting on September 11, 2006, being joined by the pilot train of
Alstom-built R-160A-2s (8653-62) in October. Both were
removed as of December 20 and were eventually accepted for use at Coney Island in early 2007. After the
initial group of R-160Bs settled in at Coney Island during the first half of 2007, NYC Transit removed all 10
Sigma R-32s from service, with the last pair departing
A (and C) service on August 20. Similarly, as the first
of the 4-car R-160A-1s was entering service at East
New York in July, 2007, some Coney Island-rebuilt R42s (4924/5, 4932/3, 4934/5, 4936/7, and 4948/9) were
removed and a handful of these shifted to Pitkin for use
on A. As things turned out one train was used for a few
days (July 23-27) then most of those cars moved on to
Jamaica for one more day before retirement beckoned.
Many months later, after half of the 340 new cars were
in service, the Morrison-Knudsen-overhauled R-42s
from East New York began moving to Pitkin and made a
second return to A on April 7, 2008, this time to stay, if
only in the short term. In exchange the large fleet of
Phase I R-32s that was based at Pitkin for C (and also
A) began moving over to Jamaica, where they enabled
retirement of the Phase II R-32s to proceed through the
summer. By the time this series of transfers concluded
on June 27 there were 86 Morrison-Knudsenoverhauled R-42s assigned to A forming up to eight
10-car trains, and the R-38s had largely moved over
from A to the C to fill the void created by the departing
Phase Is. The continuing arrival of R-160Bs to the
Coney Island lines through 2008 also permitted R-40Ms
to be moved to A, really for the first time, beginning on
August 1. At first they were operated in separate consists from the Morrison-Knudsen-overhauled R-42s, but
within a few days the same fleet mixing that was their
hallmark at Concourse and East New York began to
occur and didn’t conclude. In any case, their arrival
served to complete the replacement of the Phase I R32s assigned to A and C, with the last of them heading to Jamaica on September 15.
The rest of the Morrison-Knudsen-overhauled R-42s
removed from service at East New York were sent di-

(Continued on page 8)
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tering of Phase I R-32s for a few days. An R-44 train or
two (sometimes as many as five) returned to A on July
19 and there they remained for the balance of the summer, but after this date the R-32s had disappeared
again. By August 9, 2010 68 of the R-44s were still
hanging on for A and C, with the 412 R-46s now
housed at Pitkin Shop handling most of the A service.
After the summer heat abated the R-44s were all
phased out in just three days (September 14-16), their
final trip being a fragmentary journey from 207th Street
to Euclid Avenue, where the last was permanently laid
up at Pitkin. From that time forward and for some time
to come it is anticipated that the A train will continue to
be exclusively served by R-46 equipment, though as
long as they last random 10-car trains of R-32s will
probably appear from time to time, as they did again
after October 6, 2010. In fact, during August and early
September of 2011 all of the system's 222 remaining
Phase I R-32s were briefly taken off C and relocated to
A, but this was a temporary situation and since that
time the R-32s have not reappeared on A at all.

(Continued from page 7)

drawn in December, 2008 for a look at their overall condition, as well as consideration of the future requirements of maintaining them for the longer term. Further
transfers of R-46s from Jamaica to Pitkin continued into
the spring of 2010 (as replaced in Queens by arriving
R-160s), and the full-scale withdrawal of the R-44s as a
group commenced on March 16. In addition, the Phase
I R-32s were temporarily removed from A on March 3,
leaving the line to be equipped with 75-foot rolling stock
in entirety for the first time. After the last two trains of
Phase Is had been relocated from Jamaica to 207th
Street, this breed then returned to A in limited number
on May 17. R-44 withdrawals accelerated after the R32s came back and as the rest of the 412 allocated R46s arrived from Jamaica through June 26, their number was reduced to 28 cars. All of the R-44s were temporarily transferred to C on July 15 in the wake of R-32
air conditioning troubles over an exceptionally hot summer, and all A service provided with R-46s and a smat-

Third Avenue’s Poor Financial Condition Led to its
Car Rebuilding Program 75 Years Ago

331-383

Third and Amsterdam Avenue

Yonkers

AprilSeptember,
1938

384-388

Third and Amsterdam Avenue

Ogden Avenue

February, 1939

389-392

Third and Amsterdam Avenue

Southern
Boulevard

February, 1939

393-399

Third and Amsterdam Avenue

—

—

400

Third and Amsterdam Avenue

Southern
Boulevard

December,
1938

(Continued from page 4)

During the 1930s, the 300s were transferred frequently, as shown in the following table:
TRANSFERRED TO
CAR
NUMBERS

ORIGINAL LINE

301-315

Yonkers Avenue

LINE

APPROXIMATE DATE

Yonkers
Mt. Vernon
New Rochelle

1938

316-320

Broadway

Ogden Avenue

February, 1938

321-330

New RochelleSubway
Mt. Vernon-229th
Street

—

—

Most of the 300s and several 100s continued running
in Yonkers until trolley operation was discontinued in
1952.
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No. 280
by Randy Glucksman

CONNECTICUT DEPARTMENT OF TRANSPORTATION
The following M-8 delivery updates were posted on
Metro-North’s website.

METROPOLITAN TRANSPORTATION AUTHORITY
This is absolutely astounding. Following MTA’s announcement at the end of January that it was hoping to
refinance its debt to pay for the Capital Program and to
raise new revenues, the Bloomberg News reporters
who covered the story let slip an oft-overlooked fact.
Because of an obscure provision at the end of the New
York State Public Authorities Law, MTA must pay the
state $8.40 for every $1000 it borrows through the sale
of government-backed bonds. In other words, if MTA
borrows $1 billion, it owes the state $8.4 million. Since
2006, this provision has cost MTA $206 million. It is also
particularly unfair on riders because if the state had
properly funded transportation, this would not be necessary. State Comptroller Thomas DiNapoli said the bond
issuance fee also is “an issue for other public authorities
that issue debt. As the State moves toward greater fiscal discipline, this is a practice that should be reviewed.”
Additional details on the celebration of Grand Central
Terminal’s centennial in 2013 have been published. A
special logo will be unveiled this year and an announcement will also be made later this year of the upcoming
events. 25 events planned so far include a Grand Central Terminal historical exhibition and gala next February, a parade of historic trains, and an exhibition –
“Grand Central Terminal – The next 100 Years.” The
United States Postal Service has already approved
creation of a commemorative Grand Central Terminal
stamp.
MTA METRO-NORTH RAILROAD (EAST)
In 2011, Metro-North carried 82 million riders, which
was 1.4% higher than in 2010. There were ridership
gains in all markets: AM inbound, nights, weekends,
middays, and holidays. Combined, Hudson, Harlem,
and New Haven Line ridership was up 1.7%. Only in
2008, before the recession, was ridership higher at 83.6
million. December saw a 6.4% increase, which was the
fastest growth all year and the largest one-month increase since September, 2000, when the ridership gain
was 6.7%. Records were also set for Thanksgiving
weekend and weekends in December. New Year’s Eve
had the highest ridership since the mid-1990s.
Of the 209,020 trains operated last year, 96.9% of
them arrived on time. This is impressive when one considers the effects caused by the winter of 2011, Tropical
Storm Irene, and the October 29 snowstorm. All of these
events caused the railroad to be temporarily shutdown.
MTA METRO-NORTH RAILROAD (W EST)
West-of-Hudson ridership declined 11.4% from the
previous year. This was not a surprise given the threemonth shutdown of the Port Jervis Line due to the damage inflicted by Tropical Storm Irene.

DATE

DELIVERED TO
NEW HAVEN
YARD

CONDITIONALLY
ACCEPTED BY
METRO-NORTH

February 6, 2012

0

78

Member Bill Zucker reported seeing M-8s 9110-3,
9120-3, and 9150-1. With the addition of those cars,
9100-5, 9108-13, 9116-23, 9126-35, 9138-9, 9142-57,
9162-7, and 9172-3 have been accounted for.
A revised Shore Line East timetable was issued effective January 23 with the new fares.
MTA LONG ISLAND RAIL ROAD
On January 23, the Long Island Rail Road and MetroNorth released their “Pledge to Customers.” The railroads pledge that they are dedicated to providing safe
and reliable transportation. In addition, their highest priority is to ensure customer safety. Other topics include:
Accurate and Timely Information, Courteous Employees, and A Clean Environment. When service disruptions occur, information will be provided about alternate
transportation. The following has been excerpted from
the Metro-North version. “Comfort of passengers – If a
significant incident occurs that prevents us from bringing a train to a station or that strands a train in a station
for an indefinite amount of time, we will move immediately to assist affected riders. Emergency personnel will
be dispatched to offer medical assistance and efforts
will be made to provide water. Onboard personnel will
walk through trains regularly and provide accurate and
timely information to customers. If efforts to move the
train are unsuccessful, you will be evacuated safely —
either to another train, to a nearby station, or to another
facility designated as a temporary shelter. To facilitate
these efforts, it is essential that customers listen for
crew announcements. Metro-North encourages its customers to stay on, and never leave, a stranded train that
is between stations unless directed to leave under the
supervision of the train crew or rescue personnel, or if a
clear life-threatening situation exists. When severe
weather occurs, and it becomes necessary to suspend
service, information will be provided and estimates
given when service will be restored. If service is suspended and is declared on the website, customers with
an unused One-Way or Round-Trip ticket may receive a
waiver of the $10 refund processing fee.” Additional details can be found on the Internet, and the Pledge will
be posted in stations.
(Continued on page 10)
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In 2011, the Long Island Rail Road operated 230,043
trains and during 52 rush hours (35 AM, 17 PM), trains
operated at 100% OTP. Overall, trains were on-time
93.71%, edging out 2010’s 92.76%. The Mean Distance
Between Failures (MDBF) also achieved an all-time
record 169,724 miles, surpassing the goal of 150,000
miles. In 2010, MDBF averaged 149,651. The M-7s,
which compose the majority of the fleet, achieved a record 431,125 miles in 2011; and in the month of April,
the M-7s tallied almost a million miles between breakdowns (actually 951,053 miles). Even the M-3s reached
record MDBF levels in the month of November, at
109,510 miles.
Last year, ridership fell 0.5% from 81.4 million (2010)
to 81 million. However, there is a positive sign — ridership rose by 2.2% in the last quarter of 2011, compared
to the same period in 2010.
The railroad posted these four “Storm Recovery
Schedules” on the Internet.
MODIFIED SCHEDULE 1: Weekday AM – Up to ten
trains canceled on these branches: One each on Port
Washington, Port Jefferson/Huntington, Hempstead, Far
Rockaway, Long Beach, and West Hempstead, and four
on Babylon. Weekday PM – up to 20 trains canceled as
follows: Port Washington (8), Port Jefferson (2), Ronkonkoma (1), Long Beach (2), and Babylon (7).
MODIFIED SCHEDULE 2: Modified Weekend with 37
extra trains in both directions.
MODIFIED SCHEDULE 3: Hourly service on four key
branches: Port Washington, Port Jefferson only to Huntington, Ronkonkoma, and Babylon.
MODIFIED SCHEDULE 4: Same as Modified Schedule 3,
but with service every two hours.
The railroad also offered these travel options if there is
no service on a commuter’s regular branch.
SUSPENDED SERVICE
Long Beach Branch
Far Rockaway Branch
Hempstead Branch
West Hempstead Branch
Oyster Bay Branch
Montauk Branch (east of
Babylon)
East of Huntington
East of Ronkonkoma

ALTERNATE SERVICE
BRANCH
Babylon Branch
Babylon Branch
Port Jefferson
(west of Huntington)
Port Jefferson or Babylon
Branches
Port Jefferson or Port Washington
Branches
Ronkonkoma or Babylon
Branches
Ronkonkoma or Port Jefferson
(west of Huntington)
Ronkonkoma Branch
(west of Ronkonkoma)

A Guide to Winter Weather Travel on the Long Island Rail Road was issued. It is similar to what MetroNorth issued (February Bulletin) and contains the information presented above.
10

New timetables went into effect on February 26. However, at publication time there were no details.
Three State Senators from Long Island, Charles J.
Fuschillo (R-Merrick), Owen Johnson (R-West Babylon), and Lee Zeldin (R-Shirley) have requested that
MTA accelerate a proposed project to add a second
track to the Ronkonkoma Branch, east of Farmingdale.
Member Larry Kiss fills in some details. There is a long
double-track section between Deer Park and Brentwood; otherwise, the branch has one passing siding at
Central Islip. If built, Ronkonkoma Branch riders would
see improved service as under the current operation,
during the AM peak there is no eastbound service and
during the PM peak, no westbound service, roughly
three hours each period.
During January, two Queens politicians, Congressman
Joe Crowley and City Council Member Daniel Dromm,
called on MTA to re-open the Elmhurst station on the
Port Washington Branch. This station closed on the last
day of 1974 and was located between Woodside and
Citi Field (then Shea Stadium). One email that I received told of the station being completely removed with
no current plans to replace it.
It has been previously reported in this column that
after the East Side Access Project opens and Long Island Rail Road trains are carrying passengers into
Grand Central Terminal, Metro-North plans to operate
some of its Hudson and New Haven Line trains into
New York Penn Station. Larry Kiss sent an article from
Newsday that reported on the front page of its February
5 edition “NEXT STOP PENN STATION – LIRR supporters fear overcrowding if MTA lets in more trains.”
Larry wrote: “it appears Newsday just wants to panic its
readers in an ‘Us’ (LIRR) against ‘Them’ (Metro-North)
scenario. What nonsense!” In fact, LIRR will have to
reduce its service to New York Penn in order to accommodate its new service to Grand Central Terminal.“
NJ TRANSIT
Waiting for a train at Secaucus Junction one evening
in January, as I looked closely at a monitor that lists the
trains, I observed that the word “In” had been added
just ahead of the number of minutes until the train’s
scheduled arrival.
RiverLine trains continued operating on a modified
Sunday schedule due to ongoing repairs from Hurricane
Irene.
Members Jack May, Phil Craig, and Frank Miklos,
speaking on behalf of themselves and also representing
the New Jersey Association of Railroad Passengers,
attended the Northern Branch meeting on January 24
and, naturally, spoke in favor of the project. Phil reported at times they were booed: “The Mayor was angry
with me, saying that I had quoted him out of context by
reading a 2006 resolution of the Tenafly Town Council
calling for New Jersey Transit to study extending Hudson-Bergen Light Rail to Tenafly. Said the Mayor: ‘I did
(Continued on page 11)
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not vote for the resolution; I just did not veto it.’ My response was, ‘It says “Mayor and Council by 5-0.” I believe what the resolution said then, not what you say
now that you have changed your mind.’" On January
31, The Record published a letter from Jack in its Editorial Page.
Member Stanley Harris also attended, but did not
speak. He reported: “An overflow crowd was in attendance. After hearing a detailed explanation, including
hours of operation (5 AM-10 PM) and expected 12,000
in the AM and PM, the public was allowed to speak. A
representative from the Borough’s Board of Education
opposed the rail line because of fears of safety of the
children going/coming from all five schools. Town officials, including the Chief of Police, were next to oppose
the project (and) gave scathing remarks about why the
rail line should not be placed in Tenafly. They also
vowed to take every possible legal step to stop the line
from being built in their town. There is no question that
the residents of Tenafly do not want a rail line. The
voices of protest are too loud to ignore. Note there was
no objection of having the line terminate in Englewood,
which is a second option NJ Transit is proposing.”
The Record reported that roughly 100 people attended the January 26 meeting and “most of them were
eager for the electrical trolley cars to roll through their
communities – although with several caveats.” One unidentified city leader urged NJ Transit not to allow Englewood to be held hostage by Tenafly officials who want
the system to end at their border. Supporters of the rail
project came from Ridgefield, Palisades Park, Leonia,
and Englewood. There are two options: extending from
the present HBLR terminus in North Bergen 8 miles to
Englewood, or 12 miles to Tenafly.
In anticipation of inclement weather on February 11,
system-wide cross-honoring was in effect all day. Fortunately for most, the snow that fell was negligible.
All NJ Transit rail stations now are equipped with
TVMs and effective March 1, train crews will be enforcing the NJ Transit policy requiring an additional $5
charge for all tickets purchased on board trains when a
ticket agent or TVM is available at the boarding station.
Not mentioned is the fact that Senior/Disabled are exempt from paying this fee. This story generated lots of
comments. Member Al Holtz wondered if there is a TVM
at the low-platform Monmouth Park stop (served only
when the racetrack is operating), while Jack May
wanted to know if one has been added at Riverfront
Park on the Broad Street Branch of the Newark Light
Rail. Member Bill Vigrass wondered if that would include Atco, where NJ Transit removed them on account
of vandalism. Maybe a local sign allows on-board payment for the handful of people boarding there who need
tickets. Many boarders have multi-ride tickets, as they
11

are casino workers.
Member Bob Kingman found a posting on the Internet
reporting that the four Comet Is that arrived in Canada
in January (February Bulletin) could first be going to
AllRail, a rebuilding outfit that started up in the last few
months at Coteau, Quebec.
The Delaware Valley Rail Passenger, published by
the Delaware Valley Association of Rail Passengers,
Inc., in its November, 2011 edition, contained an article
detailing the daily ridership of NJ Transit stations.
Below are the statistics for the terminals:
STATION

2011 RIDERS

CHANGE FROM 2010

New York Penn
Newark
Secaucus Junction
Hoboken

77,058
26,581
19,771
16,086

-2.9%
-2.3%
+5.0%
-2.6%

Atlantic City
Philadelphia-30th
Street

956
555

-8.3%
+1.8%

As expected, Northeast Corridor stations held 8 of the
10 top spots. The table below lists the 20 stations with
the highest ridership during 2011.
STATION

CHANGE

Metropark

WEEKDAY
RIDERS
7,298

Princeton Junction

6,826

-5.9%

4,866

-11.0%

Hamilton

4,707

-4.9%

Trenton

4,505

-8.4%

Metuchen

3,791

-3.3%

Elizabeth

3,667

-6.5%

Summit

3,565

+0.1%

3,495

-3.1%

3,105

-3.9%

New Brunswick

South Orange
Edison

LINE

Northeast
Corridor

Morris & Essex

-2.7%

Rahway

Northeast
Corridor

3.060

-4.7%

Maplewood

Morris & Essex

3,037

+0.1%

Newark Airport

Northeast Corridor
North Jersey
Coast
Morris & Essex

2,926

+2.1%

2,567

-10.6%

2,316

-5.5%

Raritan Valley

2,300

+0.6%

Northeast Corridor
M&E – Morristown
North Jersey
Coast
M&E – Morristown

2,019

-5.1%

1,845

-2.4%

1,688

-4.8%

1,687

-0.3%

Aberdeen-Matawan
Newark Broad
Street
Westfield
Linden
Morristown
Woodbridge
Millburn

The table below shows the top stations on each line.
(Continued on page 12)
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LINE
Northeast Corridor
M&E – Morristown
North Jersey Coast
Raritan Valley
Main/Bergen
Montclair-Boonton
M&E – Gladstone
Pascack Valley
Atlantic City

STATION
Metropark
Summit
Aberdeen-Matawan
Westfield
Ridgewood
Bay Street
New Providence
River Edge
Lindenwold

RIDERS
7,298
3,565
2,567
2,300
1,457
1,133
563
468
461

+/-2.7%
+0.1%
-10.6%
+0.6%
+4.1%
+15.4%
+5.2%
-3.3%
-9.1%

When the Great Notch station closed in January,
2010, it had the lowest daily ridership. These fifteen stations currently have the lowest daily ridership.
STATION
Mountain Lakes
Mount Olive
Lebanon
Mount Tabor
Peapack
High Bridge
Boonton
Annandale
North Branch
Towaco
Wayne-Route 23
Lake Hopatcong
Teterboro
Stirling
Basking Ridge

LINE
Montclair-Boonton
Montclair-Boonton
Raritan Valley
Morris & Essex
M&E - Gladstone
Raritan Valley
Montclair-Boonton
Raritan Valley
Raritan Valley
Montclair-Boonton
Montclair-Boonton
Montclair-Boonton
Pascack Valley
M&E - Gladstone
M&E - Gladstone

RIDERS
27
28
28
34
49
73
75
78
80
83
83
89
90
97
99

+/-30.8%
-24.3%
-6.7%
-17.1%
+11.4%
-3.9%
-11.8%
-33.3%
-20.0%
-30.3%
-7.8%
-25.2%
-2.2%
+11.5%
-3.9%

PORT AUTHORITY TRANS-HUDSON CORPORATION
PATH reported ridership of 76.6 million for 2011, which
is the highest in its history since taking over the Hudson
& Manhattan in 1962. The previous record of 74.9 million occurred in 2008. Thanks to member Ira Haironson
for this news.
AMTRAK
The 40th Anniversary train called at Meridian, Mississippi on February 4 and 5; Jacksonville, Florida on February 11 and 12, and Tampa, Florida on February 18
and 19.
On February 7, Amtrak announced that it had been
given approval to operate trains at 110 mph on tracks
that it owns between Chicago, Illinois and Lansing,
Michigan. This came after successful installation and
testing of a positive train control system (PTC). Since
2001, speeds have been slowly increased, first to 79
mph; the following year to 90 mph; and in 2005 to 95
mph. With these higher speeds, the schedules have
been trimmed by 20 minutes for the 2001 schedules
and 10 minutes from the 95 mph schedules. A celebration was held on February 15. Thanks to Bob Hansen
for sending these reports.
METROPOLITAN AREA
This is not a rail item, but many of our members also
12

have an interest in bus history. It was fifty years ago, on
March 19, 1962, that the Manhattan & Bronx Surface
Transit Operating Authority was created as a subsidiary
of the New York City Transit Authority. Known variously
as MaBSTOA or simply as “OA,” it was born as a result
of the failure of the bankrupt Fifth Avenue Coach Company and its subsidiary Surface Transit Incorporated, to
settle a strike that began March 1. I was in high school
and noticed the transition of the fleet from the Macks
and 35-foot General Motors “Old Looks” to the Transit
Authority 4000-series and finally to “fishbowls.” For
many years, MaBSTOA buses had their own lettering
and number series, but over the years that was eliminated.
MUSEUMS
The Shore Line Trolley Museum (Branford) announced these new special events for this year: Fire
Apparatus Show (June 23), Heroes Weekend (July 1415), Night Photo Shoot (July 24 and August 28), Trolley
Reading Program for Kids (Tuesday afternoons in July
and August), Old-time Movie Weekend in partnership
with East Haven’s Hagaman Library (September 15-16),
and Boy Scout Railroad Merit Badge (November 3-4).
Returning events are: Antique Auto Show (May 19),
Guest Operator/RT Weekends (third weekend, May
through September), Haunted Isle, Pumpkin Patch,
Santa on the Trolley, and Winter Wonderland. There are
activities for everyone.
MISCELLANEOUS
A proposal by the United States House of Representatives Transportation Committee (H.R. 7) had been circulating through the railfan circuit several days before it
reached the news media. And when that happened,
there was an explosion of criticism against this proposal, which would decimate the current methods for
funding public transportation in the United States.
The New York Times, in a February 9 editorial titled
“A Terrible Transportation Bill,” explained it this way.
“Here is a brief and by no means exhaustive list of the
bill’s many defects:
“The list of outrages coming out of the House is long,
but the way the Republicans are trying to hijack the
$260 billion transportation bill defies belief. This bill is so
uniquely terrible that it might not command a majority
when it comes to a floor vote, possibly next week, despite Speaker John Boehner’s imprimatur. But betting
on rationality with this crew is always a long shot.
“It would make financing for mass transit much less
certain, and more vulnerable, by ending a 30-year
agreement that guaranteed mass transit a one-fifth
share of the fuel taxes and other user fees in the highway trust fund. Instead it would compete annually with
other programs.
“It would open nearly all of America’s coastal waters to
oil and gas drilling, including environmentally fragile
(Continued on page 13)
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areas that have long been off limits. The ostensible purpose is to raise revenue to help make up what has become an annual shortfall for transportation financing.
But it is really just one more attempt to promote the Republicans’ drill-now-drill-everywhere agenda and the
interests of their industry patrons.
“It would demolish significant environmental protections by imposing arbitrary deadlines on legally mandated environmental reviews of proposed road and
highway projects, and by ceding to state highway agencies the authority to decide whether such reviews
should occur.
“In 1982, with President Ronald Reagan’s blessing,
Congress agreed to apportion 80 percent of the highway trust fund revenues to highways, bridges, and tunnels, and 20 percent to subways, bus lines, and other
forms of mass transit. In 2010, this meant around $32
billion for highways, bridges, and so on and $8 billion
for mass transit. The House bill would direct all the trust
fund money to roads and bridges. It would authorize a
one-time payment of $40 billion over five years for all
the other transportation programs, including mass transit, and smaller initiatives to improve air quality and
ease congestion. That means that mass transit would
have to struggle with others for yearly appropriations —
and would almost certainly get less than the $8 billion it
received in 2010.
“Where that $40 billion will come from is also unclear.
The idea that oil revenues from increased drilling will
provide it is delusional. Even if new leases are rushed
through, oil will not begin to flow for years, and neither
will the royalties.
“In any case, none of this is good news for urban transit systems, including New York City’s Metropolitan
Transportation Authority, which, in 2010 alone, received
about $1 billion from the trust fund.
“Ray LaHood, the transportation secretary, rightly calls
this the ‘worst transportation bill’ he has seen in 35
years of public service. Mr. Boehner is even beginning
to hear from budget-conscious conservatives who believe that relying on user fees is the most fiscally responsible way to pay for all transportation programs.
“Perhaps the House Speaker will listen to these warnings and send the bill back to the relevant committees
for the wholesale revision it needs. If he does not, and it
passes, then the Senate must stop it.”
On February 6, a coalition including MTA Chairman
Joe Lhota and various elected officials and labor officials attended a ceremony in Grand Central Terminal to
express their opposition to this proposal, which would
put thousands of jobs at risk. I have received emails
from my elected officials expressing their opposition to
what is being proposed and saying that they continue to
support public monies going to mass transit.
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The Star-Ledger reported that under this new financing proposal, the state of New Jersey would stand to
lose $396 million per year.
INDUSTRY
The American Public Transportation Association reported that for the third consecutive quarter, and the
third quarter of 2011, transit ridership increased. The
2.6 billion trips translated to a rise of 2% when compared to the previous year. Cities reporting double-digit
increases in light rail ridership include Dallas (+36.4%),
Seattle (+35.8%), Salt Lake City (+21%), Buffalo
(+19.5%), Oceanside (+16%), and Philadelphia (+10%).
22 of 27 commuter rail systems also recorded ridership
increases, a category that overall grew by 2.7%. Even
Nashville had an increase of 30.2%. 13 of 15 heavy rail
systems also had increased ridership. Thanks to Progressive Railroading for this report.
Amtrak’s new passenger cars are under construction
at the CAF manufacturing plant in Elmira. New York.
stargazette.com reported that the first cars are expected to be shipped during the first quarter of 2013.
CAF was awarded a $298 million contract in July, 2010
to deliver 130 cars (25 sleepers, 25 diners, 55 baggage
cars, and 25 baggage/dormitory cars) over a five-year
period. According to a CAF spokesman, the early cars
will go to Philadelphia, where they will be checked and
inspected by Amtrak to prove they will perform at the
designated speeds, and the remainder will go to
Hialeah, Florida for commissioning. Between July, 1986
and September, 1989, Sumirail, a subsidiary of Sumitomo, used this facility to overhaul NYCT subway cars
under a $150 million contract. CAF is also building 39
LRVs for Houston.
Kinkisharyo’s ameriTRAM (hybrid/battery/catenary)
LRV paid a visit to the HBLR Maintenance Facility on
December 23, 2011, where Hudson County and Hoboken officials inspected the car. Thanks to Railway Age
for this news.
Also in the January, 2012 issue of Railway Age was
the 2012 Passenger Rail Outlook. Here is an interesting
fact – in 1980, the United States had but 28 rail systems. At the end of last year there were 78! The magazine’s annual passenger car review and outlook for
North American cities shows in the table below that in
2011, deliveries of new and rebuilt vehicles decreased
significantly while the backlog of undelivered cars remained nearly unchanged.
YEAR

DELIVERIES

BACKLOG

2005
2006
2007
2008
2009
2010
2011

1,212
1,702
1,004
1,109
1,818
1,555
890

3,002
3,726
3,372
3,140
2,904
4,465
4,502
(Continued on page 14)
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SUPER BOWL XLVI
The New York Giants defeated the New England Patriots on Super Bowl Sunday, February 5, in Indianapolis
to win their fourth Super Bowl. The City of New York
held a “ticker-tape” parade down what has become
known as the “Canyon of Heroes” on February 7, and
because large crowds were anticipated, most of the
transit providers responded with additional service. Super Bowl XVLIII will take place at MetLife Stadium on
February 2, 2014, and will be the first to be played outdoors in cold weather in many years.
LONG ISLAND RAIL ROAD: Inbound, there were six extra
trains: three on the Babylon Branch and one each on
the Port Washington, Port Jefferson (from Hicksville) ,and Ronkonkoma Branches. Outbound, riders
found three extra trains on the Port Jefferson and Ronkonkoma Branches, two on Port Washington, and one
on the Far Rockaway Branch.
METRO-NORTH: Inbound, one extra train was operated
on each line. Outbound, the Hudson Line had two, while
the Harlem and New Haven Lines each had one.
NJ TRANSIT: Eighteen interstate bus lines offered additional service, but none was scheduled for rail. As I
waited for my usual morning train, I could not help but
notice that there were significant numbers of people
attired in New York Giants clothing who were headed to
the parade. When I spoke with a member of the train
crew, he told me that the train carried about 100 additional riders. He anticipated that the following train, a
local, would carry a lot more extra passengers. On my
homeward commute, another crewmember told me that
he did a midday trip on the Bergen County Line and the
six-car multi-level trainset was jammed with fans
headed for the 3 PM celebration at MetLife Stadium,
who would have to transfer at Secaucus Junction for
buses. Reportedly there were only five buses in that
service. This crewmember also told me that some of
those riders, when told that there would be no rail service to the stadium, did not want to believe him, saying
that there is always train service when the Giants or
Jets are at the stadium. On Monday, in answer to a
question posed by WCBS-880 News Anchor Wayne
Cabot regarding Meadowlands rail service, an NJ Transit spokeswoman said that it is only scheduled when an
attendance of more than 50,000 is expected, and so it
did not operate.
PATH: Service on the two routes to World Trade Center was increased between 9:30 AM and 3:30 PM. The
usual headways from Newark and Hoboken are 15 minutes and 12 minutes during middays. They were replaced by a five-minute and six-minute, respectively.

OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
The first four of an order for 75 cars being constructed
by Hyundai-Rotem arrived in New Bedford, Massachusetts on January 8. They will be stored at a facility until
June for reasons that were not made known. The New
Bedford Standard-Times reported that Kristin Decas
of the Port Authority stated that she believed that Rotem
had to get some here by a certain date to fulfill a contractual obligation. Ms. Decas also said that while in
New Bedford, the cars would be subjected to
“diagnostic testing.” Member Todd Glickman, who sent
this report, added: “They're road #s 1800 and 1801
(control cabs) and 800 and 801 (blind trailers with lavatories). On February 7, 2008, the MBTA Board approved
a $190 million contract with Rotem for the 75 bi-level
cars; these are the prototypes manufactured in Korea.
The remaining 71 cars are to be assembled in Philadelphia, and then delivered in 2012-3. The total order is for
28 cab-control cars without restrooms (1800-27) and 47
blind-trailer coaches with restrooms (800-846).”
During the first week of February, MBTA reached the
halfway point, the 12th of 24 meetings to discuss the
proposed fare hikes and service cuts, and attendance is
significant. So far, there have been 2,077 attendees
(counting merely those who signed in) and 618 lined up
to speak. Another 2,900 have sent their comments via
email.
LINDENWOLD, NEW JERSEY
After two years of no activity, a Delaware River Port
Authority (DRPA) committee voted to proceed with a
study of the proposed Camden-Glassboro project and
approved an $8.2 million contract for an environmental
impact study. The full DRPA Board must approve the
contract that would be paid for by NJ Transit, although
DRPA would oversee the work. Thanks to Bill Vigrass
for this news.
PHILADELPHIA, PENNSYLVANIA
SEPTA, on January 23, launched a redesigned webpage that shows the status of its service on a single
frame. If there is any advisory, one of the following symbols appears next to the bus, subway, trolley or regional
rail line: orange circle with an arrow pointing right
(Detour), red stop sign (Line Suspended), yellow square
with exclamation point (Service Advisory), and red triangle with exclamation point (Service Alert). As an example, on the day that I checked, Route 15/Girard had the
symbol indicating a “service advisory.” When I clicked
on it I saw that buses are being substituted through the
end of March due to track renewal work.
With the recent passage of a law that permits advertising on transit vehicles, SEPTA began “wrapping” some
of its buses and Silverliner Vs during December. The
first campaign was paid for by Dietz and Watson, purveyors of premium deli meats and cheeses, and involved 16 rail cars, digital station signage, and buses.
(Continued on page 15)
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SEPTA received $150,000. Thanks to member Lee Winson for these two reports.
Member Bob Wright rode the Norristown High-Speed
Line on January 12 and reported things are almost back
to normal. “There are still short speed-restricted areas
around Ardmore Junction and between Matsonford
Road and Gulph Mills. The construction is continuing
around Roberts Road (former Rosemont) around the
clock. At least service is better than it was.” Bob also
reported that beginning January 30, Silverliner V trains
are running on Saturdays for the first time since last
spring.
Cinders reports that at the end of January, 71 Silverliner Vs were on SEPTA property, with about 48 in service. They included 701, 703-724, and 801-848. Meanwhile, additional Silverliner IIs and IIIs have been retired, and that number totals 29. New additions to this
list are 202, 207, 209, 217, and 9002. This listing builds
on what has previously been published in the January
and February Bulletins. All but one of the push/pull
cars that were damaged by the flooding at the Trenton
station last August remains out-of-service. Not previously reported, but also out of service for the same reason, are Silverliner-IVs, 380-381.
Lee Winson wrote that while taking photos at Cornwell
Heights recently, “when the trains of Silverliner Vs depart, they accelerate sprightly, and with more and more
SL-5 runs, the Budd/St. Louis cars won’t have too much
time left, especially on off-peak and weekend runs.”
Member Dave Safford sent these two news items from
The Philadelphia Inquirer. “Pennsylvania Governor
Corbett declared Tuesday (February 7) that
the transportation problem is so vast that he will not
budget to address it, but instead will cut the transportation budget by about 9%. (Only politicians can follow
this line of reasoning.) He has, in this, ignored
the recommendations of his own funding advisory committee, which called for increases in various motor vehicle fees to fund transportation improvements, as being
in violation of his promise to do nothing
to increase state revenues. As a result, SEPTA will have
to again defer many of its planned capital projects.
These include bridge repairs, substation upgrades, etc.
This will not affect the operating budget, which will,
however, this year tap out the service stabilization (rainy
day) fund, thus promising services cuts or fare hikes in
2013.
“Philadelphia's mammoth city hall sits astride the intersection of the Broad Street and Market-Frankford subway lines and the terminus of the trolley subsurface
system. The reconstruction now under way of the plaza
west of the building will include five new elevators and
major upgrades to the access stairs and concourse, but
15

once past the turnstiles, patrons will face the same dilapidated maze of corridors and platforms as before,
thanks to deletion of capital funding from the state's
new transportation budget. As a parenthetical note, any
modifications to the present lab-rat maze would form a
fascinating civil engineering problem, as the subways
themselves, as well as the related pedestrian passageways, are of necessity threaded around and between
the massive foundations of the solid masonry City Hall.”
WASHINGTON, D.C. AREA
WMATA will hold hearings to raise fares by 5% this
July. Under the proposal, for Metrorail riders the minimum off-peak fares, which presently range from $1.60$2.75, would rise to $1.70-$3.50. Peak hour fares, currently $1.95-$5 would rise to $2.10-$5.75. The maximum off-peak fare would actually reflect a 27% increase
and is targeted at occasional riders and visitors. Metrobus fares would go up by 10 cents to $1.60. There
would also be increases for parking (25 cents per day)
and bike lockers. Thanks to Ira Haironson for this report.
TAMPA, FLORIDA
In November, 2010, voters rejected a one-cent sales
tax to fund a light rail line. Pinellas Suncoast Transit
Authority officials are getting ready to spend the next
year holding public meetings to explain the 24-mile line
that would run from downtown Clearwater via CSX
trackage towards the Gateway area and then to downtown St. Petersburg and Tropicana Field (home of the
Tampa Bay Rays) along I-275. Estimated to cost between $1.5-$1.7 billion, voters will not have a chance to
vote until either 2013 or early 2014. Thanks to member
Dennis Zaccardi for this report from The Tampa Bay
Times (formerly The St. Petersburg Times).
SOUTH FLORIDA
During January, while in Florida, I stopped at the
Delray Beach Tri-Rail station and picked up copies of
the September 12, 2011 timetable. This edition looked
different because it was printed in black and white
rather than in color, and is not on glossy paper like all of
the others in my collection. The last timetable that I
have is dated May 4, 2009. I checked with member
Walter Zullig, who agrees that is very likely that nothing
was issued in between; however, the May 4, 2009 edition was also published in a black & white “economy
edition.”
onboard, Tri-Rail’s passenger newsletter, in its December, 2011/January, 2012 edition reported that the
first of the agency’s new Rotem-Hyundai trailer cars had
started to arrive. With ridership growth averaging 10.8%
each month during last year, these cars will be used to
run three-car sets. Tri-Rail will also be adding new motive power as a result of awarding a $100 million contract to Brookville Locomotive for ten BL-36PH locomotives last March (May, 2011 Bulletin).
(Continued on page 16)
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McKinney Avenue line, just itching to get turned.”

(Continued from page 15)

PORTLAND, OREGON
Faced with a $17 million budget deficit, TriMet conducted an on-line survey where participants were given
the opportunity to vote for fare increases ranging from 5
cents (inflation) to 40 cents; eliminating free transfers
and round trips on a single fare; adding a new day pass;
or eliminating the Free Rail Zone. With each option, a
bar to the right of the page moved down to indicate the
amount of revenue generated. Although the survey had
closed by the time that I looked at it, I found that selecting a 40-cent fare increase would cover the entire deficit
coupled with all of the aforementioned proposals.
HONOLULU, HAWAII
Former Governor Ben Cayetano, who is running for
mayor of Honolulu, has vowed to kill the $5.27 billion
rail project. As mayor, The Honolulu Star Advertiser
reported, he would wield considerable power against
the project. The political offensive by Cayetano raises
the possibility that the engineers, planners, and project
officers the city hired to build the 20-mile rail line might
suddenly be confronted by a hostile city administration
with the power to block key components of the project.
Thanks to member Dave Erlitz for this report.
TORONTO, ONTARIO, CANADA
History was made during the morning rush hour of
January 27, when the final train of H-4s made its last
trip in revenue service. According to Subchat, the consist of the final run was (East)-5610-5611-5651-56505622-5623-(West), on run 264. This group of cars was
constructed by Hawker-Siddeley between 1974-5, and
were the last non-air-conditioned subway cars in Toronto’s fleet. A report forwarded by member Julian
Wolfe reported that some have been retained for work
service, while the others will be scrapped. In 2000, 44
H-4s were retired, followed by 38 more in 2011, and the
final six this year.
FROM THE HISTORY FILES
100 years ago: On March 23, 1912, Boston’s Cambridge Subway opened between Park Street and Harvard Square in Cambridge. Today, this is part of the Red
Line. Member Tony Fitzherbert wrote an article in the
May 1962 Headlights and mentioned that the 50th anniversary would be celebrated that year.
65 years ago: On March 22, 1947, the Branford Trolley Museum took possession of the property that it now
occupies.
25 years ago: On March 12, 1987, trolley service returned to Sacramento when LRVs began operating between Watt/I-80 and 13th Street. Today this is part of the
Blue Line, which has since been extended to Meadowview. RTD operates 37.5-miles of light rail, including the
Gold Line.
News items and comments concerning this column may be
emailed to ERAnewseditor@aol.com.

CHESTERTON, INDIANA
On January 27, the NICTD Board voted to raise fares
5%, rounded to the nearest $.025, effective February
15. I have mentioned this before, contrast this to what
happens in the New York metropolitan area, where transit agencies increase fares to the nearest dollar!
A new timetable was issued with the following schedule changes: South Shore trains no longer stop at Kensington/115th Street. Transfers to Metra trains must be
made at the 57th Street station. Weekend/Holiday Train
#513 departing Millennium Station at 11:15 PM terminates at Michigan City and has been renumbered 613.
CHICAGO, ILLINOIS
According to a report in The Chicago Tribune
(January 23), more than a month had passed
(December 16, 2011) since the 5000s were removed
from service ,and there was no timetable for their return
to service. X-rays and stress tests are being used to
determine the cause of the possible metal fatigue.
Twelve more cars have been delivered, and they have
joined the 40 presently out of service. Thanks to member Pete Donner for sending this report.
New timetables were issued effective January 29 for
the Union Pacific Northwest (Harvard) and Union Pacific (Kenosha) Lines. Like the timetables issued last
October (December Bulletin), the dates are prominently displayed at the top and also near the bottom in
smaller type. Thanks to member Jim Beeler for sending
copies.
MINNEAPOLIS, MINNESOTA
There is some good news for transit riders. Mark Dayton, the Republican Governor of Minnesota, has released his bonding proposal for this year’s legislative
session, and it includes funding for infrastructure projects, including the Southwest LRT. This 15-mile-long
line will connect Eden Prairie to the Hiawatha, Central,
and Northstar rail lines in downtown Minneapolis.
Thanks to Bill Vigrass for this report from Progressive
Railroading.
DALLAS, TEXAS
On December 15, 2011, a turntable was placed in service for the McKinney Avenue Trolley. The email forwarded by Jack May reported that the turntable bridge
is a former Texas Electric interurban bridge that has
been modified. The Dallas Morning News added that
the turntable is just one part of an $11 million project
(the turntable cost $668,000) to upgrade the area,
which is below a super structure adorned with LED
lighting and is adjacent to DART’s Cityplace station.
One of the other email recipients commented that with
their fleet of double-ended cars, this equipment was
redundant, to which Jack replied: “But there are two
Toronto PCCs in the collection, but not yet moved to the
16
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THIRD AVENUE’S POOR FINANCIAL CONDITION LED
TO ITS CAR BUILDING PROGRAM 75 YEARS AGO
(Continued from March, 2012 issue)
THE HUFFLINERS
Cars 551-625, the only center-exit cars
ever operated by the company, were nicknamed “Huffliners” in honor of Slaughter W.
Huff, who had been Third Avenue’s President
since 1918 and who was in favor of trolley
cars. Huffliners were lighter in weight, faster,
and more modern than the 100– or 300series cars.
When the engineers were designing the
Huffliners, they tried to produce a car that
was lighter than the 300-series cars, which
weighed 38,100 pounds. The company consulted the Aluminum Company of America’s
engineers and agreed to build an aluminum
alloy car. At the same time, in late 1936, it
was also building a car made of high tensile
alloy steel. The aluminum 551 weighed only
34,000 pounds, but the steel car, 601, was
1,200 pounds heavier. The two car bodies
were compared carefully on a cost-weight
basis, and Third Avenue felt that the additional cost could not be justified by the weight
saving. It ordered 24 alloy steel cars, 602625, which included many aluminum parts,
such as roof sheets, headlining, and bulkheads, in addition to stanchions, grab handles, seat handles, and sash. There were
about 1,000 pounds of aluminum in the alloy
steel cars.
ALCOA’s engineers revised the design to
reduce the weight and fabricating cost to the
minimum consistent with safety. Company
officials were satisfied with the plans and ordered 49 aluminum cars, 552-600. The new
car bodies were considerably lighter in con-

struction than the alloy steel or original aluminum body. But the bodies were stiffer than
the original aluminum car.
Steel car 601 was placed in revenue service immediately. We saw it operating on
Broadway on November 13, 1936. Car 551
was equipped with a trolley pole, PCM control, and track brakes. It was tested in Mount
Vernon and New Rochelle, and finally appeared in revenue service several years
later. Center doors were opposite each other
on 551 and offset on all other cars.
Unfortunately, we have no record of the
date the Huffliners were placed in service.
However, we observed the Broadway Line at
least once a week and we recorded the dates
we saw each car, as follows: Steel cars 602625, September 23, 1937-January 31, 1938;
Aluminum cars 552-600, December 3, 1937March 1, 1939. Company records reveal that
24 center-exit cars were running on November 29, 1937.
Third Avenue’s management tried to save
money by using second-hand parts in its new
cars. Its engineers selected a lighter motor
with sufficient power, 25 HP Westinghouse
#508A, which was readily available on the
used market. By rewinding the armatures
with two-turn windings instead of the original
three-turn windings, reducing the turns in the
field coils, and converting the motors to 300
volts, current was increased and speed was
increased from 25 to 40 miles per hour. The
rewound motors were rated at 38 HP.
Because automatic acceleration was too
(Continued on page 4)
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HISTORY OF THE A TRAIN—ERRATA AND ADDENDA
as submitted to and edited by George Chiasson
Subsequent to publication of “A History of the A
Train” starting in the May, 2011 edition of the Bulletin,
much newly-found historical information was provided
to the author by elevated railway historian Joe Brennan,
who has separately published historical articles related
to New York City’s early rapid transit development. Joe
was able to mine first-hand editions of various New
York City newspapers of the day, which have been digitized and are preserved through the archives at Columbia University. Other corrections, clarifications and additions were made at the behest of contributor Andrus
Kristopans, Mr. Thomas Appell, and senior ERA member Henry Raudenbush. Space does not permit publishing entire paragraphs. Instead we will list the date published and paragraph, column, and line numbers.

pulleys to string the spinning cable immediately
beneath track level and be threaded among the tops
of the steel support columns. This in turn required
that the columns thus far installed be modified and
strengthened with “pass-through’ and pulley retention bracketing. The first of the company’s real carriages arrived in August, 1869, though it is unclear
exactly how copious this acquisition was to be.
Trial trips were made on the length of the route
April 9 and 12, 1870, but (contrary to earlier, longheld information) the line was obviously not yet
open at that time. A second car had been delivered
by the latter date and regular inspection and qualification had by then commenced. A(n engineering)
load test of the structure then collapsed one span
on May 16, which required assessment, repairs, and
even further inspection before service could begin.
According to The New York Times, regular service
(finally) started on Saturday, June 11, 1870 between
Dey and W. 29th Streets, using three cars running
separately and just minutes apart, with the elevated’s
cables being drawn by stationary steam engines at four
wayside locations. From a practical standpoint, its purpose was mainly to haul suburban commuters between
the Financial District and the terminal of the Hudson
River Railroad (later known as the Hudson Division of
the New York Central Railroad) which was then on W.
30th Street just west of Ninth Avenue. As opened, the
railroad had been required to use teams of horses, and
not steam engines, to draw its trains north from the
original terminal at Chambers Street to 30th Street,
which made for a long, slow trip through the West Side
of Manhattan to start or end a journey that was potentially much longer. To put things further in perspective,
the Hudson River terminal at 30th Street was located at
what at the time could be considered an edge of the
city, and bore absolutely no relationship to the area
presently in the shadow of Penn Station (a plot that
wasn’t even surveyed for such purpose until 1903), but
rather was associated with a predecessor right-of-way
of the former West Side freight line that is being redeveloped into the “High Line” pedestrian walkway in
2012.
On many succeeding dates, mechanical problems
shut down operations, with the line reported to be
“closed indefinitely” as of August 25. It then was
evaluated and repaired once again, reopening to
attendant media fanfare on November 14, 1870 with
just one car in service, but the whole installation
evidently broke down yet again that same day and
the cable-powered line was then shut permanently.

MAY, 2011 ISSUE
THE FOLLOWING TWO PARAGRAPHS REPLACE
THE FIRST TWO PARAGRAPHS ON PAGE 2:
The Ninth Avenue Elevated, as originally opened under the auspices of the West Side & Yonkers Patent
Railway Company, has the distinction of being the very
first rapid transit installation on the North American continent, following initial establishment of the world’s first
subway in London, England in 1863 by just seven
years. Even so, it had been a long financial road for the
inventor, Charles T. Harvey, from incorporation in July
1866 to construction, which began in July 1867, to the
first practical demonstration on December 7, 1867
which consisted of Mr. Harvey riding a single truck on a
short stretch of track above the sidewalk of Greenwich
St., being pulled along by a cable. By mid-1868 the single-track elevated structure was completed along
Greenwich Street, from Battery Place (Bowling Green)
to Cortlandt Street in lower Manhattan (a location now
occupied by the World Trade Center site) and over the
next two years the line was extended up Greenwich
Street to Ninth Avenue, then Ninth Avenue all the way
to W. 29th Street. On February 5, 1868 an
“experimental car” was placed on the structure
which may have been scratch-built by Harvey, described as being iron and wood, with a row of reversible chairs "in the middle of and running down
the car," with a capacity of about 40 persons. Its
presence was noted again on May 1 and it made a
short inspection trip on June 6, 1868 but was then
never heard of again. In the following interim, the
infant structure’s cable propulsion system was redesigned, which forced extensive changes to the
work already performed. Whereas the original lines
were run down from the elevated and returned
through conduit beneath the sidewalk, a newer (and
perhaps more reliable) design provided for return

(Continued on page 3)
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Page 3, column 2, paragraph 3, last line — add:
21stStreet.
SECTION 6, PARAGRAPH 1
Page 4, column 1, last paragraph, line 3 — Add: from
Rector Street to 59th Street after Ninth Avenue.
Page 4, column 1, last paragraph, line 7 — Add the
following:
The original three-track piece of structure above
Battery Park (between Battery Place and South
Ferry Terminal) was not replaced but rather reinforced and re-laid with two widely-spaced tracks
instead of the three original narrowly-spaced irons.
Page 4, column 2, line 8 — Change “same date” to
“September 3.”

(Continued from page 2)

Subsequently it entered bankruptcy and was sold off to
bondholders, thereby reorganizing as the West Side
Patented Elevated Railway Company. Again contradicting conventional wisdom, the revitalized concern acquired a diminutive steam-powered
“dummy” engine named Pioneer (that is, a steam
engine with a passenger car shell) and used it to
haul two new cars beginning on April 6 (not April
20), 1871, discarding the original cable-powered
propulsion entirely. The original cable cars, with a
wooden passenger body suspended on springs between the iron end platforms, may not have been strong
enough to take the stresses of being pulled by a locomotive and would therefore have needed immediate
replacement for steam-powered operation to commence. According to media reports of the time there
were nine trips a day each way, of two cars each,
which connected with Hudson River Railroad trains.
A follow-up piece from July 20, 1871 stated that
there were by then ten trips each way and “the
train” had been extended to three cars. Though a
step in the right direction, the multiple financial entanglements of the original franchise proved fatal and the
company was again reorganized as the New York Elevated Railroad in December, 1871. After this time its
fortunes briefly stabilized, and additional station stops
were established which helped to attract more riders, as
well as expand the “culture” of the burgeoning Manhattan elevated railway. Each consisted of simple wooden
platforms reached by perfunctory stairways and were
opened at Watts Street, about midway up the route, on
May 6 and Little West 12th Street, where the el turned
from Greenwich Street onto Ninth Avenue, on June 17,
1872. In addition a second steam dummy was delivered
in late July, allowing more than one train to be operated
simultaneously. As a result sidings were installed on
each end of the single-track line at Dey and 29th Streets
to enable them to pass each other. That same year,
those few original (and mysterious) cars of the West
Side Patented Elevated Railway Company were replaced by the first four “shadbelly” coaches, which
had a low center of gravity to allay fears they might
wobble onto the paving blocks below. As more dummies and new cars were delivered over the next few
years, train lengths were eventually extended from two
to three cars each.
SECTION 5, PARAGRAPHS 3 AND 4 AS REVISED
Page 3, column 2, paragraph 2, line 6—add the following:
Interestingly, it was recently revealed that the
short new piece of structure that wound through
Battery Park was originally built with three tightlyspaced tracks.

JUNE, 2011 ISSUE
SECTION 7, PARAGRAPHS 5 AND 6 AS REVISED
Page 3, column 2 — The following replaces the last
sentence, lines 5-8:
To overcome one potential bottleneck these various
rush hour services created, every other morning Ninth
Avenue Express train skipped from 170th Street to
Jerome-Anderson Avenues stations starting in 1928,
thereby avoiding the busy stop at 167th Street.
SECTION 8, PARAGRAPHS 1 AND 2 AS REVISED
On August 30, 1869 the very first piece of West
Side & Yonkers rolling stock was delivered, as described by the following New York Times report of
the event: “(Yesterday) the first car was raised to its
place on the track of the Elevated Railway in Greenwich Street. This car is the first of ten which are in
process of construction for the company, and it is a
fair sample of the whole. In appearance it is not
unlike those in use on our street roads, except that
it is longer and more handsomely furnished. It is 27
feet long by 7 feet 9 inches wide, and is calculated
to seat from forty to forty-five persons. It is elegantly finished in black walnut and maple, the contrast between the two woods having a very fine effect. The seats are plainly but neatly upholstered
with carpeting. The bodies of the cars are being
built by Isaac Keith, of West Sandwich, Mass., and
the iron work is made and fitted at the Bethune
(Street) yards, near Ninth (Avenue), and the Harrison (Street) foundry.” This information refutes the
long-standing assertion that there were only three
cable-powered cars originally acquired from the
John Stephenson Company and is probably correct.
The Isaac Keith carbuilder was better known in the
industry as the Keith Car & Manufacturing Company, and had plants at various locations around
Cape Cod from about 1865 until it was finally acquired by the Standard Steel Car Company in 1930
(and ultimately disappeared by 1935). The last we
hear of this company’s product was the “Keith Tank
(car) Line,” which had “KTX” reporting marks and
(Continued on page 6)
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Third Avenue’s Poor Financial Condition Led to its
Car Rebuilding Program 75 Years Ago
(Continued from page 1)

Odd car 551 with a trolley pole (trial run at Garden Avenue,
Mount Vernon).
Bernard Linder collection

Car 554 on 42nd Street near Fifth Avenue in February, 1938.
Bernard Linder collection

Unpainted aluminum car 555 the day after its initial run, December 21, 1937, at 42nd Street and Sixth Avenue.
Bernard Linder collection

Car 563 in a red and buff paint scheme, May, 1938.
Bernard Linder collection

Steel Huffliner 601 at Broadway and 104th Street, April 21, 1946.
Bernard Linder photograph

Car 618 pulling unpainted car 584 into 130th Street Barn (129th
Street and Third Avenue) for painting on June 19, 1938.
Bernard Linder collection

his post, power was cut off and brakes were applied.
Door engines were interlocked with power so that the
car could not start with open doors. Treadle-operated
doors were interlocked with air brakes so that the car

expensive, the company installed a 22-point straight
parallel controller, which gave smooth acceleration up to
4 miles per hour per second, almost as fast as a PCC.
The deadman’s feature was mechanically interlocked
with a foot-operated brake valve. If the Motorman left

(Continued on page 8)
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THIRD AVENUE RAILWAY SWEEPERS

Sweeper 19, 161st Street and Amsterdam Avenue.
Bernard Linder collection

Storage battery snow sweeper 20.
Bernard Linder collection

Sweeper 24, 153rd Street and Amsterdam Avenue, February 8, 1936.
Bernard Linder collection

Union Railway sweeper 8.
Bernard Linder collection

Union Railway sweeper 14.
Bernard Linder collection

Union Railway sweeper 57.
Bernard Linder collection
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weight car. By comparison the succeeding shadbelly cars weighed over 2½ tons, while a doubletruck horsecar of that era measured around 5,000
pounds and a bobtail horsecar was under 3,000. A
surviving photograph shows one of these mysterious double-truck cars, looking like a horsecar, on
the el structure at the Battery Place end of track. It
has curved sides below the belt rail, nine side windows, and a platform at one end with no steps. For
want of a better explanation, it is possible that this
previously undefined (and now at best indeterminate) group of coaches were the ones procured
from the John Stephenson Company, if only because their body styling was quite typical of that
local builder, and they would have had to be designed and delivered expeditiously (just over three
months past reorganization) to meet the renewed
service date in April, 1871.
After its second reorganization under the New York
Elevated Railroad in late 1871, the Ninth Avenue El received a second steam dummy, named Manhattan from
the Washington Iron Works in July 1872, enabling more
than one train to be operated simultaneously by the late
summer. This was the first of five additional 0-4-0 steam
dummies that arrived from various builders through the
line’s first closing for reconstruction in March of 1875.
Three more were then delivered during the shutdown,
including two built by its own shop forces. Each bore a
name of local geographic significance (as was customary at the time) in addition to its fleet number of 2-9.
The first four “shadbelly” steam-drawn coaches
(numbered 1-4) were delivered to the New York Elevated Railroad Company in July, 1872 and replaced
the original, mysterious steam-drawn cars at the
earliest opportunity, which were presumably disposed of. As stated above, the “shadbellies” had a low
center of gravity to dispel concern that they might sway
off the elevated trackway. Their design was inspired by
traditional passenger railway rolling stock as it had
evolved to that time, being 35 feet in length overall but
accessed only via swing-gated, open-ended vestibules
of approximately 3 feet each that bracketed an enclosed cabin roughly 29 feet long. The floor level of the
middle 23 feet of the cabin was depressed between the
trucks, with a small set of stairs contained within as a
transition. The carbodies were actually narrower at
the thresholds than the cable cars had been (about
6 feet 9½ inches wide), and with the lowered center
floor offered an almost garishly high ceiling within
the enclosed cabin. They also had what appear to be
transverse seats and used oil lamps for illumination. As
also inferred above, these appeared in sets of up to
three cars, with consists being lengthened over time as
passenger traffic and the rolling stock fleet grew.

(Continued from page 3)

was leased for wine cargo through the 1930s and
into the World War II era. At any rate, native New
Englander Isaac Keith (born in Tamworth, New
Hampshire 1807, died on Cape Cod 1870) was the
firm’s proprietor whom, it might be noted, passed
away just as the West Side & Yonkers venture was
coming to fruition. The media report of 1869 postulates that the company had ten such units on order
but later recantations point to the actual delivery of
only three, for whatever reason. The three original,
low-slung cable-powered cars of the West Side &
Yonkers Patented Railway Company are most definitely
shown in drawings to be 30 feet in overall length—
though about one-quarter of this was consumed by
open-end vestibules at each end. The most recentlyobtained data shows them to have been 7 feet 9½
inches wide at the thresholds but (probably) 8 feet 6
inches high inside the cabin. In addition the original
gauge was set at 4 feet 10½ inches or the equivalent of one “chain” that was a prior standard on
most wheeled carriages, and the wheel flanges a
stout 1½ inches in depth. Each car had “grip” and
brake levers at each end on the open vestibules, with
passengers entering and exiting the cabin through quarter-point sliding doors. Interior appointments were perfunctory, with what look like (and as scantily described above) small transverse seats, with lighting
provided by oil-burning lamps. All three were used as
originally designed from the start of passenger service on June 11, 1870 until cable-powered operation
ended that November 14. The cars then probably
sat unused during the company’s initial reorganization and were subsequently disposed of. When operations resumed on April 6, 1871 as the West Side
Patent Elevated Railway, the company’s sole train was
powered by a diminutive, double-end steam “dummy”
named Pioneer that was built by the Handren & Ripley
(Albany Street) iron works of Manhattan, had an upright
boiler, an 0-4-0 wheel arrangement, and was enshrouded in an iron plate shell that was designed to
imitate the body of a coach (a trick then often employed
to avoid scaring animals at the wayside). Under load,
the Pioneer and its later sisters were able to reach a
speed of about 15 mph at their fastest, hauling just one
coach at first, then later as many as three. Information
regarding the original coaches used by the West
Side Patent Elevated Railway is sparse, but as inferred above they were apparently not the three
original cable-powered vehicles being hauled under
steam. The New York Tribune of April 7 says the
coaches weighed only 3,500 pounds, which if accurate would have made them an extremely light-

(Continued on page 7)

6

ERA BULLETIN - APRIL, 2012
on each set of the “Standard” BRT subway cars, to
open and close the doors. MUDC was developed in
New York, but it is unclear if in concept it was a
product of the Interborough or Brooklyn Rapid
Transit Company. MUDC was most definitely a follow-on to a different multiple door-opening system
for individual cars that was applied to other American rapid transit properties before World War I. This
earlier “button” (or “semi-automatic”) door control
group was electrical as opposed to mechanical in
nature, and first seen on the Hudson & Manhattan
as early as 1909 before being adopted for use by
Boston’s new “Cambridge Subway” in 1911. It then
appeared on new cars for the Chicago “L” in 1914
(but was not employed on Philadelphia’s Market
Street El), and was initially tested on the IRT Subway lines as early as 1920. In order to apply MUDC
to rolling stock assigned to BRT’s aging elevated
system, the prototype conversion of six standard el
cars into two permanently-joined 3-car sets was undertaken at the 39th Street Shops. By early 1922 this
yielded the first two sets of so-called “C” cars, which
were composed of two former 1400-series “BU” motors
sandwiched around a lone former trailer.
SECTION 12, PARAGRAPH 12 AS REVISED
Page 4, column 2, paragraph 2, line 11 — add the following:
THE “GREEN HORNET” AND THE “ZEPHYR”
In this vein both units did not even have automatic
couplers but rather a mechanical “tow bar” at each
end for emergencies; one compatible with Van
Dorn-type couplers used on el cars and the other
with the WABCO H-2 to interface with BMT’s steel
subway cars.

History of the A Train
(Continued from page 6)

SECTION 8, PARAGRAPH 8 AS REVISED
Page 6, column 1, paragraph 1 — after “more years,”
add: while another six wound up on the Denver,
South Park & Pacific narrow gauge line in Colorado
during 1880.

SEPTEMBER, 2011 ISSUE
SECTION 11, PARAGRAPHS 4 AND 5 AS REVISED
Page 5, column 2, end of paragraph 2 — add: For
BOT, the diversion of off-peak Fulton Street shuttles
to Eastern Parkway meant a manpower saving in
the form of station attendants dealing with the paper transfer at Rockaway Avenue and elimination of
a tower.
Page 6, column 1 — delete portion of line 4 and lines
5-8. Replace with the following:
Demolition of the Fulton Street Elevated structure from
the new subway ramp (a point just short of 76th Street)
to Rockaway Avenue began in January, 1958 and was
quickly completed, but according to one account the
piece between Atlantic Avenue and Rockaway Avenue
lasted until sometime in 1960. A couple of segments of
the Broadway Junction complex survived until about
1965, though they were not in use; specifically, the
structure from Pitkin Avenue to Snediker Avenue (once
plied by Manhattan-bound Fulton Street El trains) and
the inclined, curving three-track el that had so intricately
joined the original Fulton Street alignment to the “new”
Atlantic Avenue station.

OCTOBER, 2011 ISSUE
SECTION 12, PARAGRAPH 2 AS REVISED
Page 2, column 1 — delete portion of line 26 and last
two lines. Replace with the following:
In addition, center doors and cable grips or cable depressors were installed on at least part of the original
steam coach fleet (100-244) to enable them to be
hauled by either the new bridge motors to and from
Manhattan or the usual Forney locomotives on the
Kings County line, during the time this service actually
operated between November, 1898 and July, 1899.
SECTION 12, PARAGRAPHS 5 AND 6 AS REVISED
Page 3, column 1 (“THE ‘C’ CARS”) — delete paragraph 3 and column 2, first five lines. Replace with the
following:
THE C CARS
In 1921, as the bankrupt BRT was fading from the
scene, a means was sought to begin the installation of
Multiple-Unit Door Control on elevated rolling stock.
MUDC was a system which allowed the doors of several cars to be controlled from one or two central positions along the length of any given train. This would
significantly save on labor cost as all trains in their
original form had required that one man be present
on each set of vestibules, or at one central position

DECEMBER, 2011 ISSUE
SECTION 14, PARAGRAPH 1 AS REVISED
Page 2, column 1, end of paragraph 1 — add the following:
One first-hand observer distantly recalled that it
was usually on the southbound side (A1 track)
when seen late in its life, by which time the stature
of Downtown Brooklyn as an important shopping
and entertainment center had significantly declined,
thanks in large part to the convenience and expansion of subway travel to and from Manhattan.

FEBRUARY, 2012 ISSUE
SECTION 2, PARAGRAPHS 6 AND 7 AS REVISED
Page 10, column 1, paragraph 1, line 9 — after
“Franklin Avenue,” add the following:
...with a fairly long siding inserted between the
express tracks from just east of Lafayette Avenue to
just west of Clinton-Washington Avenue.
Page 10, column 1, end of paragraph 2 — add the
following:
(Continued on page 8)
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original construction in the 1930s.

MARCH, 2012 ISSUE

(Continued from page 7)

SECTION 13, PARAGRAPH 2 AS REVISED
Page 2, column 1, paragraph 2, line 13 — after
“trucks,” add the following:
...which would result in a complete (and very expensive) frame replacement.

It was recently discovered that the “box” beam
centers above the express tracks under Pitkin Avenue (from Pennsylvania to Euclid Avenues) are
more widely spaced than the otherwise-typical 5
feet in deference to the Fulton Street El’s footings,
and had to be underpinned during the subway’s

ERA MEMORIES
by Frank Miklos
Editor's Note: The following article originated in an email
that discussed riding the final trolleys in Washington, D.C.
I did make the last day of Baltimore PCC cars, November 2, 1963. I took an early train from Trenton,
where I had arranged to meet another railfan from New
Jersey who had boarded in Newark. In Baltimore there
were railfans all over the place with cameras. I remember boarding one car and taking a seat behind two railfans. We started a conversation and learned that they
both also came from New Jersey. One was Al Holtz and
the other was Walter Zullig. That evening I rode a fantrip that was operated by ERA. It ran all night, covering
the entire system, and it was dawn when the car pulled
into the Irvington carhouse. During the course of the trip
we passed regular cars making their last trips, and before our trip ended we started passing buses making
their first runs. That was when the reality really struck.
There was one fantrip car still on the line, and as a gag
our Motorman waited out of sight on the loop track in
the back of the barn until he heard the wheels squealing
on that car turning into the building. He then pulled
through the barn and back onto the street for the short
trip to the nearby Irvington loop. When the people on
the other car got wind of what we had done, they followed suit. They were a local group from Baltimore who
were not about to allow an out-of-town group have the

honor of making the last run. The ERA trip, however, did
make the last run from Catonsville. On that trip I sat in
front of a railfan from Brooklyn named Arthur Lonto. It
was the first time I met him. Years later, just before I
retired from NJ Transit, I was having lunch with one of
our supervisors from the Port Authority Bus Terminal.
Somehow the subject of the Baltimore light rail system
came up, and he mentioned that he was there on the
last day of PCC operation and that he was on a car that
was chartered by ERA. He remembered the incident
with the two cars jockeying for the honor of the last run
at the Irvington carhouse.
After riding all night on the Baltimore PCC fantrip, we
realized that this may be the last opportunity to ride four
different trolley systems in one day without flying between cities, so we stopped off in Philadelphia on the
train back from Baltimore. We rode on the Philadelphia
Transportation Company system before going out to
69th Street for a ride on one of the Red Arrow trolley
lines. After that we took a train from Philadelphia to
Newark for a ride on the City Subway. Four systems in
one day! I didn't get home until after 10 PM, meaning
that I had gone for over 36 hours without any sleep, but
I had a great time doing all that I did. I seriously doubt
that I would have the energy to do that today.

Third Avenue’s Poor Financial Condition Led to its
Car Rebuilding Program 75 Years Ago

Car 555 was operated in polished aluminum finish and
554 was painted tan with red striping below the windows.
Although Third Avenue’s older cars ran for 30 or 40
years, the Huffliners, which were replaced by buses,
were taken out of service when they were only ten
years old. Aluminum cars 551-600 were apparently
scrapped and steel cars 601-625 were sold to Brazil,
where they continued operating for several years.

(Continued from page 4)

could not start until the doors were closed.
Doors were operated from a push-button through a
selector switch, allowing the Motorman to open the front
half of the front door, or both halves of the front door,
with or without energizing the treadle door.
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by Randy Glucksman

MTA LONG ISLAND RAIL ROAD
New timetables for the period February 26 through
May 13 were issued. The only cover with any indication
of a service change is the Montauk Branch, where over
the weekends of April 10-12, 17-19, and 24-25 the
bridge over the Shinnecock Canal will undergo rehabilitation. Bus shuttles will operate between Speonk and
Montauk. West of Speonk, rail service operates. A special timetable titled East of Speonk Shinnecock Canal
Bridge will be issued.
This timetable edition also accommodates construction work on these branches:
RONKONKOMA: Due to renewal of the Wicks Road railroad crossing in Brentwood overnight on weekends,
three westbound trains had their schedules adjusted
between 13 and 27 minutes.
OYSTER BAY: Off-peak on weekdays, grade crossings
are being renewed at Sea Cliff Avenue in Sea Cliff, IU
Willets Road in Albertson, and Duck Pond Road in Glen
Cove. One eastbound off-peak train and one westbound
off-peak train are canceled, resulting in trains running
every two hours instead of hourly until peak service resumes.
LONG BEACH: Also weekdays, off-peak, ties are being
installed between Jamaica and Valley Stream. Eastbound trains depart three minutes later and westbound
trains three minutes earlier.
BABYLON: Weekend track work between Freeport and
Wantagh will result in adjusted train times of up to nine
minutes.
CITY TERMINAL ZONE: Following completion of weekend Atlantic Viaduct work between Atlantic Terminal and
East New York, Hempstead and Far Rockaway weekend schedules to and from Brooklyn were adjusted between 1 and 5 minutes to accommodate the FreeportWantagh track work.
In order for Sperry Rail Testing to take place, a special
timetable was issued for the Montauk Branch for March
12-15. Depending on the day, riders had to switch to/
from trains/buses at Speonk, Patchogue, or Babylon.
The Long Island Rail Road also reported higher ridership for the month of January, exceeding last January’s
total by 3.7%. The actual numbers are 6,431,658 vs.
6,042,091.
NJ TRANSIT
On February 28, while my train was en route to Secaucus, the train’s Conductor announced that due to a
track condition, passengers bound for New York Penn
Station should ride to Hoboken and use PATH, which
was cross-honoring rail tickets. The email alert was sent
out at 6:34 AM, and within minutes additional notifica-

METROPOLITAN TRANSPORTATION AUTHORITY
Although the law banning smoking at Long Island Rail
Road and Metro-North rail stations went into effect on
November 13, 2011, enforcement did not begin until
February 15, 2012. Violators can be ejected from the
property and face fines of up to $50 or imprisonment of
not more than 30 days, or both. This law does not cover
Metro-North stations in Connecticut.
In response to a question raised at the March meeting
of the Permanent Citizens Advisory Committee to the
MTA concerning the future routing of Metro-North trains
into New York Penn Station, Chairman Joe Lhota said
trains of both railroads could operate there. (This topic
was reported in last month’s Bulletin.) Mr. Lhota also
said that he disagrees with some Long Island lawmakers who say that there is no room. He also said: “I can’t
accept something never happening. We’re examining
it…You just can’t close doors. There might not be
enough room in the LIRR section, but he would negotiate with the other railroads (Amtrak and NJ Transit)” to
see if Metro-North could be accommodated.
MTA METRO-NORTH RAILROAD (EAST)
The rebuilt and expanded Cortlandt station (Hudson
Line) was dedicated at a February 15 ceremony. The
new facility includes an overpass extension that ties the
original station east of the tracks with a new entrance
on the west side off Route 9A, with new parking and a
landscaped, canopy-covered, intermodal drop-off plaza.
The new overpass has a heated waiting area with numerous benches and a coffee concession. Both east
and west parking lots and the center island platform are
served by elevators and enclosed staircases.
Ridership for the month of January, at 6,588,015, was
4.1% higher than January, 2011. Last January,
6,273,893 passengers were carried.
New timetables were issued effective April 1. However, details were not available at publication time.
MTA METRO-NORTH RAILROAD (W EST)
Effective January 9, Quiet Cars came to the New Haven Line. Eighteen AM and PM peak hour trains are in
the program. Trains with Quiet Cars have a “Q” in the
column below the train number.
New timetables were to be issued effective April 1.
However, details were not available at publication time.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
Since his report in last month’s Bulletin, member Bill
Zucker observed M-8s 9106-7, 9114-5, 9136-7, 9168-9,
9174-7, and 9180-1. With these additions, the following
cars have been accounted for: 9100-23, 9126-39, 914257, 9162-9, 9172-7, and 9180-1.
The latest update on Metro-North’s website is February 6, and shows 78 M-8s are in service.

(Continued on page 10)
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tions went out regarding Midtown Direct service being
rerouted to Hoboken, and the usual cross-honorings
being put into place. I went to Hoboken, as did the majority of my fellow passengers. Midtown Direct service
resumed at 7:39 AM, and following another incident at
9:51 AM where a disabled train was in one of the tunnels, service was reported on or close to schedule before 10:30 AM.
On two consecutive days, March 5 and 6, problems in
one of the North (Hudson) River Tunnels caused singletracking between Secaucus and New York Penn Station. The usual procedures were put in place: Midtown
Direct service to Hoboken, cross-honoring with NJ Transit and private bus carriers and PATH. Having used the
PATH option the previous week, I decided to take my
chances on any delays caused by the single-track operation, and the difference was less than ten minutes.
The PATH option the previous week took over 20 minutes. For the March 6 delay, NJ Transit issued the following explanation: Train #3806 (3:47 AM Trenton), incidentally the first eastbound AM train, encountered damaged overhead wires in the south tube. Before a rescue
engine could be dispatched, the wires had to be removed. This process took until 8 AM. Delays, which
were initially 10-15 minutes, soon became 20-30, then
30-45, and then 45-60 minutes. Service in and out of
Hoboken was subject to 10-15-minute delays. The final
alert, which was sent at 11:45 AM, reported service as
operating normally in and out of New York Penn Station.
I was unable to learn the cause of the previous day’s
delay, but everything was cleared up by 8 AM.
Had the other the aforementioned incidents not occurred, I would not have reported that on March 8, between 7:30 and 9:40 AM, Northeast Corridor riders experienced 10-15 minute delays due to an opening of the
Portal Drawbridge. I included this delay so that our
members who are not commuters would have some
sense of what commuting several hours a day sometimes entails.
Ticket vending machines (TVMs) are in the process of
being upgraded. Some of the enhancements include the
ability to accept multi-payment options: cash, credit, or
debit cards, and Transit Benefit cards. Testing has been
conducted at New York Penn Station to permit use of
contactless bank cards and smart phones that have the
Google Wallet App. Whenever I am in the proximity of a
TVM where the purchaser is using, for example, a $20
bill for a fare costing a few dollars, the sound of the dollar coins being returned as change makes me feel like I
am in a casino and the person has won a jackpot. Well,
that may soon come to an end, because a pilot program
has been launched at New York Penn Station and at the
HBLR Exchange Station that offers $1, $5, $10, and
$20 bills as change rather than the one-dollar coins.
10

(One of my former bosses preferred the dollar coins.)
Signs indicating the Quiet Car have been appearing in
Hoboken Division trains. The first time I saw one of
these signs, the train crew placed it on the ceiling of the
“B” end, where passengers board. Several days later,
another crew taped the sign to the storm door. When I
asked if there was a policy as to where the sign should
be placed, the Conductor told me no. He just put it
where thought the passengers would see it.
Each year, additional North Jersey Coast Line service
operates between Bay Head and Long Branch in support of the St. Patrick’s Day Parade that takes place in
Belmar. This year, the event was held on Sunday,
March 4. Hourly service ran between the aforementioned stations, eastbound (9:21 AM-9:21 PM) and
westbound (8:46 AM-10:46 PM).
At least five Comet Vs, 6505, 6210, 6576, 6579, and
6036, have been partially “wrapped” to advertise Ameri
Health of New Jersey. Four (not 6505) were on a Pascack Valley Line train that I rode several times during
March.
New timetables were to be issued effective April 1.
Details will be reported in next month’s Bulletin.
Member Bob Wright wrote that on a trip to New York
during February he noticed an Arrow III with a painted
gray roof. He asked a colleague in New York about this
and was advised a number of the cars have received
this treatment. “Not sure if anyone else has noticed (or
why the roofs are getting painted).”
As was anticipated by most of the railfan community
last fall, ACES service will not return. According to report on March 9, the service lost money during its threeyear run (Surprise! Surprise!).
In mid-February, NJ Transit released the results of its
latest customer satisfaction survey, which was the third
since the program began last year. Overall satisfaction
was 5.1 on a scale of 0 to 10, down from 5.3 in the previous period. Rail service scored 4.1. The survey polls
bus, rail, light rail, and AccessLink riders, asking about
facilities, scheduling, vehicle conditions, communications, on-time performance, and fares. The survey was
taken in early November, 2011, right after the October
Nor’easter. During this period, 95% of service operated
on time.
Member Bob Vogel sent photos showing that construction is now underway to build the Atlantic City Line
platforms of the Pennsauken Transit Center. Last year,
work was complete for the companion RiverLine station.
RiverLine trains continued operating on a modified
Sunday schedule due to ongoing repairs from Hurricane
Irene. A PDF of this schedule, which is dated November
7, 2011, is posted on NJ Transit’s website. In addition,
under Transit Advisories were details that an embankment between Roebling and Bordentown had been extensively damaged by the hurricane. A March update
reported that work had been completed on the second
(Continued on page 11)
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retaining wall and work was now underway on a third
wall.
The mayors of Englewood and Leonia submitted letters to NJ Transit for the Northern Branch DEIS. However, Englewood Mayor Frank Huttle said a primary
concern is a proposal to eliminate 128 on-street parking
spaces in the business district, something that would
have to be changed for him to support the plan. "Loss of
on-street parking spaces in the Central Business District
is completely and utterly unacceptable to Englewood,
as it would decimate our CBD," he wrote. In his letter,
Tenafly Mayor Peter Ruskin also raised concerns about
the effect the light-rail line would have on his borough's
business district, saying it would cause traffic at already
stressed intersections and eliminate 90 parking spaces,
85 jobs in six businesses, and five residential units.”
METROPOLITAN AREA
Replacement of the 1955-built Tappan Zee Bridge has
been in the news for many years, actually since thenGovernor George Pataki suggested it in 1998. There
have been studies, which determined that the existing
bridge cannot be rehabilitated, and must be replaced.
Until late last year, a new bridge was to be constructed
with a commuter rail and bus rapid transit capability,
although neither would have been available on Day
One of the new bridge’s operation. The bridge was a
significant part of the I-287 Corridor Project. That all
changed when a decision was made in Washington,
D.C. that a highway-only bridge would be built, and as
quickly as possible, using a design-build approach.
There were public meetings in Westchester and Rockland Counties last October (November Bulletin), where
the officials heard from many residents, including your
News Editor, that the new bridge must have a mass
transportation component.
On February 23, a contractor drilled core samples of
the soil below where the new bridge would stand. Public
hearings which are required as part of the draft environmental impact statement (DEIS) process were held in
Rockland County on February 28 and two days later in
Westchester County. Again I spoke at the meeting in
Rockland with my remarks supporting the construction
of a bridge that included commuter rail and bus rapid
transit.
AMTRAK
The New York Times (March 10) reported that
Queens City Councilmember Peter F. Vallone, Jr., who
represents the area where the Hell Gate Bridge stands,
is making an issue that the bridge needs a paint job.
Amtrak owns the 3½-mile-long steel span, which is a
vital link in its Northeast Corridor Line. When opened in
1916, the original lead-based paint lasted 60 years. Use
of that type of paint is no longer permitted due to health
risks. In 1991, Mr. Vallone’s father (then Speaker of the
11

City Council) managed to get Congress to appropriate
$55 million to paint the bridge. Instead of using a conventional color such as gray, Amtrak wanted red – so
the bridge was painted in a blended color called Hell
Gate Red. Four coats (two coats of epoxy primer, a red
urethane finish and then a clear finish, all designed to
protect the surface from corrosion, ultraviolet rays, and
salt from the river water below) were required in a process developed by Valspar, a large paint company. Even
before the job was completed, the paint began to fade.
There were lawsuits, which were finally settled after a
few years.
The Spring/Summer timetables were issued effective
April 1.
The fifth annual National Train Day will be on May 12.
Celebrations will take place in New York City, Philadelphia, Chicago, Los Angeles, and other cities.
MUSEUMS
During a recent trip to Maryland, my son Marc came
across a former Baltimore & Ohio RDC-2, which had
been placed at the Gaithersburg, Maryland rail station.
Marc found a posting on the Internet, reporting that the
car arrived on the overnight of January 12-13, 2012.
Originally purchased by the B&O Railroad in September
1953, in later years this car was re-numbered and sold
to Maryland DOT, for which it operated in MARC service
as #3. After a rebuilding to restore some of its original
features, for unknown reasons It now carries the number “1951.” I emailed the B&O Museum, which did the
restoration work, asking how this car came to have this
number, but did not get a response. MARC’s Brunswick
Line trains serve Gaithersburg. CSX freights pass this
station daily. Amtrak’s Capitol Limited (Trains #29/30)
passes through, but does not stop at Gaithersburg.
MISCELLANEOUS
When Congress failed to extend the $230 monthly
transit benefit last year that transit riders could use from
pre-tax income, the amount dropped to $120. Locally,
the New York State Senate passed legislation to make
this a state benefit at $240. The next step was up to the
New York State Assembly, which, after approval, would
send the bill to the Governor for his signature.
On March 11, New York U.S. Senator Chuck Schumer
held a press conference in New York Penn Station to
announce that the U.S. Senate Transportation bill would
restore this benefit retroactively to January 1. The
House of Representatives must also approve the bill.
In response to the proposed House Transportation
Funding Bill, H.R. 7, President Obama promised to veto
the bill if it came to his desk (March Bulletin). Mass
Transit Magazine reported that the President’s proposal to spend nearly half a trillion dollars over a sixyear period would not get Congressional support.
House Republicans have proposed spending about
$260 billion over nearly five years, but the bill is drawing
fire from so many quarters that the ability of Speaker
(Continued on page 12)
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John Boehner (R-Ohio), to get it passed was in doubt.
In fact, a vote was postponed until February 27 at the
earliest, but it has not taken place at this writing.
The Congressional Quarterly (March 5) reported that
Speaker John Boehner “sidelined” Rep. John Mica after
the aforementioned proposed bill was attacked by all
sides. The task for coming up with a multi-year transportation bill has been given to Representative Bill
Shuster (R-Pennsylvania). A short-term bill expired on
March 31. Rep. Shuster’s father was Bud Shuster, who
headed the House Transportation Committee from
1995-2000. According to news reports, it is likely that
the House of Representatives would approve a version
of the Senate bill.
INDUSTRY
To commemorate the 30th anniversary of the Norfolk &
Western/Southern Railway merger, which took place in
1982, up to 18 diesels will carry the paint schemes of
predecessor railroads. They include Central of Georgia,
Conrail, Erie, Erie Lackawanna, Lehigh Valley (red),
New Haven (not definite yet), New York Central, Nickel
Plate Road, Norfolk & Western (blue), Penn Central,
Pennsylvania (Tuscan Red), Pittsburgh & West Virginia,
Reading, Savannah & Atlanta, Southern, Tennessee,
Alabama & Georgia, Virginian, and Wabash. A poster
was circulating on the Internet depicting these
schemes, and when one of our members requested
information on how one could be obtained, another
member replied, “There’s chatter elsewhere that although NS’s intentions are real, the poster is faked by a
railfan.”
During 2011, transit ridership in the United States
grew as Americans took 10.4 billion rides. This is a billion more than they took in 2000, and the second most
since 1957, according to the American Public Transportation Association. The higher numbers can be attributed to employment gains and the increasing cost of
gas – over $4 per gallon in many areas.
ST. PATRICK’S DAY
In the New York metropolitan area, both MTA railroads
operated additional service to and from the St. Patrick’s
Day Parade, which took place on a Saturday. On both
railroads, alcohol was not allowed on station platforms
or aboard trains.
LONG ISLAND RAIL ROAD: Three extras were operated
in each direction on the Port Washington, Ronkonkoma,
and Babylon Branches. The Babylon extra service operated from/to Wantagh due to the track work project
(please see above). There was one extra westbound
PM train on the Montauk branch following the St. Patrick’s Day Parade, which was held in Montauk
METRO-NORTH (WEST): One extra train in each direction between Port Jervis/Secaucus/Hoboken
12

METRO-NORTH (EAST): Fifteen extra inbound trains
were operated. There were seven on the Hudson and
four each on the Harlem and New Haven. At Poughkeepsie, Beacon, and New Haven, tickets were collected prior to boarding trains. Outbound, there were
two Hudson, one Harlem and three New Haven Line
trains
NJ TRANSIT: One extra train between Dover, Long
Branch, and Trenton and New York, in each direction.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
MBTA fare increases would be limited to 25% and
other state agencies as well as major nonprofits, universities, and public attractions would be asked to aid the
“T” under a proposal presented on February 16 by the
MBTA Advisory Board. The Board, which represents
cities and towns served by the transit agency, offered
the plan as an alternative to steep fare hikes and deep
service cuts that were proposed in January. MBTA is not
obligated to accept this recommendation. That would
erase nearly $70 million of MBTA’s $161 million deficit
for the coming year, while a 25% fare increase could
generate $75 million, even with an expected loss in ridership. The remainder would come through a host of
new payments, including a proposed 50-cent surcharge
on tickets to major sporting events and concerts, as well
as a wage freeze for MBTA employees.
On Presidents Day, MBTA operated a Saturday
schedule on its commuter rail, subway, trolley, trackless
trolley, and bus lines.
One of Todd’s sources at Massachusetts Bay Commuter Railroad (MBCR) told him that during the week of
February 13, a test train was operated from T.F. Green
Airport to the still-under construction Wickford Junction
station to gauge running times, with crew qualification to
follow. Opening is anticipated for April or May. Several
days later, Todd emailed: “I just passed Wickford Junction, heading south on (Amtrak) #2165 - looking good!
Rumors still of a mid-April opening.”
Repairs to the Red Line, which shut down subway
service on weekends between Harvard and Alewife,
were completed on time and within budget. Service resumed March 10 (December, 2011 Bulletin).
The warmer winter weather in the Northeast has been
welcomed by many, especially MBCR, as it has seen
fewer service delays. The Globe also reported that the
better performance is also due also to greater investment by the “T” and MBCR, and better deployment of
resources.
On March 9, Massachusetts Department of Transportation (MassDOT) and MBTA announced a new realtime travel information collaborative initiative designed
to provide I-93 southbound commuters information
about the Lowell Line rail option. A variable message
sign (VMS) positioned just after the I-93 Concord Street
(Continued on page 13)
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exit (exit 39) will display the time of the next scheduled
train departing from the Anderson-Woburn Regional
Transportation Center during weekday morning commutes. The message will be displayed until several minutes before the next departure to allow customers
enough time to exit I-93 and drive safely to the station.
This initiative will be in use for the 5:55-11:35 AM departures. Thanks to member Todd Glickman for these reports.
The New Hampshire Watchdog reported that the
state of New Hampshire dropped plans that would have
spent $250 million on a rail study to connect Lowell,
Massachusetts and Nashua, New Hampshire. The plan
had drawn the ire of Republicans in the State Legislature, who dubbed it “senseless” and a waste of money.
Transportation Commissioner Chris Clement said that
the state does not have the funding to maintain the existing roads. Former Transportation Commissioner
George Campbell made the Capital Corridor project a
top priority, and repeatedly sought federal funds to pay
for its construction, but this is not so for the new guy.
LINDENWOLD, NEW JERSEY
PATCO began a three-month pilot of Quiet Cars on
March 1. What is different about this program is that it
will be in effect 24 hours a day, Mondays through Fridays, in the last car of each train. In the lead-up to this
initiative an on line survey was conducted, which
showed that riders favored quiet cars. Another survey
will be taken at the end of the pilot.
In answer to a question posed in an email, member
Bill Vigrass reported: “PATCO no longer operates onecar trains and has not done so for a number of
years. Operations has always disliked the singles because they had two extra air reservoirs for single car
emergency braking, provided in case a single car lost its
regular air brake and was coming down the
bridge. Intelligent design, but it meant that it took longer
to pump up a train containing singles after an emergency brake application. More importantly, PATCO has
always experienced unexpected crowds in off-peak
times in downtown Philadelphia as when a theatre or
concert or sporting event lets out. A single was simply
overwhelmed. While PATCO operations planning tries
to keep up with events, there were always some that
were not well publicized that would generate 100 or 200
passengers during an evening weekend or other time. A
double could handle it, but not a single. Operations is
much happier with two-car trains. All remaining 24 singles will be converted to 12 doubles in the rebuild program. The first two are at Hornell now. Single car 116,
which was damaged beyond repair by internal fire from
floor heaters, will be a mockup prototype.”
PHILADELPHIA, PENNSYLVANIA
Member Dave Safford puts his own take on these
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news reports from The Philadelphia Inquirer: “It's
never where you want it. SEPTA is in the position of
trying to flog off a surplus Center City railroad tunnel.
This branches off from the former Reading Main Line, a
few hundred yards north of the Art Museum,
and travels 2.1 miles, over half underground, in a 52'
wide tunnel, with the rest largely in a deep cut, to the
location of the former Reading Terminal. It formerly brought newsprint to the Inquirer, grain to an online elevator, and passengers from the Reading to the
terminal, but the Inquirer has moved to Manayunk,
the granary is an architect's office, and the terminal is
part of the Convention Center, and the line sits, track
removed, empty and decaying. Somehow it, and
the viaduct that brought the electric lines to the terminal,
have been gifted to SEPTA, but SEPTA has no use for it
or money to adapt it if they did. Meanwhile it sits badly
in need of maintenance, and an "attractive nuisance",
tempting the young to break their necks inside so that
their parents can sue. So now they are trying to promote a deal to turn the entire system — tunnel, cut, and
viaduct – into a "linear park." Clearly the scenic value of
an abandoned tunnel cannot be overestimated. Cost is
estimated at $80 million, which is in nobody's budget,
but various civic associations are trying to scare up
enough cash to at least get things started.
“On February 23, SEPTA, rather grumpily, awarded
Ansaldo STS USA Incorporated a $98.7 million contract
for a positive train control system, and a related $1.7
million contract to Independence Constructors Corporation for necessary right-of-way work. This work is required to be complete by December 31, 2015 for compliance with federal law. SEPTA noted, however, that
this work will, over the next three years, displace other
urgently needed capital projects. The impetus for the
federal requirement was a crash in Los Angeles that
killed 25 people and injured over 130 others.
“Employment is up in a specialized industry: stealing
copper wire and cable from railroad lines. The loss of
power and communications cables to thieves attracted
by the near-record prices of scrap copper ($3.50/lb.)
has increasingly delayed trains and endangered passengers. Amtrak lost 300 feet of wire in January, delaying NJT trains. This was the reason for one of three related delays on NJ Transit since the first of the year.
SEPTA averages three delays a month, and spends
$500,000 annually to repair or replace damages from
copper scavengers. Installations are being armored or
other materials substituted for copper (PVC for copper pipe, for example), but this, too, has a cost and is
not always practical. The unkindest cut is that thieves
caught are given minimum fines or time because the
cash value of the stolen material is relatively low.”
Lee Winson added: “Cut wires can send rogue electric
currents running through station hand rails, water pipes,
or even the ground. The SEPTA thefts are part of a
(Continued on page 14)
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Market-Frankford Line

WEEKDAY
RIDERS
189,610

much broader scavenging epidemic ravaging transit
agencies, power utilities, residential properties, sculpture grounds, and abandoned buildings.” Lee sent an
update that on February 24, a 40-year old man from
Robeson Township was arrested for cutting signal
wires. He told police that he thought that the wires were
out of service and that he was allowed to cut them. He
was arraigned before a district judge and sent to Chester County Prison in lieu of $75,000 bail.
Related to the news item above, member Frank
Pfuhler sent a report about the Connecticut Trolley Museum (Warehouse Point) in East Windsor. According to
the report from nbcconnecticut.com, the thieves broke
into a storage barn shortly after 12 noon on February
18, destroying woodwork and stripping copper and
brass from 4 trolleys. The damage was said to be in the
thousands of dollars. Another report added that the
damaged cars included Connecticut Company 1326
and 840 and Centerville, Albia & Southern freight motor
101.
The Delaware Valley Rail Passenger, published by
the Delaware Valley Association of Rail Passengers,
Incorporated, in its December, 2011 edition, reported
the financial performance of SEPTA’s commuter rail
lines. These figures in the table below were based on
the number of peak cars.

Broad Street Subway

127,470

44%

10

16,501

49%

11

18,617

50%

13

18,220

43%

34

18,889

48%

36

18,543

40%

15

10,570

28%
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22
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Norristown

10,632

22

60%

Warminster

9,130

20

59%

Paoli/Thorndale

22,852

64

54%

West Trenton

12,826

36

50%

Wilmington

9,322

30

46%

Doylestown

14,980

40

46%

Airport

5,560

9

45%

Fox Chase

5,141

14

43%

601

2

43%

5,188

11

42%

11,782

34

39%

5,282

14

38%

123,865

318

49%

Media/Elwyn

Cynwyd
Chestnut Hill
East
Trenton
Chestnut Hill
West
System Total

OPERATING
RATIO
49%

Subway/Surface:

Norristown High-Speed
Line
101

9,275

28%

3,500

24%

102

2,900

28%

In the table below is the data for SEPTA’s other rail
lines:

Although there were no tables for the trolley bus lines,
DVARP reported that they rated well.
Lee Winson wrote: “SEPTA website reported there
would be numerous runs of Silverliner Vs over the
weekend of February 17-18, so I went out to get some
photographs. Because of the schedules, I was able to
plan a "circle trip" as you'll see below. The weather was
moderate. My first stop was St. Martin's (Chestnut Hill
West Line) to catch an outbound SL V for a photo similar to that in the Don Ball PRR book. I then planned to
go to Chestnut Hill West and get more photos while the
train was on layover. However, it was announced on the
PA that the train had mechanical problems and was
canceled. There wasn't even a substitute train. Also, the
subsequent scheduled inbound run from Chestnut Hill
West was canceled, too. I killed some time walking
along Germantown Avenue. Although it was cool outside there were a lot of people out walking. There are
some empty stores on the avenue but I think there are
some newcomers. The Borders bookstore at the top of
the hill is closed and empty. My next stop was Fox
Chase. The train from Chestnut Hill West was to go to
Fox Chase via Center City and I thought I could get
more pictures at Fox Chase. I also wanted to see the
new station building that was built last year. While the
inbound run from Chestnut Hill West was canceled, a
Silverliner IV set from Center City to Fox Chase was
substituted. My first photo was at the grade crossing of
Oxford Avenue and the railroad track, a few blocks
south of the station, an interesting location. I can't believe that in all the years I lived in the northeast I never
went to that location for a photo. After that, I took a few
pictures of the station.
“I then drove to Torresdale, where Silverliner Vs were
scheduled close together in both directions. The outbound train had them, but the inbound train had SL
IVs. There was a new inbound station building. It ap(Continued on page 15)
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peared that more parking spaces were created at Torresdale. At both Fox Chase and Torresdale stations, the
Philadelphia Parking Authority (PPA), not SEPTA, operates parking lots. The price was the same ($1/day), but
SEPTA does not charge on weekends while PPA
does. There are electronic kiosks instead of plain parking meters. Most SEPTA lots still use coin-slot-panel
boxes. (One day at Yardley the panel box was open and
coins were all over the ground.) So I ended up with only
one SL V picture. It was still an interesting day as I
haven't been to Fox Chase or Torresdale in many
years. On Verree Road there are new developments on
what I thought was parkland. Holy Family College has
expanded, eliminating some wooded sections of their
campus. On Grant Avenue there were a number of new
shopping centers, though there were also a number of
boarded-up buildings. The buildings were jammed
tightly together; now that I've lived in the suburbs I'm
used to more buffer space between developments. Later in the evening I took a walk to the Yardley
station at 9 PM. The inbound train was made of up
Budd Silverliner IIs. So, even in February, 2012, they
are still being used on weekends. (I was lucky to get
pictures of them at Trenton in January (both interior and
exterior), see http://world.nycsubway.org/perl/imgdate?
20120215, where they're posted.)”
Bob Wright added: “As of late in the week of February
13, this schedule was no longer being shown, so as of
the week of February 20, trains slated to run with Vs
were no longer called out separately. The implication is
that there are enough Vs on the property that they are
merely going to get dispatched just like other equipment
and could show up on any train. The website update
starting for the week beginning February 27 is similar,
with no specific schedule in the Silverliner V portion of
the website, just information on the cars and order. I
noticed 711 on an AM inbound Cynwyd run on Tuesday,
February 21 (they served this line earlier last year, but
with 2-car trains instead of the normal single car used
on this line).”
Finally, Lee wrote that SEPTA has posted a booklet
about its Silverliner Vs, which can be found at http://
www.septa.org/service/rail/silverliner-brochure.pdf.
Member Alfred Gaus, Jr. was kind enough to send me
a “hard” copy of the Silverliner V brochure, which he
wrote was distributed at the Philadelphia Auto and
Flower Shows. In other news, SEPTA crews worked fast
to remove the old low-level platform at the Ryers station
(Fox Chase Line). “On March 5, it was cut up and lying
on the ground along with several signs. The next day
the very long concrete steps were all chopped up. I remember when the very old ‘L’-shaped wooden steps
were removed 17-20 years ago. They dated to the
Reading days. SEPTA was already working to remove
15

the tarmac from the low-level platform. It is hard to believe that SEPTA still had not gotten around to tarring
over the platforms at Ryers. Until 15-17 years ago it still
consisted of loose cinders, etc.” He closed with: “My
father was a regular commuter at Ryers when we
moved to Burholme around 1951-2. He worked for the
Reading, then we moved to Fox Chase in September,
1961.”
From Cinders: As of the end of February, these 77
cars were on the property: 701, 704-736, and 801-852.
702 is still undelivered and undergoing major retrofit.
This car had been in Canada undergoing cold weather
testing. The following Silverliner IIs and IIIs are now out
of service: 213, 258, 269 (had “PENNSYLVANIA” on its
letter boards), 9004, 9005 (Budds), and 221 and 222
(St. Louis). As of February 23, 35 of these cars remained in service, and they are: 203, 212, 215, 216,
218, 219, 252-256, 259-261, 266-268, 9001, 9006-10,
9012-6 (Budds), and 223, 225-227, 229, 230, and 235
(St. Louis). So many had been retired that a track was
set aside to hold these them. By early March, the first of
the scrap trains was ready to move to a point in New
Jersey where the scrapping would occur. At the same
time, a used equipment dealer, Sterling Rail, was advertising these cars for sale at $65,000 each.”
The remaining Hurricane Irene-damaged push/pull
cars (2401, 2503, 2506, 2508, 2509, and 2512) and
380-381 (Silverliner IV) from the overflow of the Assunpink Creek in Trenton, are still out of service.
PITTSBURGH, PENNSYLVANIA
On March 25, PAT opened the 1.2-mile North Shore
Connector from the Gateway station to the North Side
station and the Allegheny station. North Side, like Gateway is underground, but Allegheny is elevated. Additional details next month.
WASHINGTON, D.C. AREA
The Brunswick schedule changes that were to take
place in January have been delayed due to “push back”
from riders, according to member Steve Erlitz. The latest news is that there is no news. However, on April 2,
Camden schedules were changed.
On February 15, VRE awarded a $21 million contract
for 8 bi-level gallery cars to Nippon Sharyo and Sumitomo Corporation of America (SCOA). The contract includes an option to purchase an additional 42, and if the
options were exercised, would raise the total contract to
$119 million. The first eight cars (no breakdown was
reported, cabs vs. trailers) are scheduled for delivery in
2014 and will allow retirement of the ex-Metra cars (built
1955-6) that have been in service for VRE since the late
1990s. VRE already has 71 similar cars also constructed by these firms. SCOA reports it has delivered
643 gallery cars to transit agencies in the United States.
With the experience of having heavier passenger
loads on the early afternoon trains before the eve of a
holiday weekend, such as Presidents Day, Virginia Rail(Continued on page 16)
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way Express (VRE) operated its longer train consists on
Fredericksburg Line Train #303 and Manassas Line
Trains #327 and 329 on February 17.
Seven public hearings were held between March 13
and 29 to discuss the proposed 3% fare increase. If
approved, fares would rise during the first week of July.
During March, videos showing the first production
model of WMATA’s new cars, 7000, were posted on the
Internet.
CHARLOTTE, NORTH CAROLINA
Member Joe Canfield sent an article from The North
Carolina Journal, which reported that Iredell County
Commissioners voted not to help fund the $452 million
Red Line commuter rail project. The Commissioners
said that they were worried that the project would end
up costing more money and would not create the economic development that was anticipated. In addition,
just one mile of the 30-mile line is within the county limits. Financing this project are the state of North Carolina
(25%), Charlotte Area Transit System (25%); the seven
local governments that the line would serve
(Mecklenburg County, Iredell County, Charlotte, Huntersville, Cornelius, Davidson, and Mooresville) would
pick up the remaining 50%.
ORLANDO, FLORIDA
Construction of the Altamonte Springs station, one of
12 stations to be built in the first phase of SunRail, began on January 27. Phase I (31 miles) is scheduled to
open in 2014.
CINCINNATI, OHIO
Railway Age reported that a groundbreaking ceremony was held on February 17 for the initial 3.1-mile
loop (January Bulletin). Joining city officials were
Transportation Secretary Ray LaHood and Federal
Transit Administration Administrator Peter Rogoff. In
response to those city officials who still oppose the project, Mayor Mark Mallory said: “The streetcar project
has been approved by the City Council, it is a priority of
the city administration, and it has been (supported) by
voters twice at the ballot. This project will move forward." An order for streetcars is expected to be placed
later this year.
DAYTON, OHIO
Proposals are due on April 10, for two “Dual Mode
Heavy Duty Diesel Electric Trolley Buses” and an option
for up to 200 coaches. This would occur following a
one-year test period. At the present time, the Greater
Dayton Regional Transit Authority operates 54 Electric
Transit, Incorporated trolley buses, which are based on
a design built by the Czech firm Skoda and delivered
between 1995 and 1998. Thanks to Bill Vigrass for this
news.
CHESTERTON, INDIANA
Thanks to member Jim Beeler, who sent copies of
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NICTD’s February 15 timetable, which replaced the
June 1, 2011 edition and includes the new, higher fares.
CHICAGO, ILLINOIS
Timetables were issued effective January 29 for the
Milwaukee North (Fox Lake) and North Central
(Antioch) Lines. Like the timetables issued last October
(December Bulletin), the dates are prominently displayed at the top and also near the bottom in smaller
type. Thanks to Jim Beeler for sending copies.
On February 17, Metra approved a $1.8 million contract to study a 6-mile extension of the BNSF Aurora
Line to Owego, which is located in Kendall County. This
westward extension would include one intermediate
station – Montgomery, which is in Kane County. Although Kendall County is not part of the six-county RTA,
it would have to pay for this extension and may have to
consider joining the transit agency. At the current time
commuters have a park-and-ride lot in Oswego and use
PACE Bus Route 907 (a 22-minute ride) to reach
Aurora. There are three AM and PM trips. No funding
for this project has been identified. Thanks to Jim for
sending these articles from The Chicago Tribune.
Seven CTA Red Line stations are to receive a facelift
under a federally funded $57.4 million project. They are:
Jarvis, Morse, Granville, Thorndale, Berwyn, Argyle,
and Lawrence.
DENVER, COLORADO
For its proposed Northwest Rail Line, RTD is considering replacing commuter rail with Bus Rapid Transit
due to significant cost increases. The cost of the Northwest Rail Line project has increased from $894.6 million
to $1.7 billion following receipt of recent information
from BNSF Railway.
DALLAS, TEXAS
Member Steve Siegerist had a correction about the
article in the March Bulletin that states that the Dallas
McKinney Avenue trolley turntable "is a former Texas
Electric interurban bridge. Actually, the bridge carried
the Cotton Belt Railroad over the Texas Electric in what
is now North Dallas. When the DART LRT Red Line
was built, in the early 1990s, on the former Cotton Belt
right-of-way, the bridge was removed by McKinney
troops for use as the turntable. DART constructed a
new bridge for the Red Line trains, which is located between the Park Lane and Walnut Hill stations. A photo
of this location is on page 184 of the Texas Electric Railway book by Johnnie Myers, issued as CERA Bulletin
121. The book refers to the railroad as the Southern
Pacific, which was the parent company of the Cotton
Belt (St. Louis Southwestern).”
PHOENIX, ARIZONA
The 3.1-mile extension to downtown Mesa has been
recommended to receive an additional $20 million in
this fiscal year. Receipt of those funds, coupled to the
$35.5 million already received, will allow utility relocation to begin this spring. The $200 million Central Mesa
(Continued on page 17)
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light rail extension will travel through downtown Mesa to
Mesa Drive by late 2015/early 2016. More than half of
the project’s total funding has already been programmed using Proposition 400 and federal air quality
funds.
ALBUQUERQUE, NEW MEXICO
Effective April 7, additional Saturday service is being
operated by RailRunner, with two extra trips in each
direction.
PORTLAND, OREGON
After fare evasion had become a problem, transit officials decided to crack down. Last July, TriMet shifted to
fare enforcement over education when checking fares.
Six new supervisors were hired, bringing the fare inspection team to an equivalent of 18 full-time fare enforcers. The dedicated fare inspection team is augmented by all other supervisors spending an hour a day
checking fares. As a result, in January, TriMet reported
that 1,795 citations were issued to riders without a valid
fare, a 48% increase in citations compared to January,
2011. Riders caught without a fare had an 82% chance
of receiving a citation or exclusion; in January, 2011,
they had a 35% chance. Riders without a valid fare face
a $175 citation or face exclusion for up to 90 days.
LOS ANGELES, CALIFORNIA
Member John Pappas observed Expo Line trains in
testing and sent this report. “On February 17, I was at
the rail junction at Washington & Flower, Expo trains
were one or two cars and used both types of equipment
(Nippon Sharyo cars from the Blue Line and Duewag
P2000s assigned to the Expo Line). The problems of
controlling the trains at the junction have apparently
been solved. The Blue Line schedule now features a
six-minute peak headway and is timed so that trains
pass at the junction. That allows three minutes between
it and the Expo trains. Expo will start with a 12-minute
peak, which means there will be a missing cycle every
12 minutes. It takes almost three minutes to turn equipment from the inbound to the outbound platform at 7thMetro Center, so that missing trip will help them get
back in sync if they fall behind. The following day, I ventured to the Expo Park/USC station, which is on the
ramp leading out of the underpass that avoids the Exposition-Figueroa intersection and takes the line onto
Flower Street. It was interesting to see that everything
running was three-car trains. For those of you who follow problems with picture-taking, ...I was accosted by
one of the Expo construction supervisors, who advised
me that I had been reported and it was illegal to take
pictures of the trains. He wouldn't identify himself. I was
standing on a public sidewalk at Exposition & Vermont
when he walked up. He threatened that I would not
want to be reported again. I followed up with MTA people I know, including the head of rail, and was told there
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was no restriction against taking pictures, so who knows
what authority this guy thought he had. I finally got my
ride in on the Gold Line East L.A. branch, which also
includes a tunnel section and two stations. The Breda
cars on this line ride well and are comfortable, despite
whatever shortcomings they had which canceled much
of the order. Of course it is beyond a dream to once
again ride across the First Street Bridge on a rail vehicle
49 years after the P Line was converted.”
TORONTO, ONTARIO, CANADA
Member Pete Donner recently had the opportunity to
visit Toronto and sent this report: “One of my objectives
was to ride the new Toronto Rocket (TR) subway cars,
which are being built by Bombardier. On the day I set
aside to ride a trainset, I didn't have to wait long as I
estimate at least 10 new trains were in service on the
Yonge-University-Spadina Line. What first caught my
eye was the sloped ends of the trains (similar to the first
generation of BART cars) which serve as the Train Operator’s cab and for the Guard (Conductor) on the opposite end who controls the opening and closing of the
doors. The cabs are painted black, which surprised me,
as a previous subway car order was delivered with
black ends, which were subsequently painted silver as
the black color was deemed to be a safety hazard for
maintenance of way workers. The cabs are equipped
with four doors (one on each side) enabling operating
crews to enter/exit the cabs without having to traverse
through the passenger area and providing for emergency exits if required. The sides of the trains are
smooth, no external ribbing or fluting. Train sets are
made up of six 75-foot compartmentalized cars with the
overall length being just over 462 feet. The cab cars are
numbered 5xx1 and 5xx6 with the middle cars numbered 5xx2 through 5xx5, with the numbers xx7 through
xx0 not used. One such set is numbered: 5381-6. The
cars are connected by an articulated section, which enables one to walk through the train without having to
open any doors (similar to the BMT D-Types), thus creating an impression that the cars are larger than they
actually are. Internally, the walls of the new cars are
painted bright white and seats are finished in a burgundy colored fabric. Vertical and horizontal stanchions
are placed throughout the car adjacent to the seating
areas. Additionally, a horizontal grab rail is attached to
the ceiling in the center of the car and individual metal
handholds are attached to this rail. To prevent passengers from accidentally bumping into the handholds, they
are spring-loaded into a horizontal position but can be
swiveled to a vertical position and when released, automatically return to the horizontal position. Two display
signs are included in each car showing the train destination, the next stop and which side the doors will
open. TTC subway cars have maps of the heavy rail
and Scarborough Rapid Transit lines posted throughout
the car. On the new TR cars, future en-route stops are
(Continued on page 18)
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Around New York’s Transit System
Excavation Completed for 7 Extension
MTA has finished digging the tunnels for the 7
extension from Times Square to 34th Street and
Eleventh Avenue. Boring machines dug two deep
tunnels under existing transit lines. The new tunnels
pass through the abandoned lower level platform of the
Eighth Avenue Line’s 42nd Street station. Although parts
of the platform remain, 7 riders will not be able to see
them. The next obstacles are the Port Authority Bus
Terminal and the roadways leading to the Lincoln
Tunnel. The tracks then curve under Eleventh Avenue
and pass under Amtrak and NJ Transit tracks. A soaring
curved roof covers a 1,200-foot mezzanine located
above a very deep terminal station at 34th Street.
The March, 2007 Bulletin reveals that except for the
stations, the tunnels go downhill from Times Square to
34th Street. Grades are –3.75% for 1,141 feet from
Times Square to Tenth Avenue and –3.0% for 1,650 feet
from Tenth Avenue to W. 37th Street. The new terminal
is more than 100 feet below the sidewalk, 52 feet lower
than the Tenth Avenue station shell, and 97 feet lower
than the Times Square station.
The February, 2012 Bulletin reports that NYC Transit
is ordering additional cars to provide adequate service.
Because the entire line will be equipped with a new
CBTC signal system, R-142As will be rebuilt to R-188
specifications, CBTC-equipped, and transferred to 7.

The R-62As operating on 7 will be shifted to 6.
The city is paying $2.1 billion for the new extension
and it is confident that the subway will encourage
building skyscrapers and stores, reviving this desolate
area. It estimates that 35,000 passengers a day will use
the new station by 2030.
Trains should start running by 2013, but construction
delays could postpone the opening until 2014.
Assemblymembers Submit Plans to Rebuild
Abandoned LIRR Branch
At a press conference on Liberty Avenue, two New
York State Assemblymembers from Queens who have
been working with transit experts for a year, unveiled a
preliminary plan to rebuild the abandoned LIRR
Rockaway Beach Branch. Service was discontinued on
June 8, 1962. The Assemblymembers would like to
open new or modernized stations at Aqueduct, Ozone
Park, Woodhaven Junction, Brooklyn Manor, Parkside,
and Rego Park. Fast service could be provided from
Manhattan to Kennedy Airport, the new Convention
Center, Rockaway, and Ozone Park. The sponsors
have no estimate of the cost or the source of the funds
to rehabilitate the line.
Because several people living near the right-of-way
were opposed to a park, the Community Board rejected
the proposal in 2007. Will they object to trains in their
backyards?
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Chinese had expressed an interest in the project.
FROM THE HISTORY FILES
60 YEARS AGO: On April 6, 1952, after conducting demonstration runs since 1948, trolley buses began operating in Mexico City. Mexico’s capital city would ultimately
purchase 813 no-longer-needed Brill, MarmonHerrington, and St. Louis-built trolley buses from cities
in the United States and Canada, including Birmingham,
Cleveland, Dallas, Johnstown, Los Angeles, Milwaukee,
Montreal, San Francisco, St. Joseph, and Shreveport.
According to a posting on the Internet, there are but ten
lines remaining. Newer equipment was purchased in
later years.
60 YEARS AGO: On April 27, 1952, the Cleveland Transit System ended trolley service on the Euclid Avenue
Line. At the time there were still four remaining lines
(Headlights June, 1952). Those too would be abandoned by January 24, 1954. Bill Vigrass told me that
over the years studies were conducted on whether or
not to restore trolley service to this route. The alternatives included light rail and trolley bus. At one time the
latter was preferred, but in the end what residents got
was a double-sided articulated hybrid bus.
News items and comments concerning this column may be
emailed to ERAnewseditor@gmail.com.

(Continued from page 17)

identified by a red light and previously served stops are
shown in green. Transfer stations are shown in white or
yellow (couldn't determine the exact color). The light for
the next stop flashes as the train approaches the station. In addition to the visual displays, station names are
automatically announced. At transfer stations, the audio
announcement identifies the station as an "interchange
station", not as a transfer station, and the lights for the
stations on the other line are illuminated. Personally, I
would switch the usage of the colors as green is usually
associated with ‘go or forward’ while red can be associated with ‘stop or past.’"
JERUSALEM, ISRAEL
On February 5, the Israeli Cabinet approved the construction of Red-Med Rail Link that would connect Eilat
and Tel Aviv and create an Asian-European cargo link
as an alternative to the Suez Canal. This would reduce
travel time to 2 hours, compared to the present 5 hours.
Estimated to cost NIS 8.6 million (US$2.3 million), the
line will be 350 km (217 miles) long. According to The
Jerusalem Post, following a trip to China last September, Transportation Minister Yisrael Katz said that the
18
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THIRD AVENUE’S POOR FINANCIAL CONDITION LED
TO ITS CAR BUILDING PROGRAM 75 YEARS AGO
(Continued from April, 2012 issue)

Cars 626-685, an improved version of the
100s and 300s, were the best cars that Third
For general inquiries,
Avenue built. These cars weighed 37,450
contact us at bulletin@
pounds, slightly less than the 38,190-pound
erausa.org or by phone
300s. Operation was smooth and quiet. With
at (212) 986-4482 (voice
four 35 horsepower 600 volt motors, their
mail available). ERA’s
website
is
estimated speed was more than 35 miles per
www.erausa.org.
hour. Cars were equipped with dynamic
brakes, which could retard the speed of the
Editorial Staff:
car if the air brakes failed.
Editor-in-Chief:
Third Avenue selected Brill’s 77E truck with
Bernard Linder
News Editor:
27-inch wheels. This well-designed truck was
Randy Glucksman
lightweight and simple in construction, requirContributing Editor:
ing low maintenance and possessing good
Jeffrey Erlitz
riding qualities. Third Avenue’s engineers
modified the 77E truck by replacing steel bolProduction Manager:
David Ross
ster springs with rubber springs. This rubberspring truck, designated as Third Avenue
Special, was as quiet as a PCC truck. The
company tried again to eliminate noise by
installing herringbone gears and pinions in all
©2012
Electric
cars and rubber insert wheels on cars 626Railroaders’
645 assigned to 59th Street. These rubber
Association,
insert wheels were later replaced by steel
Incorporated
wheels.
The cars were equipped with full safety car
straight air brake equipment, omitting the
“dead man’s” controller handle. A self-lapping
brake valve was housed in a spring-loaded
In This Issue: pedal-operated mechanism. When the pedal
Development of rose, brakes were applied and power was cut
the Long Island off to the motors. Brakes were released by
Rail Road in the depressing the foot pedal, which served as a
“dead man” control and also closed the enRockaways
trance door.

Brakes were kept applied when the treadle
door was open, and could not be released
until it was closed.
The Huffliners and the 626-685 cars were
equipped with a 12-volt system, which controlled the entrance and exit doors, heater
contactor, passenger signal, and defroster
motor. A 12-volt generator under the car, belt
driven by the air compressor motor, charged
the battery, which supplied the 12-volt power.
This system was interlocked with the reverser drum on the controller and operated only
when the reverser drum was in the forward or
reverse position. The battery was disconnected when the car was not in service.
Lighting was provided by twenty 30-volt
bare bulbs connected in series. If one bulb
burned out, it short-circuited internally and
the other bulbs were slightly brighter. This
was a better arrangement than the five 130volt bulbs connected in series in the older
cars. If one bulb burned out, the other four
bulbs were also dark and the car was
gloomy.
CAR ASSIGNMENT
We saw the first car, 626, on January 8,
1939 and the last car, 685, on February 4,
1940. Cars 626-645 were originally equipped
with plows for operation on the underground
conduit system in Manhattan. When buses
replaced the street cars in June, 1947, they
were converted to overhead trolley operation
and transferred to the Bronx. They operated
on the following lines:
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DEVELOPMENT OF THE LONG ISLAND RAIL ROAD
IN THE ROCKAWAYS
by George Chiasson
between 1990 and 1992.
The end product, a first portion of which is hereby presented, represents, in the author’s opinion, the best resulting text
that can be derived from this accumulation of effort. Again,
the author owes a great debt of gratitude to those individuals
who have graciously agreed to participate and provided invaluable feedback. Like any such endeavor this work does not
of itself profess to be either comprehensive or definitive. It
may ultimately be proven incorrect in whole or in part, but
across time appears to be the best available assemblage of
information and this author, as always, will gladly accept
corrections, clarifications and other pertinent commentary
for later incorporation.
With that: Enjoy!

FOREWORD: RESEARCH CREDIT
AND COMMENTARY
As historians in the contemporary world will inevitably
discover, a typical journey of knowledge today will generally
start on the internet and end on the hard drive of a computer.
This effort was and is no different, though along the way such
learning requires that everything be questioned, analyzed and
back- (if possible, fact-) checked before any attempt is made
to formulate a text from the ultimate findings. With particular
regard to the Long Island Rail Road, Vincent Seyfried’s seven
-volume “Comprehensive History” has long been looked upon as the ultimate source of historical information. That series was published on a privately-produced, limited basis, in
stages between 1961 and 1984 and is no longer available to
the reading public, unless in the context of rare book collection. This is most unfortunate for latter-day researchers who
seek to learn the basic historical framework of the railroad,
but through the beneficence of Wikipedia, Volumes 1 and 2 of
the Seyfried series (dating from 1961 and 1963, respectively)
are publicly available, in-full, through Wiki source. The author also expresses his sincere gratitude to various individuals who were in possession of Volumes 3 through 7 and graciously consented that they be used as a resource. Nevertheless, as has been discovered during the broad research phase
of this ongoing work, while the Vincent Seyfried series can
indeed be considered as comprehensive as its titles suggest,
its interpretations can be less than definitive for certain
events.
The content of the adjoining text was formulated based on
numerous information sources, most of which were ultimately
checked against the appropriate volume of the Seyfried series
for expansion, clarification or amplification. The effort also
includes insight from several informal web sites that are dedicated to LIRR history (for example, Art Huenke’s infamous
“Arrt’s Arrchives”), various assemblages of private information (both generally available on the internet or graciously
made available to the author) and the availability of firsthand geographic resources (maps, atlases, etc.) that, again,
can either be studied via internet or were obtained first hand.
The only other previously-published research material to be
thoroughly scrutinized prior to creation of the main narrative
was a two-part article, “Rails to the Rockaways, Parts 1 and
2” by Michael Boland, which was featured in the Summer
and Autumn, 1999 issues of the Pennsylvania Railroad Technical & Historical Society’s periodical, The Keystone. Some
insights were gained through companion studies of rapid
transit evolution in Greater New York; some through a general knowledge of the (more or less) present-day MTA Long
Island Rail Road that the author gained through three summers of regular exploration and photography of the system

THE SOUTH SIDE RAILROAD
Strangely enough, the story of suburban railroad service to the Rockaway Peninsula originates not with that
long-regarded instigator of residential growth, the Long
Island Rail Road, but rather with one of its competitors,
the rugged little South Side Railroad. The South Side
waded indiscriminately into what was then a rich man’s
game of geographic chess, using the railroad as a tool
to reach the pine barrens and sand bars of Long Island,
mile by mile, so as to gradually transform them into well
-populated villages filled with lucrative real estate development and also to cater to the summertime crowds
from the city in search of sun, sand and surf. The South
Side was incorporated in 1860 and chartered to build a
railway line from Brooklyn to Islip in Suffolk County,
rights which were expanded all the way into the Hamptons a few years later. Actual construction finally began
after the Civil War in June of 1866, and initial service
commenced from its own station in Jamaica, Queens
County (tucked against LIRR’s line and four blocks east
of the present Jamaica complex) as far as Babylon on
October 28, 1867.
As its name implied the South Side struck a southeastward course from Jamaica, virtually in a straight
line to the Sunrise Highway (as it was known then and
now), then closely paralleled that major artery for the
remainder of its run to Babylon. The railroad established
stops at all organized villages that then existed, with
additional stations added as development (both real
and projected) progressed. Though that early list of
names is now a bit cryptic, some of its locations nevertheless survive to some degree into 2012: Springfield;
Pearsall’s, since 1893 better known as Lynbrook; Rockville Center; Baldwin(s); Freeport; Merrick, which was
an early short-turn point; Ridgewood (now Wantagh);
(Continued on page 3)
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were installed all the way from a point west of Fresh
Pond to Pearsall’s by 1872 which facilitated passing
moves.
The construction of a branch from Valley Stream to
Far Rockaway was undertaken by a subsidiary known
as the Far Rockaway Branch Railroad Company during
March of 1869. Progress on the single track line was
rapid and it was able to open between Williamsburg and
Far Rockaway (located at Mott Avenue, on the site of
the present shopping plaza) on July 29, 1869 with just
two sidings at either end, one between Valley Stream
and the current location of the Woodmere station and
another near the terminal at Far Rockaway. There were
two stops on the new route — Cedar Grove, which
briefly existed as a progenitor to Hewlitt (sic), but not at
the same location, and Lawrence in distant Queens,
well before Nassau County came into being. As on the
South Side’s main line to Babylon, additional stations
were created on the new branch as communities were
spawned along the way, and by the summer of 1870 the
itinerary included Hewletts; Woodsburgh, which became
Woodmere; and also Ocean Point, later known as Cedarhurst. Even so, the target customer base for the Far
Rockaway Branch was the potential tsunami of Brooklynites who desired easy access to the soothing oceanfront during hot weather, and it was so served accordingly. Through trains from Williamsburg to Far Rockaway were repeated yearly from May to September,
while they simply shuttled back and forth to Valley
Stream in the fall, winter, and spring. The first short extension of the Far Rockaway Branch was opened on
September 2, 1869, penetrating the sand dunes of the
Rockaway Peninsula itself to reach a destination known
first as the Beach House, then later as the South Side
Pavilion, located at about the present Beach 30th Street.
This had the desired effect of expanding ridership even
more, and spurred the South Side to keep pushing its
tracks westward along the wave line; first to “Seaside
Park” (at Beach 103rd Street) on July 4, 1872, then to a
terminal at the Neptune House (Beach 107th Street) in
May, 1875. Additional station stops were made from the
beginning at Elderts Grove (Beach 84th Street) and Holland’s (Beach 92nd Street) with another added at
“Atlantic Park” (at about Beach 34th Street) when the
extension to Neptune House was placed in service.
Though the South Side went to great lengths and expense to maintain an awkward terminal at Williamsburg
in Brooklyn, it continued to covet a more centrallylocated facility along the banks of the East River, much
like that of the Long Island Rail Road at the Long Island
City dock. The company’s corporate influence grew as
its main lines gradually developed in the late 1860s and
to support further expansion, acquisition of the existing
New York & Flushing Railroad (a line that originally dated from 1854) was begun. Its right-of-way curled from
Hunter’s Point, at the confluence of the East River and

Development of the Long Island Rail Road in the
Rockaways
(Continued from page 2)

South Oyster Bay (now Massapequa); Amityville; Wellwood, later Breslau and now Lindenhurst; and finally
Babylon itself. What service there was (and it was limited by today’s standards) was extended to Islip on September 5, 1868; then to Bayport in December and lastly
as far as Patchogue on April 10, 1869, just one month
ahead of the Golden Spike ceremony that commemorated completion of the Transcontinental Railroad at
Promontory, Utah. The South Side’s route east of Jamaica, as far as Valley Stream, later evolved into the
outer portion of the “Atlantic Division” main line when it
was electrified in 1905-6.
Looking westward, the South Side was able to extend
itself with just one crossing of the Brooklyn & Jamaica
Railroad (dubbed the “South Side Railroad Crossing,”
located at Maure Avenue (now 130th Street)) and thus
was established much of what has been most recently
known as the “Montauk Secondary.” As opened on July
18, 1868, this originally consisted of a somewhat winding right-of-way through a sparsely populated Queens
County landscape with just two passenger stops: Clarenceville (renamed Richmond Hill in 1871) and the terminal in Bushwick, located near the intersection of
Bushwick & Montrose Avenues in Brooklyn where New
York City Transit’s L train now stops. On November 4,
1868 the South Side made its move all the way to the
East River, drawing its trains with horses via Boerum
Street from Bushwick Terminal to Broadway in Williamsburg (about midway between the Hewes and Lorimer
Streets stations of J/Z and M), then along Broadway
to South 8th Street and on South 8th to Kent Avenue. The
South Side’s first steam dummy then replaced one team
of horses on July 31, 1869 with the remainder supplanted some time in 1870. During 1869, to mark the emerging existence of more new neighborhoods, stops were
established on the westerly portion of the South Side
main line (between Jamaica and Bushwick) at Fresh
Pond Road, Glendale, and Van Wyck Avenue, the latter
being renamed “Berlin” in 1871. That same year, new
stations materialized on the line’s easterly portion
(between Jamaica and Pearsall’s) at Locust Avenue,
which is now Locust Manor, and at Valley Stream. Others were added in 1870 at Foster’s Meadow, between
Springfield and Valley Stream (renamed Rosedale in
1892); and another location called “Hebbard’s,”
“Hibbard’s,” or “Maspeth” (depending on the source),
located at the Bushwick end of the line amid the present
crossings of 54th Street and Metropolitan Avenue. Whatever its name, this particular in-fill stop lasted less than
a year before being closed, probably due to a lack of
development in the area. As traffic grew on the balance
of the line nevertheless, a series of extended sidings

(Continued on page 5)
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Third Avenue’s Poor Financial Condition Led to its Car Building
Program 75 Years Ago
(Continued from page 1)

THE LAST CARS BUILT BY THIRD AVENUE RAILWAY SYSTEM

Car 645 at E. 59th Street and First Avenue.
Bernard Linder collection

Car 652 at Southern Boulevard and Westchester Avenue.
Bernard Linder collection

Car 676 on Burnside Avenue, crossing under the Grand Concourse.
Bernard Linder collection

Car 666 at E. 177th Street and Westchester Avenue.
Bernard Linder collection

Car 664 at E. 189th Street and Southern Boulevard, July 25, 1948.
Bernard Linder photograph

Car 680 at Tremont Avenue and Boston Road, looking east.
Bernard Linder collection

(Continued on page 8)

4

ERA BULLETIN - MAY, 2012
Development of the Long Island Rail Road in the
Rockaways
(Continued from page 3)

Pile construction at Broad Channel, August, 1954.
Bernard Linder collection

Far Rockaway looking west, August, 1954.
Bernard Linder collection

Frank Avenue, November, 1954.
Bernard Linder collection

Signal R167, east of south platform at Seaside, August 27, 1955.
Bernard Linder collection

Hand throw switch at Rockaway Park, August 27, 1955.
Bernard Linder collection

Rockaway Park, August 27, 1955.
Bernard Linder collection

(Continued on page 6)
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course through Woodside. This new line directly paralleled the Long Island Rail Road (originally New York &
Jamaica) all the way to the East River and at a later
date would be absorbed into the LIRR Main Line, its
swap-in releasing the original NY&F route to Hunter’s
Point via Newtown Creek for sale to the South Side
concern.
By May of 1870 the South Side had completed a link
from its route that started at “Bushwick Junction” (near
Fresh Pond Road) to the Flushing Railroad’s existing
right-of-way at Munich (now 49th) Street near Haberman’s Tin Mill, but the actual operation of its passenger
trains was stymied by LIRR’s overwhelming hold on the
East River terminal. Instead, the South Side simply operated service from the Hunter’s Point LIRR terminal to
Winfield (located at what is now the intersection of 70th
Street & 50th Avenue) starting on August 6, 1870. This
“stub” passed through largely unpopulated farmland
with only one stop in between at the Calvary Cemetery

Development of the Long Island Rail Road in the
Rockaways
(Continued from page 5)

Newtown Creek, next to 2nd Street in what is today Long
Island City, to Winfield Junction, the point of intersection
between the New York & Flushing and New York & Jamaica Railroads. In current terms, this line more or less
followed the present surveys of Maurice and Garfield
Avenues from 56th to 70th Streets and is closely mimicked by the Brooklyn-Queens Expressway in 2012.
Such strategy soon led to a lengthy boardroom grudge
match between the South Side and Long Island railroads, which was (of course) won by the latter at first,
but only to be trumped in time by the former. In the end,
the westerly part of the original New York & Flushing
alignment was replaced by a new routing under the
auspices of the Flushing & North Side Railroad in November of 1869, one that followed a more northerly

(Continued on page 7)
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its own under the name New York & Rockaway Railroad. This new trackage departed its established Main
Line between Jamaica and Hicksville (and beyond) at
“Rockaway Junction,” swinging southward from about
175th Street, immediately west of the present MTA-LIRR
Hillside Facility, toward the current location of the St.
Albans station. The LIRR Rockaway Branch then
crossed the South Side’s alignment at Springfield Junction, a grade level convergence at about the present
226th Street in Laurelton (right where the Sandoz, Incorporated pharmaceutical plant is located in 2012), and
continued on a south-southeastward plane to a shared
station in the Ocean Point community of Queens County (now Cedarhurst). From there it arced southwestward
to a grade crossing with the South Side Railroad at Mott
Avenue in Far Rockaway and curled south to terminate
at the Lockwood’s Grove picnic grounds. To validate its
primary role as an “express” service to the beaches, the
New York & Rockaway only made stops between Jamaica and Lockwood’s Grove at Ocean Point
(Cedarhurst) and Far Rockaway.

Development of the Long Island Rail Road in the
Rockaways
(Continued from page 6)

(Greenpoint Avenue), though others had existed until
1869 at “The Penny Bridge” (a humble wooden crossing
of Newtown Creek located at the present intersection of
Laurel Hill and Review Avenues, a site now adjacent to
the Kosciuszko Bridge) and from 1855 until 1858 at
“Maspeth” (off the present 58th Street, now within the
property of Mt. Zion Cemetery). Traffic was light, and
the line was basically abandoned from Haberman’s to
Winfield Junction sometime by November, 1875, with
the remainder from Hunter’s Point to Haberman’s, along
with the unopened connection to Bushwick Junction,
staying in place for freight haulage.
In 1872, the Long Island Rail Road finally responded
to the South Side’s almost uncontested incursion to the
Rockaway Peninsula, which was mainly a summertime
playland for adults, by opening a “Rockaway Branch” of

(To be continued)
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appeared occasionally on other West Farms lines after
June, 1947.
These cars were eventually sold. From May 26, 1949
to July 27, 1949, six ships transported 42 cars to Rotterdam and then by rail to Vienna, Austria. Cars 105, 108,
and 119, which were scrapped for parts, arrived in Vienna on October 27, 1949. Cars were refurbished in 1949
and 1950. Fifteen cars were sold to Bombay, India and
three cars were scrapped in New York several years
later.
The car construction program came to an abrupt halt
in 1940 because the City forced the company to accept
a franchise that provided for bus substitution. This franchise, approved by the Mayor on November 9, 1940,
stated that buses must replace street cars on 19,5846
miles of streets every four years before July 1, 1944,
July 1, 1948, July 1, 1952, July 1, 1956, and July 1,
1960. Unfortunately, trolley operation in New York City
ended ahead of schedule on August 22, 1948 and bus
service was inadequate.

Third Avenue’s Poor Financial Condition Led to its
Car Building Program 75 Years Ago
(Continued from page 4)
DATE OBSERVED

LINE

January, 1939

Broadway

May, 1939

59th Street Crosstown—all times
42nd Street Crosstown—Sunday

November, 1946

Third and Amsterdam Avenue and
Broadway-Amsterdam Avenue-125th
Street

June, 1947

Southern Boulevard, Tremont Avenue,
167th Street Crosstown, Boston Road,
and Westchester Avenue

Cars 646-685 were originally built for overhead trolley
operation. On May 10, 1939, we saw the first car, 646,
on Southern Boulevard. Company records indicate the
600s started operating on Tremont Avenue on July 12,
1939. They continued operating on the above lines until
buses replaced them on August 22, 1948. They also

Christie in late 2010. He said that he favors Amtrak’s
proposed Gateway Tunnel project, which would bring
Northeast Corridor trains from New Jersey through a
river tunnel into an expanded Penn Station.
Meanwhile, trains are as crowded as ever with no
relief in sight.
Passenger Traffic Statistics
In 2011, subway ridership was at the highest level
since 1950 while there were fewer riders on city buses.
Times Square was still the busiest station, with
60,604,822 riders in 2011, an increase of more than 6
million riders in one year. The second, third, fourth, fifth,
and sixth stations are: Grand Central, Herald Square,
Union Square, Penn Station (Seventh Avenue 123),
and Penn Station (Eighth Avenue ACE).

Around New York’s Transit System
(Continued from page 20)

failures is only 62,000 miles, much less than 170,000
miles systemwide. The R-42s were built in 1969-70 and
are occasionally in service on J and Z.
Trans-Hudson Rail Controversy
At a breakfast meeting of the New York Building
Congress, MTA Chairman Joseph Lhota was asked
whether he favors the proposed extension of 7 to New
Jersey, a project proposed last year by New York City
Mayor Bloomberg. Mr. Lhota replied that it will not
happen in our or anybody’s lifetime.
He was asked about a substitute for the ARC Tunnel,
a project that was vetoed by New Jersey Governor

WHAT ARE THE LONGEST-SERVING
NEW YORK CITY RAIL CARS?
by Larry Kiss
in 1958.
Some of you might ask, “What about the BMT ‘Q’
cars, which ran on the Myrtle Avenue El until 1969?”
Well, since they were extensively rebuilt to a new class
of car in 1938 from el cars built in 1904-5, they fall into a
class of their own and should not be compared to cars
that remained the same for their lifetimes.
It should also be pointed out that although the BMT
Standards were in service from 1914-69, no actual car
survived in service longer than the records set by the
1300-series BU convertibles and the Hi-Vs.

With the announcement of the order of R-179s to replace the remaining R-32s (see page 20), I wondered
if the R-32s would be the longest-lived subway cars in
the New York City transit system history. If the last R-32
is retired in 2015, the fleet would have been in use for
51 years (1964-2015).
However, as it turns out, although 51 years is a pretty
long time, there were two fleets that beat that by four
years. Both the 1300-series BMT “BU” Convertible el
cars built in 1904-5 and the 1904-built IRT Hi-V managed to serve for 54 years when both fleets were retired
8
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TECH TALK
by Jeffrey Erlitz
(Photographs by the author)
During the reconstruction of the IND Prospect Park
Line viaduct over the Gowanus Canal, various tracks
have been out service for extended lengths of time.
Most recently, the southbound local track (B1) has been
out of service from a “hard-rail” connection south of
Carroll Street all the way to north of Ditmas Avenue. At
the same time, the northbound express track (B4) has
been out of service from north of Ditmas Avenue all the
way to south of Bergen Street. In addition to reconstructing the viaduct, station rehabilitation projects have
been going on at the Smith-Ninth Streets and Fourth
Avenue stations. In addition, Fourth Avenue Interlocking
has also been undergoing reconstruction. During the
most recent phase of work, a temporary platform was
used at the Fourth Avenue station for southbound service and was built over the northbound express track.
Over the weekend of March 30-April 1, southbound
train service was restored to the local track from just
north of Fourth Avenue to north of Ditmas Avenue.
Though the new interlocking is not yet in service, most
of the new track work and switches have been installed.
During this next phase of the project, southbound F
and G trains will continue to divert from the southbound
local track to the express track via the hard-rail connection south of Carroll Street but will now cross back over
to the local track via the new double crossover switch
north of Fourth Avenue. That crossover will be blocked
and clamped reverse for this operation. The images
below were taken on the last day of operation via the
express track and temporary platform at Fourth Avenue,
Friday, March 30.

Contractors busy at work putting the finishing touches on the southbound platform at Fourth Avenue.

Alstom R-160A 9408 leads a northbound F train into Fourth Avenue
station. View taken from the temporary overpass between the
northbound platform and temporary southbound platform.

Just north of the Fourth Avenue station, a southbound F train led
by Alstom R-160A 9773 is about to stop at the temporary platform.
Notice that the fourth switch of this double crossover has yet to be
installed.

(Continued on page 20)
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Commuter and Transit Notes
MTA METRO-NORTH RAILROAD (EAST)
On March 19, catenary work resumed on two tracks
between Southport (CP 248) and Bridgeport (CP 255).
This is expected to continue through the end of November. Over the winter, the catenary and bridge replacement project continued in this 7-mile section, but with
only one track out of service. This phase of work, which
includes catenary wire replacement, bridge construction, and installation of interlocking wire, requires removing a second track from service because CDOT’s
contractor needs the adjacent track for work equipment.
With just two of four tracks available, operating flexibility
will be impacted if emergencies occur.
I attended a ceremony on March 21 in Grand Central
Terminal’s Vanderbilt Hall to celebrate Metro-North’s
earning the Brunel Jury Award Prize for Overall Design
Excellence In Railroad Design and Engineering for
2011. Forty-three railways from 15 countries on three
continents entered 150 projects in the competition. Metro-North was first American railroad to win this award in
the Brunel’s 26-year history.
Current President Howard Permut introduced his predecessors, Peter Cannito, Donald Nelson, and Peter
Stangl. All made brief remarks and some cited the difficulties in providing good service during Metro-North’s
early years. MTA Chairman Joe Lhota also spoke. President Permut narrated a Power Point presentation,
which showed some of the improvements that have taken place since 1983. For example, the OTP went from
80.5% to 98.8% (through February, 2012), while ridership grew from 41.3 million to 82.3 million (December,
2011). Mr. Permut expressed the hope that at the end of
2012, ridership would have doubled when compared to
1983. During the same period, working at Metro-North
has become safer, as total yearly injuries have decreased from 1,188 (1983) to 208 (2011). There was a
free exhibit in Vanderbilt Hall from March 19-30, with
displays showing some of the improvements that have
been made at the railroad. And yes, The Brunel Award
was prominently displayed in a case, which was visible
to all passing by Vanderbilt Hall.
Due to other commitments, I was unable to attend the
first two ERA meetings of this year. So, for the March
meeting, when I got off the Tappan Zee Express bus at
Tarrytown, I was very surprised to see that the new platform, which is located south of the temporary one, was
in service. I asked a number of commuters (and some
Metro-North crewmembers) when the changeover occurred, and, astonishingly, no one could tell me the exact date. I subsequently learned that it was January 20.
The new platform accommodates an 8-car train, but
work is already underway to add a two-car extension
10

No. 282
by Randy Glucksman

using a portion of area formerly occupied by the temporary platform, which has been completely demolished.
Metro-North spokeswoman Marge Anders told WCBS880 News on March 20, that the Quiet Car program has
been extremely successful and the policy has been
made permanent. This confirms my own experiences in
these cars. The letter “Q” no longer appears next to the
train number – instead in the April 1-July 2 edition, there
is a note above the weekday train listings that reads:
“All inbound AM Peak and outbound Peak trains now
have a Quiet Car. The Quiet Car in the AM Peak is the
LAST car; in the PM Peak, the FIRST car. Outbound AM
Peak trains are not included.” This went into effect on
Monday, April 2.
The April 1 timetables reflect time adjustments of up to
10 minutes, earlier and later, mainly for weekend Upper
Hudson and Harlem Line trains. Some weekday trains
had their schedules “tweaked” to allow for track and
catenary work. On Saturdays, an inbound evening train
has been added to the New Haven Line. Train #6351
departs Stamford at 8:30 PM and makes all stops to
Grand Central Terminal, arriving there at 9:36 PM.
As been previously reported, on February 1, 2013,
Metro-North will kick off a yearlong celebration of the
100th anniversary of its home – Grand Central Terminal.
On March 20, the logo pictured below, was made public.
It was inspired by the information kiosk in the center of
the terminal and is a stylized version of the clock with
hands positioned at 7:13 (19:13 in the military time used
by the railroad, also recognizing the opening year) and
centered over the words "Grand Central.”

(Continued on page 11)
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The Yankee home opener was on April 13 against the
Los Angeles Angels, and the usual Yankees-E. 153rd
Street timetable was issued.
MTA METRO-NORTH RAILROAD (WEST)
Midday rail service on weekdays was replaced by bus
service, provided by Leprechaun Bus, in order to continue repairing the damage caused by Tropical Storm Irene last August and also for scheduled maintenance.
● March 19 to 23 – Harriman and Ramsey/Route 17
● March 26 to April 6 – Port Jervis to Middletown
● April 9 to April 20 – Otisville and Campbell Hall
New timetables went into effect on April 1 and there
were some changes to connecting trains at Secaucus
Junction.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
A Shore Line East (SLE) timetable was issued effective March 19. Several weekday and weekend trains
were re-timed, including some of Amtrak’s, which accept SLE multi-ride tickets.
The latest M-8 update from April 2 shows 100 cars on
the property (86 in service and 14 undergoing testing by
Kawasaki). Member Bill Zucker sent this report on the
cars he has observed. New to the previously published
list are 9124-5, 9158-9, 9170-1, 9178-9, 9182-3, 91845, and 9188-9. In summary, at the end of March, he had
seen 9100-39, 9142-59, 9162-85, and 9188-9.
If State Representative Kim Fawcett, who heads Connecticut’s Appropriation Committee on transportation
issues, has her way, New Haven Line riders would be
spared a 4% fare increase next January. Ms. Fawcett
feels that the proposed fare increase, coming just one
year after the 5% increase that took place on January 1,
would be “too much, too many years in a row.” History
shows that Connecticut riders had almost annual fare
increases of 5% from 1992 to 1998. This process started with one for 11% in July, 1991.
MTA LONG ISLAND RAIL ROAD
Special timetables were issued for:
PORT JEFFERSON: On middays, March 28 and 29, due
to Sperry testing between Huntington and Port Jefferson, bus service operated between Port Jefferson, Huntington, and Hicksville
PORT WASHINGTON: During the overnight hours of
March 24, there was Sperry testing. Buses and vans
replaced the rail service between Port Washington and
Great Neck
HEMPSTEAD and LONG BEACH: April 7 and 8 – due to
track work related to the East Side Access Project,
Train #6806, which normally departs from New York
Penn Station at 3:50 AM, departed 16 minutes later, at
4:06 AM. A timetable card was also issued for the
Hempstead Branch because of its connection to Train
#6704, which originates in Jamaica
RONKONKOMA: On April 14, during the overnight hours,
11

Sperry testing between Farmingdale and Ronkonkoma
required bus service between Bethpage and Ronkonkoma.
“East of Speonk” is the name of the timetable issued
for the Shinnecock Canal Bridge Rehabilitation project,
which took place between April 10-13, 17-20, and 2427, for 72 hours each week. Bus service operated between Speonk and Montauk.
Effective April 2, the Quiet Car program was expanded
to include all peak hour trains on the Far Rockaway
Branch and selected trains on the Hempstead, West
Hempstead, and Long Beach Branches. Previously, the
pilot on the Far Rockaway Branch was only for rush
hour trains destined to Atlantic Terminal. On the Hempstead, Long Beach, and West Hempstead Branches,
the pilot will also start on trains to and from Atlantic Terminal.
Another
important
change
is
that
the westernmost car on the train will now be the quiet
car. It had been the easternmost car. So now, it is the
FIRST (head) car on selected AM peak trains and the
LAST (rear) car on selected PM peak trains. The reason
for this change is that it was determined that the cars at
the western end were less crowded.
The April 5-May 13 Mets-Willets Point 2012 Mets
Home Game Timetable was available in late March.
That was followed by one for the Belmont Park Spring
Meet, April 27-May 13. Two trips are operated Wednesdays through Sundays, departing Jamaica at 11:20 AM
and 12:20 PM.
The results of the June, 2010 service cuts are in, and
overall ridership was down 0.7%. On Port Washington,
where service was reduced from half-hourly to hourly,
ridership was down over 411,000 riders or -3.5%.
Weekend service was eliminated on the West Hempstead Branch, while Greenport lost its weekend service
between October and May. Port Jefferson includes Mineola, Hicksville, and Huntington. At the December, 2011
MTA Board meeting, a proposal to allocate $20 million
to restore some of the service cuts (most likely including
Port Washington) was defeated by a vote of 6-4
(February Bulletin). LIRR President Helena Williams
told Newsday (April 3), “When we put those service
reductions in there, there was an expectation that customers would either migrate to the trains before the
hour or after the hour. We're trying to determine whether that estimate was correct." These remarks were
made at the March 26 meeting of the MTA Capital Program Oversight Committee. As a result, top management evaluated restoration of some of the June, 2010
service cuts, and 14 trains were restored with the May
14 schedules. In 2009, the Port Washington Branch
covered 67% of its operating costs in fares, which is
more than any of the other branches. In the table below
are the ridership totals by branch.

(Continued on page 12)
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BRANCH

2011

2010

2011 VS. 2010

Babylon
City Terminal
Zone
Far Rockaway

17,189,766
7,433,360

17,125,653
7,743,030

0.4%
-4.0%

5,233,302

5,272,811

-0.7%

Greenport
Hempstead
Long Beach
Montauk
Oyster Bay
Port Jefferson
Port Washington

42,947
3,712,086
4,656,845
1,996,420
1,617,502
17,568,174
11,394,238

48,463
3,755,007
4,577,162
2,034,462
1,593,586
17,392,339
11,805,789

-11.4%
-1.1%
1.7%
-1.9%
1.5%
1.0%
-3.5%

Ronkonkoma
West Hempstead

9,441,741
696,621

9,359,982
847,110

0.9%
-17.8%

The timetables that went into effect on May 14 will
remain in effect through September 4. Details will be
published in the next Bulletin.
Of the United States Senate’s transportation funding
bill (please see below), Senator Chuck Schumer (DNew York) said: “This bill will allow the MTA to make the
Farmingdale-to-Ronkonkoma second track its first priority for Long Island. A second track would radically reduce commuting times, facilitate the flow of workers into
and out of Long Island, spur the growth of MacArthur
Airport, and create a job creation corridor right down the
center of the island. No more excuses and delays, the
MTA needs to make it a top priority in their capital plan."
Thenorthfork.patch.com reported that the recently
approved New York State budget includes $37.2 million
for the purchase of DMUs for “Scoot” service to serve
the East End of Long Island, i.e. Greenport to
Ronkonkoma and Montauk to Speonk. The DMUs
would allow LIRR to operate a frequent shuttle service
that could begin in 2014.
Member Larry Kiss wrote: “As far as the Ronkonkoma
to Greenport service, this should work pretty well, as all
passengers must change trains at Ronkonkoma. I think
there are some problems in instituting any Speonk to
Montauk ‘Scoot’ service. Probably at least 95% of the
passengers east of Speonk are coming from New York
and would not be happy with a forced change to a
‘Scoot’ train at Speonk. Also it should be remembered
that Speonk is a in a single-track section with one platform, and therefore would not make a good place to
change trains, but extending the service to Babylon
would make more sense due to the availability of crossplatform transfers. Finally if there is a dedicated ‘Scoot’
service between Speonk and Montauk supplementing
the through trains currently in the schedule, there is the
issue of integrating these new runs into the current
schedule.”

NJ TRANSIT
The recent problems on the Northeast Corridor (NEC)
have caused New Jersey Transportation Commissioner
James Simpson to order NJ Transit to do a study of
what it would take to bring the section of the NEC between Trenton and New York Penn Station to a state of
good repair at the same level as the rail lines NJ Transit
owns. Mr. Simpson met with U.S. Transportation Secretary Ray LaHood and Amtrak President Joseph Boardman to find a way to make those upgrades happen.
80% of New Jersey commuters ride over the Northeast
Corridor each workday. Broken signals or faltering overhead power lines led to average system-wide delays of
three hours 25 minutes in 2011, an increase of more
than an hour since 2009. The number measures the
total wait experienced by all trains affected by each incident. Delays actually decreased 11% last year from
2010, but when the failures occur, they now have more
far-reaching effects: The number of NJ Transit passengers affected by the delays rose 7% between 2009 and
2011, even though ridership declined over the same
period. NJ Transit officials are worried about the toll
summer heat will take on the infrastructure. High temperatures can cause the catenary wires to sag and expand, allowing the pantographs atop electric locomotives and EMUs to become tangled and tear down the
wires. This results in trains losing power and delaying
riders.
News reports told of the corridor issue having been
brought up by transit advocates for the last several
months at Board meetings. Speakers asked NJ Transit
to stop relying on Amtrak and make the upgrades itself,
points they continued to make at the March Board
meeting, and Commissioner Simpson agreed.
Also at the April NJ Transit Board meeting, ERA member Jack May, speaking as a Vice President of the New
Jersey Association of Railroad Passengers, asked the
Board why the order for nine additional dual-powered
(ALP45-DP) locomotives which had not yet been built,
was not canceled when Governor Christie canceled the
ARC Tunnel project. According to the article in The
Record, each locomotive costs between $8.5 and
$10.2 million, almost double the cost of a conventional
diesel locomotive. The Board made it clear that all 35
dual-powered locomotives would be delivered and in
service by next May. Kevin O’Connor, Vice President
and General Manager, said 60% of NJ Transit’s system
is diesel, and currently there are 90 diesel locomotives.
Of those, 33 are PL42s purchased in 2005. The remaining 57 are older and have been built and rebuilt since
the 1980s and 1990s. (Editor’s Note: In fact, the original
build dates for some go back to 1968, which is a credit to
maintenance forces at the Meadows Maintenance Complex
(MMC).) Once in service, the ALP45-DPs will be found
operating on the Montclair-Boonton, North Jersey
Coast, and Raritan Valley Lines, and will replace an
(Continued on page 13)
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equivalent number of older diesels.
On the subject of the ARC Tunnel project, a report
released by the U.S. Government Accountability Office
on April 10 showed estimates had actually fluctuated
and Governor Christie relied on the higher numbers in
making his decision to cancel the project.
New timetables went into effect on April 1. There were
no major changes. Getaway service operates on May
25 (Memorial Day), July 3 (Independence Day), and
August 31 (Labor Day) on all lines except for Atlantic
City.
During the evenings of April 3 and 4, Bruce Springsteen and his E Street Band appeared at the Izod Center in the Meadowlands. There was no rail service, only
Bus Route 353 from Secaucus Junction, which began
running at 4 PM.
Executive Director James Weinstein told the New Jersey Assembly Budget Committee at an April 2 meeting
that fares would not be raised this year. The last fare
increase of 25% (rail) and 10% (bus) was on May 1,
2010.
Steve Lofthouse told me that while at Newark Penn
Station in early April, he noticed that the message
boards have been upgraded to include new information
such as the number of minutes until each train arrives. Some are new to the platform and others are the
same monitors but with new graphics. The public address system also seems to have been upgraded and
announcements are much clearer and easier to hear.
When there are no announcements, classical music is
played at moderately high volume. (Editor’s Note: These
are the same types of upgrades that were made several
months ago at Secaucus Junction.)
ERA sponsored a very successful trip to the Meadowlands Maintenance Complex (MMC) on Saturday, April
14, with 38 attending. I asked our guide a number of
questions, and these were his responses:
● What is the story with the 32 ALP-44s, (built under
several orders between 1990 and 1997) now that
they are retired? They are stored at various locations. We were told that 4413 and 4422, which were
outside of the locomotive shop with their windows
boarded, were going to Amtrak for overhaul. Inside
the shop, I found 4423 and 4426. Other possible
purchasers have come to look them over. (Please
see below.)
● What will become of the ACES cars now that the
service has ended? The cars could be going to Las
Vegas.
● What will become of the Arrow IIIs? They will be
replaced by the next order of multi-level cars, which
should begin arriving in June. So far, approximately
20 single-car Arrow IIIs have been retired. 1308 is
being leased to a military group. My son Marc was
13

told that the mini-overhaul on the married pairs was
taking place.
● How about the retired Comet IIIs (built 1990-1)?
Some could be sold.
● How are the ALP-45 Dual Powered locomotives
coming along? So far 4500-12 have been delivered,
and the first units should begin entering service
next January.
Coincidentally, on the same day as the MMC trip, I
received
an
email
with
a
link
to
the
www.rrpicturearchives.net website, which reported that
a large portion of the ALP-44 fleet was moved to Port
Morris Yard for long-term storage in late March/early
April, 2012. All have had their windows plated over and
pans removed, and will stay in Port Morris until they are
either sold or scrapped. These units had photos on this
site of the following: 4402-3, 4405-12, 4414, 4416,
4425, 4428, and 4431.
Construction recently began to restore a 7.1-mile section of the Lackawanna Cutoff. This history of this 81mile line is excerpted from the NJ Transit website: In the
early part of the 20th century, the Delaware Lackawanna
& Western Railroad constructed a level-graded route
from Roxbury, New Jersey to just over the Delaware
River to serve as a faster, more direct route between
Pennsylvania and New Jersey. The Lackawanna Cutoff,
as this route came to be known, includes a series of
unique structural features, viaducts, and massive fill
embankments through the deep valleys of this region.
In the 1970s, Conrail, the eventual recipient of this
property, abandoned the right-of-way and the track was
removed. The objective of this project is to reinstitute
passenger service on the Lackawanna Cutoff and using
existing freight trackage in Pennsylvania. The service
would operate between Scranton and Hoboken, via Secaucus Junction.
Two light rail lines got new timetables, the RiverLine
on March 24 and Newark Light Rail on April 7. The cover of the RiverLine timetable includes the wording,
“Temporary Weekday Schedule in Effect,” and contains
the 20-minute headways due to ongoing reconstruction
of the Tropical Storm Irene damage. I could find no
changes in the Newark Light Rail timetable. Meanwhile,
the Hudson-Bergen timetable from January 31, 2011,
the first one with service to 8th Street, was still in effect
at publication time.
PORT AUTHORITY TRANS-HUDSON CORPORATION
The Harrison station will be getting a makeover as a
result of the approval of a $256 million project on April
4. The new station was described as a “gleaming new
glass and steel” building. Contracts can now be let for
professional and advisory services to finalize the station's design, hire a construction manager, and acquire
outstanding properties. The construction portion of the
project is estimated at $153.8 million and this expedited
process will cut two years off the expected timeframe.
(Continued on page 14)
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Work is scheduled to begin next January and be completed in April, 2017. The existing station opened in
1936, and anyone who has visited the station knows
that it is really not adequate for current ridership. In recent years, hundreds of condominiums and rental apartments have been constructed, and more are planned.
In addition, the Red Bulls professional soccer team
plays at the nearby Red Bull Arena. A comparison of the
ridership increase that has occurred can be seen in the
table below.
Weekday
Saturday
Sunday

2010
6,409
3,484
1,947

2011
6,968
3,487
2,078

INDUSTRY
Although it was still dark during my inbound and outbound Hudson Line trips on March 16, I could see that
there were two pairs of M-8s and one MBTA doubledecker car at the Yonkers Kawasaki plant.
AMTRAK
Acela Train #2171, which had departed from Boston
at 3:15 PM on March 29, split a switch at Davisville Interlocking, east of Kingston, Rhode Island at around 4
PM. The passengers were transferred to a following
Regional train, probably #175. There were no injuries.
The Spring-Summer timetable was issued effective
May 7, not April 1 as was reported in last month’s Bulletin.
MISCELLANEOUS
The U.S. Senate on March 14 passed a two-year,
$109 billion transportation authorization bill by a bipartisan vote of 74-22. The current funding was to expire on
March 31, and had another extension not been approved, work on transit and highway projects would
have come to a halt.
A 90-day extension was approved by the House (266
to 158) on March 29; the Senate approved it by a voice
vote about two hours later. This is the ninth extension of
a multi-year, $286 billion plan that expired in 2009.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
As part of the proposed Fenway Center development
project, construction will begin on the new Yawkey rail
station. This work requires the removal of one of the two
tracks from service, and will be an 18-month project. As
a result, a single-track operation will be in effect between South Station and Allston, about five miles. Two
high-level platforms with elevators serving both tracks
will be built. Some trains had to be re-timed in order to
maintain service levels. New timetables went into effect
on April 2.
The Wickford Junction station (Providence/Stoughton
14

Line) opened April 23. Each weekday, this station is
served by ten (800-series) trains in each direction, starting at 4:50 AM. The last one departs South Station at
8:15 PM. One-way tickets are $9. This service is an
extension of the service to T.F. Green Airport, which
began on December 6, 2010. Member Todd Glickman
wrote: “There is especially good news for PM outbound
commuters: the addition of an early rush-hour train.
Now, early PM rush-hour trains to Providence depart at
3:45 and 4:35 PM. It will become 3:30, 4:00, and 4:35
PM. Hopefully this will take some of the pressure off the
4:35 PM, which is one of the most crowded trains in the
system.”
OPTO on the Red Line officially began March 24.
Member Todd Glickman wrote: “It seems to have been
implemented without much fanfare. I haven't seen any
news reports or heard any negative comments. I spoke
with a Platform Guard who said things were going pretty
smoothly. The dwell time is a bit longer, especially at
Park Street where the Operator must open and close
doors on both sides of the train. So now the Red, Orange, and Blue are all OPTO. Will it come to the Green
Line? Management wants it, but the union is against it,
of course. The Green Line still has one Operator per
trolley, usually running in two-car and sometimes threecar trains. For OPTO to work on the Green Line, the
MBTA will have to force all cash payers (on the surface)
to the front car, and permit only pass-holders in rear
cars. That would take frequent and strict enforcement.
Currently, the fine for fare evasion is $15. If it was to go
up significantly and strict enforcement with no-excuse
penalties imposed, it might work. But I'm not holding my
breath, nor CharlieCard.”
The new commuter cars being built by HyundaiRotem, already a year and half late, are going to be
later still, according to MBTA. Work has yet to begin on
the order at the same plant in Philadelphia that is in the
process of completing delivery of the 120-car order of
Silverliner Vs for SEPTA, which are also late. Does any
reader see a trend here? When the MBTA Board awarded the contract to the firm on February 7, 2008 (March
2008 Bulletin), I wrote that that the firm had yet to deliver any cars of the 2006 orders that it held with
SCRRA (Metrolink), Tri-Rail, or SEPTA. Both sides are
blaming each other for causing the delays. In winning
this contract, Rotem underbid Bombardier by almost
20%, and received high technical marks from “T” staff
reviewing the bid, which glossed over the Korean firm’s
lack of U.S. experience, according to meeting minutes
and materials prepared for the Board. The “T” expects a
few cars of the 75-coach order to be in service by the
end of this year.
On March 28, MBTA released details of a 23% fare
increase that would go into effect July 1. Fares have
remained unchanged since January 1, 2007. There
(Continued on page 15)
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would also be service reductions, including the elimination of weekend service on the Needham, Kingston/
Plymouth, and Greenbush Lines and the E Line between Brigham Circle and Heath Street. Four weekday
bus routes would be eliminated and another 14 revised.
These are some of the new rail fares: Rapid Transit
CharlieCard or Single Bus + Rapid Transit: $1.75 to
$2.00, Senior: $.60 to $1.00. Monthly Commuter Rail:
Zone 1, $135 to $173 and Zone 9, $265 to $329. The
Board approved the increases on April 4.
Several days later, additional information was revealed – the 12-ride punch card, which is valid for six
months, is being retired in favor of a 10-ride pass good
for only 30 days. Apparently it was a well known
“secret” among riders that the 12-ride card could be
used for sometimes up to two dozen rides. The Boston
Globe reported the reason is: “Sometimes, it’s crowding
on rush-hour trains, Conductors too busy to reach everyone. Sometimes, it’s human error, errant punches by
fast-moving hands. And sometimes, it’s done with a
wink and a nod, the same box punched over and over,
for the same people.” The punch cards, depending on
the line or destination, cost $20.40 to $99. The “T” sold
$18.1 million of them last year; if each one enabled two
free rides — a conservative estimate, according to
those who boast of it and rail against it online — that’s
$3 million, and with a budget deficit, every dollar not
collected is costly.”
In support of its fare increase proposal, a comparison
of the cost of riding in peer cities was made, and can be
seen in the table below:

Single
Subway
Ride
SingleRide Bus
and Subway
Monthly
Bus &
Subway

with preliminary plans for a two-and-a-half mile route
that would connect Rhode Island Hospital, downtown
Providence, and College Hill. The line could create
6,000 jobs over the next 20 years as well as stimulate
up to $1.1 billion in investment, according to the Providence Core Connector Study. No funding is yet in place,
and the transit agency is facing an $8-10 million deficit
for next year.
PHILADELPHIA, PENNSYLVANIA
SEPTA police ended their nine-day strike on March
31. The Philadelphia Inquirer reported that the police
union struck after negotiations broke down over a 35cent-an-hour difference in what was termed
“certification pay” in what the union wanted and what
SEPTA wanted to pay. While the police were on strike,
SEPTA spent about $128,000 a week on temporary security guards and overtime pay for city police, but the
agency only saved about $3,000 a week by not paying
the 35 cents an hour to the police. The 219 officers can
expect an 11.5% salary increase over five years and a
$1,250 bonus upon ratification, based on the pattern of
contracts approved by other SEPTA unions. Thanks to
member Lee Winson for this report.
Member Bob Wright wrote: “New Regional Rail schedules went into effect on April 1. The usual minor revisions, etc., but the end of daytime catenary replacement on the Manayunk/Norristown Line means that the
hourly headways midday return (during the work, which
started last spring, between Allegheny and Ivy Ridge,
the original catenary (dating to 1932-3) was replaced on
both tracks, resulting in single-track operation in midday
with two-hour headways (basically every other train
cancelled). There is still some remedial work to be done
but this is being performed overnight. Additionally, more

BOSTON
PLANNED

PHILADELPHIA

NEW YORK

CHICAGO

ATLANTA

LOS
ANGELES

SAN
FRANCISCO

WASHINGTON, D.C.

$1.50-$2

$1.55 - $2

$2.33-$2.50

$2

$2.13-$2.50

$1.50

$2

$1.50 -$1.70

$2-$2.50

$1.55 - $2

$2.33-$2.50

$2.25

$2.13-$2.50

$1.50

$1.64 - $10.55

$1.60 - $5.20

$70

$83

$104

$86

$95

$75

None

None

Ridership during February rose for the thirteenth
straight month to 1.3 million passenger trips on buses,
subways, commuter rail, and The Ride each weekday,
according to MBTA. In February, ridership on all modes
jumped by 8.1%, making it the busiest February in the
system’s history. Thanks to Todd Glickman for these
reports.
PROVIDENCE, RHODE ISLAND
On April 5, the Rhode Island Public Transit Authority
approved plans for a $126.7 million streetcar system,
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Silverliner Vs are in service (the last number I heard for
the on-the-property cars is in the 80s) and appear to be
showing up fairly randomly, although some trains seem
to be getting them fairly regularly as well. Lastly, the
high-level platform constructed in the early ‘80s at the
Ivy Ridge station, to allow the former PRR line to be
extended there, is being removed. Not sure if the intent
is to provide more parking (which is very much needed).”
(Continued on page 16)
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From Cinders: As spring arrived, there were 86 of the
120 Silverliner Vs on the property: 701, 703-729, and
801-858. Meanwhile, SEPTA is retiring the Silverliner IIs
and IIIs on a weekly basis, despite requests from rail
advocates to retain some “just in case” something requires removal of part or much of the fleet of the Silverliner Vs. As it turns out, during the last two weeks of
March, there were car shortages when two sets of
push/pull equipment were out of service, and several
runs were missed on the West Trenton Line. On March
28, a six-car train of Budds filled in for West Trenton
Train #6734. Then on March 30, Silverliner IIs and IIIs
were substituted for Silverliner Vs on Train #380 from
Elwyn to West Trenton.
The nearly 50-year-old cars are operating on a waiver
from the Federal Railway Administration that expires at
the end of June. A waiver is required because the cars
are not ADA-compliant because they lack public address systems. If there is a five- or six-car train, announcements won't be made in all cars.
Silverliner Update: As of March 27, there were nine
March retirements: 203, 212, 218, 223, 226, 254, 260,
261, and 267. As of February 27, these were the only
cars remaining in service: 215, 216, 219, 225, 227, 229,
230, 235, 252, 253, 255, 256, 259, 266, 268, 9001,
9006-10, and 9012-6.
Silverliner IVs 380-381, which suffered flood damage
in Trenton due to Hurricane Irene, were returned to service. However, push/pull coaches 2401, 2503, 2506
2508, 2509, and 2512 are still awaiting repairs.
Abandoned trackage comes alive again. Work began
to lay a half-mile of track over the long abandoned
Pennsylvania/Penn-Central freight right-of-way west of
52nd Street. Upon completion, this segment will connect
the Ivy Ridge Line to the Amtrak mainline and allow
Cynwyd-bound trains to avoid using a long through
truss bridge, which Amtrak would like to demolish.
PITTSBURGH, PENNSYLVANIA
As was reported in last month’s Bulletin, PAT opened
the 1.2-mile North Shore Connector from the Gateway
station to the North Side and Allegheny stations on
March 25. Lack of space prevented these additional
details. The project’s cost was $523.4 million, and for
three years, riding the extension will be free, as the
Pittsburgh Steelers, the casino, Also Parking, and the
Pittsburgh Stadium Authority are underwriting the costs.
Both the Blue and Red Lines were extended.
The Pittsburgh Tribune-Review reported that the
first train departed from the Gateway station shortly before 5 AM and had 80-90 passengers aboard (including
members Andrew Grahl and Raymond Mercado). Andrew told the reporter that he travels all over the country
to document the changing industry of transportation.
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They drove six hours thirty minutes to reach Pittsburgh.
For those who are interested, Andrew told me that cars
4310 and 4312 composed the first train.
WASHINGTON, D.C. AREA
Reports surfaced during March that Metro’s CAF-built
5000-series cars, which have been on the property
since 2006, have experienced problems with their brake
disc hubs failing sooner than expected. Vibrations have
caused the parts to crack. Those parts should have lasted for 15 years and will be replaced this summer. A program to replace the faulty parts in 2009 did not occur
due lack of funding.
An agreement was made between the city of Washington, D.C. and Oregon Ironworks to purchase two
streetcars for $8.7 million. Three Czech-built cars,
which were delivered previously, are stored in Metro’s
Greenbelt Yard and have undergone testing. City officials expect the H Street NE Corridor Line to open next
year.
During the month of February, MARC set a new ridership record, when the average weekday ridership system-wide was 414,867. The previous high was 411,785
recorded in September, 2008. The MARC train led the
way with weekday ridership of 35,210. This is 6.1%
higher than last year. The Penn Line, which carries approximately 21,000 passengers daily, was up 6.7%,
while the Camden Line had the largest growth with a
7.9% increase. Ridership on the Brunswick Line was up
by 3.2% over the same period last year. The previous
high for the MARC train occurred in November, 2011
with ridership of 34,618. Thanks to Jack May for this
news.
MARC timetables issued effective April 2 also included
one for the Penn Line. In last month’s Bulletin we only
reported the Camden Line. This is the first time that
each of the three lines has its own folder. Still unknown
is when the Brunswick Line will change. Thanks to
member Steve Erlitz for sending copies.
Virginia Railway Express operated its larger consists
on earlier afternoon trains on April 6, Good Friday,
where experience has shown that riders leave work early on this day.
VIRGINIA BEACH, VIRGINIA
There is support for light rail in Virginia Beach, and the
Mayor has called for a referendum, possibly as soon as
this November to determine if the city should request
that The Tide LRT be extended from Norfolk. Opened
on August 19, 2011, ridership has greatly exceeded projections. A referendum on light rail would be advisory
only. The City Council ultimately has the final say.
Thanks to Jack May for this report from The VirginianPilot.
SOUTH FLORIDA
Miami-Dade’s 2.4-mile extension to Miami International Airport was previously reported as having an April
(Continued on page 17)
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opening date. A check of the system’s website during
April found that the opening is now scheduled for this
summer.
CINCINNATI, OHIO
The Spanish firm Contrucciones y Auxiliar Ferrocarriles S.A. (CAF) was awarded a contract to build five
streetcars with an option for up to 25 additional cars for
the 4.9-mile loop line, which is under construction. CAF
announced that it plans to build the cars in Elmira, New
York.
KENOSHA, WISCONSIN
Former Toronto Transit Commission PCC 4617 entered service on March 14, bringing the number of active cars to five. One additional car, ex-SEPTA 2185, is
still undergoing renovation. Both cars came via the East
Troy Railroad Museum. Thanks to Al Holtz for sending
this report.
CHICAGO, ILLINOIS
Metra’s BNSF Aurora Line got a new timetable (No.
27) effective March 11, replacing No. 26 (July 12, 2010).
For those keeping track, the only lines that have not
been reissued with dates in larger type are Metra Rock
Island District (April 3, 2011) and Metra Electric
(November 22, 2009). Thanks to member Jim Beeler for
sending copies.
It was announced at the March Metra Board meeting
that the first two prototype Highliners from the current
order of 160 have been completed and are undergoing
preliminary testing. Those two cars plus six car shells
are due in Chicago in early June. Twenty other cars are
in production in Japan. These cars will be similar to the
26 previously delivered.
Jim also sent an article from The Chicago Tribune
reporting that the Chicago Transit Authority’s ridership in
2011 was up by 3% over 2010, and the highest since
1991. Each of the eight CTA rail lines experienced ridership growth. However, the champion was the Blue
Line, which had an 8% increase last year. The Brown
Line, with 7%, was a close second.
There is more information about the reasons that the
new CTA 5000-series cars were removed from service
(March Bulletin). CTA inspectors found that a Chinese
supplier was installing defective parts on the Bombardier cars. The Chicago Tribune reported that Bombardier attempted to cut a deal to replace only the worst
parts initially, according to a Federal Transit Administration oversight report. CTA officials said on March 8 that
they flatly rejected Bombardier's argument that the partial change-out of steel castings was acceptable in cases where the internal flaws on the weight-bearing castings did not appear to occur at key stress points. Instead, all-new parts supplied by two new suppliers and
thoroughly tested to verify their structural integrity will
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be installed on the cars.
ST. LOUIS, MISSOURI
In early April, there was news about “The (Delmar)
Loop Trolley,” a 2.2-mile line connecting Delmar and
Forest Park. The idea had been first promoted in 1997,
and now nearly all of the $43 million required for design
and construction is in place. Two former Milan Peter
Witts were renovated by Gomaco in 2005 and given the
numbers 1351 and 1352. (Milan’s Peter Witts were in
the 1500-2000-series). 1351 was placed outside of the
Missouri History Museum in Forest Park, while 1352
can be found on Delmar Boulevard in University City. It
is unlikely that they will be used in this service because
they are not ADA-compliant. I received an email in
which the writer suggested that the cars could return to
Gomaco and made into "double-ended Witts; have left
side doors cut in to make them ADA compatible, and
add air conditioning.”
In order for service to begin, five cars will be required.
One person who was interviewed by a reporter for The
St. Louis Post-Dispatch said, “Many of the streetcars
around the nation were built in St. Louis by the St. Louis
Car Co. The company, founded in 1887, built gliders,
airplanes, railway cars, rapid transit cars, military vehicles – and about 5,000 streetcars. I’d like to see the St.
Louis Car Co, streetcars used – it’s a throwback to my
youth.”
DALLAS, TEXAS
The first test of an LRV on the future Orange Line was
successfully completed on April 9. The car began at the
Bachman station and ran to the Irving Convention Center. This first 5.4 miles of what will be a 14-mile-long
Orange Line is scheduled to open on July 30. A similar
test was scheduled for the Blue Line between Garland
and Rowlett on April 25. The Blue Line section is scheduled to open December 3, the same day as the second
section of the Orange Line from the Irving Convention
Center station to the Belt Line station, near DFW Airport.
PORTLAND, OREGON
The fare evasion crackdown continues. In February,
TriMet wrote 1,697 citations, 13 times as many as in
February, 2011. Riders caught without a fare had an
81% chance of receiving a citation or exclusion; in February, 2011 they had a 37% chance.
Since the overnight of March 26-27, bus shelters have
been vandalized. On March 30, TriMet reported that
another dozen had been damaged overnight, bringing
the week’s total to 21. So far, the repairs will be in the
$10,000 to $20,000 range. A reward of up to $1000 is
being offered for information that leads to the arrest and
conviction of the vandals.
TUCSON, ARIZONA
Beginning April 10, detours on some downtown Sun
Tran bus routes were detoured in order to accommo(Continued on page 18)
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date construction activities for the Tucson Modern
Streetcar Project, which is also known as Sun Link. The
proposed 3.9-mile route extends from the Mercado District on the west side of Interstate 10 to the University
Health Sciences Center and travels through downtown
Tucson and along 4thAvenue. The line is presently
scheduled to open in 2013.
SAN FRANCISCO, CALIFORNIA
Member John Pappas wrote: “Yesterday (March 17)
1073, the El Paso car, the last of the NJT PCCs, was
out testing. It was the only one that hasn't entered service yet. I managed to catch it at West Portal coming
back from a run out to the end of the L line and got a
ride on it back to Geneva. This past week 1070 (Public
Service) and 1072 (Mexico City) entered service. The
former NJT cars are on the street in good numbers now.
Also going on was the St. Patrick's Day parade and other festivities, which canceled all General Orders on the
N line and provided four two-car shuttle trains between
Caltrain and West Portal to give additional capacity in
the subway.”
John sent a copy of an invitation for a ceremony that
was held on April 5 to mark SF Muni’s 100th anniversary. The event featured streetcar 1, which entered service on December 28. Muni, was the first municipally
operated transit system in the United States.
PCC 1040, the final PCC car built in the United
States, returned from overhaul at Brookville Equipment
Company in Pennsylvania and entered service on
March 12. According to Market Street Railway, the car,
although ready to enter service, was held pending installation of a Clipper fare reader when duty called – it
was needed to fill a morning run.
According to a report on SanMateo.Patch.com, Caltrain’s line between San Francisco and Gilroy would be
electrified as part of the California high-speed rail plan.
SANTA RAPHAEL, CALIFORNIA
On January 5, the Sonoma Marin Area Rail Transit
District (SMART) voted to award a construction contract
to the joint venture of Stacy and Witbeck/Herzog to
build the first phase of what will be a 70-mile rail system. Phase I, Santa Rosa and San Rafael, is 38.5
miles. A groundbreaking ceremony took place on March
2. Eighteen DMUs have been ordered from Sumitomo/
Nippon Sharyo. The latest news is that service is to
begin in late 2014 or 2015.
LOS ANGELES, CALIFORNIA
On March 18, test trains began running seven days a
week between the hours of 5 AM-1 AM to simulate regular service. Previously this testing was done between
11 AM and 1 AM. Service will operate on 12-minute
headways. The opening of this line has been moved
several times, and according to a report from John Pap18

pas, the date was April 28. Free rides were provided on
April 28 and 29. Initially the line will terminate to La
Cienega, and will be extended approximately one mile
to Culver City this summer.
Phase I is a $932 million, 8.6-mile light rail line from
downtown Los Angeles to Culver City with 12 stations,
two of which are shared with Metro’s Blue Line. Phase II
is a $1.5 billion, 6.6-mile extension from Culver City to
Santa Monica, with seven stations serving West Los
Angeles/Santa Monica that is expected to be completed
in 2015.
My son Marc visited several cities in California last
month, including Los Angeles. Besides riding and photographing various lines, he found the following former
NJ Transit Comet Is on a storage in track Newhall, California: 5116, 5127, 5130, 5113, 5111, 5134, 5103, 5124,
5117, 5720, 5710, 5750, 5749, 5734, and 5732.
SAN DIEGO, CALIFORNIA
Marc also visited San Diego, where he rode vintage
trolley 529, which operates on the Silver Line. San Diego’s original fleet of pre-WW II PCCs were numbered
501-528, hence the number 529. 528 currently resides
in the Orange Empire Museum's collection. The Silver
Line operates weekends and Tuesdays/Thursdays. It is
a separate fare zone from the red cars, and day passes
are not accepted. The regular fare is $2, cash only.
Boarding this car is slightly different, due to the installation of a wheelchair lift in the front; regular boarding is
done at the center (rear) door. There are no loops on
the system, so the car operates clockwise from 12th/
Imperial and back. There is a plan is to extend it to Old
Town and build a loop or wye there.
529, the only car presently in this service, was formerly SF Muni 1122, but originally St. Louis Public Service
(SLPS) 1716. Marc had the opportunity to visit the car
barn, where he saw the following cars undergoing restoration: 530, ex-SF Muni 1123, originally SLPS 1728;
531, ex SF Muni 1170, originally SLPS 1777; and 532,
ex-SEPTA/PTC 2186. Not renumbered or restored at
this time is SEPTA/PTC 2785 in the Chestnut Hill color
scheme.
FROM THE HISTORY FILES
160 years ago: On May 10, 1852, the New York Central Railroad operated the first train to Chatham, New
York. This became part of the Upper Harlem Line. Service was cut back to Dover Plains by Penn-Central on
March 19, 1972. Metro-North extended service to Wassaic, a distance of 5.4 miles, on July 9, 2000.
50 years ago: On May 23, 1962, construction began
to build the first Metro line. Revenue service on Line #1
— Atwater to Frontenac — and #2 — Bonaventure to
Henri-Bourassa — began on October 14, 1966. In later
years other lines were opened.
News items and comments concerning this column may be
emailed to ERAnewseditor@gmail.com.
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ERA MEADOWS MAINTENANCE SHOP TOUR
by Marc Glucksman
(Photographs by the author)
On April 14, the Electric Railroaders' Association visited NJ Transit's Meadowlands Maintenance Complex for
the first time in many years. Our group was taken
through the various mechanical, passenger car, and
locomotive shops that maintain its fleet. Between single
and multi-level, self-propelled and push-pull, and electric and diesel there are many varieties of equipment.
And they all see this facility for their inspections and
repairs.
We were shown the Arrow III upgrade program, as
well as being shown some of the "poor performers" (as
they have been labeled) that are being retired. The original Arrow IIIs are now turning 35 years old. There are
ALP-44s that are being deaccessioned after less than
15 years and ALP-46As that are only a year or two old.
The oldest are the GP-40s of various kinds were origi-

nally built in the late 1960s and have been rebuilt at
various points since.
But the highlight of the trip for many was the ALP-45DP, NJ Transit's newest class. Beginning last year these
new "dual mode" (overhead electric and diesel power)
engines have been delivered and are being tested
around the system. They have not been approved by
FRA for passenger service yet, but are planned to provide a one-seat ride for passengers from the North Jersey Coast Line and other locations that are only electrified over part of the route to New York Penn Station.
They look similar to the ALP-46/46A but only have one
control end.
At the end of the trip, the group boarded a chartered
coach bus to return to other mass transit hubs.

Arrow III single car 1307 on the pit.

Multilevel 7550 on the lift.

ALP-46 4608 with top removed.

ALP-46 4611 and GP-40-FH-2 4109.
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Around New York’s Transit System
Six-Month Trial of Intercom Kiosks
Despite layoffs in 2010, there is still at least one
Station Agent in each of the 468 subway stations at all
times that the station is open. To allow riders to
communicate with transit employees in emergencies or
for information, intercom kiosks were installed at 23rd
Street, Lexington Avenue 6 and Brooklyn Bridge,
Lexington Avenue 456.
These devices, which are fastened to columns, glow
blue. Riders pressing a red emergency button are
connected to the Rail Control Center, which can
summon police if necessary. A green information button
connects riders to the station’s Station Agent.
If this Help Point program is successful, NYC Transit

may install kiosks at other stations at an estimated cost
of $300,000 per station. If they were installed 150 feet
apart on platforms, more than 5,000 kiosks would be
required.
New Cars May Replace R-32s and R-42s
To replace the oldest cars on the transit system, NYC
Transit is ordering 300 R-179 cars from Bombardier at a
cost of nearly $600 million. The new equipment could
be running in 2015.
Member George Chiasson reported that 222 R-32s
and 50 R-42s were in service on January 15, 2012. The
R-32s, which were built in 1964-5 and are operating on
C, are in poor condition. Their mean distance between
(Continued on page 8)

Tech Talk
(Continued from page 9)

A southbound G consisting of Kawasaki R-68As pauses to let passengers off and on at Fourth Avenue.

Looking west towards the Gowanus Canal bridge, we see a northbound F train composed of Alstom R-160As leaving the Fourth
Avenue station.
Jeff may be contacted via e-mail at jefferlitz@gmail.com.
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THIRD AVENUE WAS ABLE TO REDUCE EXPENSES
75 YEARS AGO

Third Avenue’s car building program, described in previous issues, was started because the company was unable to afford new
cars, especially PCCs.
The company just barely made a profit, and
For general inquiries,
contact us at bulletin@
it occasionally ran a deficit. However, it was
erausa.org or by phone
able to remain solvent during the Depression
at (212) 986-4482 (voice
by economizing. From 1929 to 1932, trolley
mail available). ERA’s
and bus revenue decreased by $2 million,
website
is
but operating expenses were reduced by
www.erausa.org.
$2.75 million. During this period, the remainEditorial Staff:
ing twenty busiest trolley lines were convertEditor-in-Chief:
ed to one-man by rebuilding the front door
Bernard Linder
and installing a treadle in the rear door. ManNews Editor:
Randy Glucksman
hattan service was reduced drastically. 42nd
Contributing Editor:
Street cars 401-450 were transferred to the
Jeffrey Erlitz
Bronx, replacing single-truck convertibles
that were lengthened and rebuilt.
Production Manager:
In 1934, the company was able to reduce
David Ross
expenses again by performing most of the
inspections at the Kingsbridge car house. In
the morning rush, several inspection cars
from the West Farms car house operated in
©2012
Electric
revenue service on the Bronx and Van
Railroaders’
Cortlandt Park Line and were laid up in the
Association,
Kingsbridge car house after the AM rush.
Incorporated
Because there were only West Farms destinations on these roll signs, they remained
blank. Large signs reading 262ND ST. AND
B’WAY or 225TH ST. AND B’WAY were hung
on the front dash until these readings were
In This Issue: added to the roll signs. Huffliners and 100s
Development of assigned to the Broadway Line occasionally
the Long Island appearedth on the Broadway-Amsterdam AveRail Road in the nue-125 Street Line. They must have been
inspection cars operating to and from the
Rockaways
Kingsbridge car house.
(Continued)
The company tried to avoid replacing the
large route roll signs in the older cars. When
...Page 2

the double-digit convertibles were transferred
from Manhattan to Yonkers in the 1920s, they
retained the Manhattan signs and displayed
Broadway when operating on lines 1, 2, and
3. The line name and number were shown on
large signs hung on the front dash. In 1934,
new signs listing all Westchester County
lines appeared in several convertibles. But
three years later, the glass covering the sign
was painted and it was no longer visible.
In the 1920s, most Bronx cars had signs
listing all Bronx and Westchester County
destinations. When they were replaced in
1932, the new signs listed destinations for
only one car house.
In 1936, large metal signs with the familiar
large letter and route name were hung on the
front dash of all cars. These signs were 21
inches high and 18 inches wide. The large
letter “T” was 15⅜” wide x 13⅜” high and the
name of the line was 1¾” high. Within the
next two years, the glass window covering
the front route sign was painted. In the early
1940s, the glass window covering the side
route sign was also painted. At about the
same time, the large letter and route name
were painted on cars assigned to a specific
line. If the car was operated on another line,
the correct sign was hung on the dash.
Employees were paid only for the time they
actually worked. Most Motormen worked continuously 8½ to 10 hours without time off for
meals. Swing runs were even more tiresome.
Elapsed time was as much as 13½ hours
with 3 to 4 hours unpaid swing. Broadway145th Street Motormen had no layover time
because they turned on crossovers at 145th
Street and Lenox Avenue and at 181st Street
(Continued on page 4)
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DEVELOPMENT OF THE LONG ISLAND RAIL ROAD
IN THE ROCKAWAYS
by George Chiasson
(Continued from May, 2012 issue)
or south to the Rockaway Peninsula.
As a result of measure #3, through operations from
the Hunters Point terminal via the former Southern were
diverted onto the former Brooklyn & Jamaica (LIRR Atlantic Division) line at “Berlin Switch,” the site of Dunton
Tower in 2012. Thus, its trains began passing through
the Long Island Rail Road’s (Old) Jamaica Station, and
the ex-South Side stop at Berlin (opened as Van Wyck
Avenue in 1869) was closed. Sometime by the summer
of 1878, perhaps that June, the former “Berlin” depot
was moved to a location beside the ex-Southern main
line off Curtis (124th) Street and a new station, named
“Morris Grove,” was created. This stop was rechristened Morris Park about 1882 to reflect the popularity of an adjacent public parkland and picnic place,
and then it was closed in 1886 to be replaced in kind by
a rapid transit station bearing the same identity along
the Brooklyn & Jamaica (Atlantic Division) at Lefferts
Avenue (119th Street). When LIRR actually opened its
Morris Park engine and car servicing facility at the older
site in 1889, located off Atlantic Avenue at Spruce
(121st) Street, a simple employee flag stop was reinstalled on the Montauk Division side of this expanse
near Stewart (89th) Avenue called “Shops.” On the rest
of the original South Side main line, née “Montauk Division” across western Queens County, a complete second track was opened between Hunters Point and
Glendale Junction as part of the original New York,
Woodhaven & Rockaway arrangement on August 22,
1880, and then extended to Richmond Hill on August
25. Stations were also added and subtracted through
the years at Penny Bridge (Laurel Hill & Review Avenues, by the old Meeker Avenue Bridge, (re)opened
1902); Laurel Hill (Clifton (46th) Street, opened 1891,
closed 1900) and Ridgewood (off Otto Road, opened
June 2, 1883).
The 1876 consolidation of the Southern and New York
& Rockaway lines had also created a mismatched track
configuration, wherein the limited number of trains that
were still routed via the “Old” Southern main line could
not thereafter stop at both the ex-Southern’s Beaver
Street and Old Jamaica stations, with the two locations
being linked by a pedestrian passageway. In early 1877,
the Beaver Street depot was physically moved a short
distance to join LIRR’s station at what is now 153rd
Street, but the platforms for each remained where they
were, about two blocks apart. On or about July 21 of
that year, what service had been left on the “Old South-

(Before I begin, here is some additional information for the
installment in the May issue: Thanks to the late Vincent Seyfried, I was able to find out that the opening date for the New
York & Rockaway Railroad was July 14, 1872.)
Over time, the head-on competition between the
South Side and Long Island Rail Road took an economic toll on the former, and by 1874 the company was reorganized as the Southern Railroad of Long Island. Its
financial stresses may have been attributable to some
excess capital investment in the face of constrained
revenues, including a project to double-track portions of
its mainline toward Patchogue and the continued need
to operate slow, expensive steam dummies in the
streets to reach its terminal in Williamsburg (which included some freight drayage as well). During LIRR’s
Poppenhusen reign, the still-fresh Southern was finally
merged under the control of its long-time rival by early
1876 and overall operations were consolidated somewhat. Among many things, this resulted in the following
profound changes:
● Abandonment of the in-street terminal trackage between Bushwick and Williamsburg on February 29,
1876
● The redirection of “Southern” through passenger
trains into the Long Island Rail Road terminal at
Hunters Point via Bushwick Junction and the 1870built connection to the former New York & Flushing
starting on May 25, 1876. Concurrent with this alteration, the older South Side line to the Bushwick terminal was relegated to single-track branch status,
with a new connecting platform located at the Fresh
Pond station. Extended passing sidings were then
laid along the newly-configured ex-Southern alignment all the way from Hunters Point to Pearsall’s
and it was immediately adopted as LIRR’s passenger “Main Line” between Jamaica and the East River terminal. The former New York & Jamaica main
line was thus (temporarily) reduced to a secondary
role that accommodated freight operations
● Operational consolidation of LIRR (née New York &
Rockaway) and Southern RR of LI, in effect June 1,
1876, wherein all passenger trains serving the former South Side Railroad (e.g. the “Montauk Division”) started using the original LIRR Jamaica depot, diverged to the 1872-opened New York &
Rockaway (LIRR) alignment from Rockaway Junction to Springfield Junction, and continued on the
original South Side right-of-way from there to Valley
Stream. From that point they went east to Babylon

(Continued on page 3)

2

ERA BULLETIN - JUNE, 2012
Valley Stream
The Bushwick terminal also remained in operation
after the 1876 merger, but largely as a marginalized
branch line that as time passed enjoyed an everdiminishing stature. For the summer seasons between
May, 1886 and September of 1894, Bushwick was used
by trains of LIRR’s Manhattan Beach Division as a replacement for that line’s original waterfront terminus at
Greenpoint in Brooklyn. The Manhattan Beach operation was largely a leisure-oriented service that was a
long-time progeny of banker Austin Corbin, who originally backed the undertaking. Its namesake trackage
was relocated to a joint embankment with BRT’s Brighton Line by 1909, abandoned about 1933, and removed
around 1941. In 2012 it is survived in part by the Bay
Ridge Branch. The terminal at Greenpoint was originally
established on May 16, 1878 as part of the original New
York & Manhattan Beach Railway, a narrow gauge system that would be assumed by competitor Long Island
Rail Road (of which Corbin was concurrently ascended
to president) 2½ years later. Being generously served
by several ferries across the East River from both midtown and lower Manhattan, Greenpoint thus proved by
nature to be both costly and contradictive to LIRR’s own
long-established facilities on the East River at Hunter’s
Point, and was thus eliminated at the earliest opportunity. As component to LIRR’s enforced consolidations, the
entire system was converted to standard gauge beginning in September, 1882 and physical connections were
built from the existing New York & Manhattan Beach
alignment, which also served as an extension of the
New York & Bay Ridge, to both the Atlantic Division at
East New York, and to the Montauk Division (ex-South
Side) main line at “Fresh Pond” Junction. A healthy proportion of the line’s summer-only passenger service
from both Bay Ridge and Manhattan Beach was then
routed into Flatbush Avenue via the East New York tiein starting on May 30, 1883 and to the Hunters Point
LIRR Terminal via Fresh Pond on June 2, with use of
the Greenpoint terminal finally being discontinued as
the 1885 season concluded on that September 28.
To enable trains from Bay Ridge and Manhattan
Beach to access Bushwick instead, yet a third connection had to be installed at the “South Side Railroad
Crossing” (approximately at Varick Avenue, between
Meserole & Randolph Streets in Bushwick). This remained in place after Manhattan Beach Division passenger service to Bushwick was discontinued in 1894,
with the balance of the original line to Greenpoint then
assuming a separate identity as LIRR’s Evergreen
Branch from the South Side Railroad Crossing to
“Cooper Avenue Junction,” where it met the 1883opened extension coming down from Fresh Pond Junction on the ex-South Side main line. Of further note,
immediately following the original Dual Contracts of
1913, the Evergreen Branch was an alignment that was

Development of the Long Island Rail Road in the
Rockaways
(Continued from page 2)

ern” line between Beaver Street and Springfield Junction was dropped altogether. Its two local stations at
Locust Avenue and Springfield then saw little, if any
traffic for almost 30 years until the Jamaica Race Track
opened in 1903 and the trackage was eventually electrified in 1905-6. Freight operations were maintained,
however, and one track removed beyond the Springfield
station with a hand-operated connection built to the surviving (outward) portion of the Southern main line at the
junction itself.
In 1880 the former LIRR, ex-New York & Rockaway
Branch portion of the reconfigured “Southern” was also
double-tracked from Rockaway Junction to Springfield
Junction, and in time it became part of the Montauk Division main line. A pair of stations with like names to
those on the Southern route were eventually established, but evolved slowly and were located too far
away to truly replace them. The new “Springfield” station (located at Springfield Avenue, later Springfield
Boulevard) came to life in 1881, where a depot was first
erected in 1889. It was raised onto an elevation decades later and went on to serve patrons until 1979 under the better-known name of “Springfield Gardens.”
Another stop was laid at “Locust Avenue” (now Linden
Boulevard) on July 1, 1898, but was known as St. Albans after about 1927 and its successor remains in use
on MTA Long Island Rail Road in 2012. As part of the
same consolidation in 1876, the Ocean Point station on
the Southern’s 1869-opened branch to Far Rockaway
was closed, though it would eventually be restored as
“Cedarhurst” in June of 1887. The attractions at both
Atlantic Park and the South Side Pavilion were also discontinued in 1876 (along with their corresponding station stops) as the Southern surrendered the “festive”
personality of its Rockaway service to Long Island Rail
Road ownership. More financial instability following the
1876 merger eventually made even LIRR vulnerable
and it was ultimately cast into receivership. As a result
its hold on the Southern was restructured under the
name Brooklyn & Montauk Railroad in late 1879, and
even more system consolidations occurred, but often
for positive reasons. One example of this was the expansion of summer service to the Rockaways from
points all around Long Island in the summers of 1878
and 1879, which included the following special trains:
● Whitestone to Rockaway Beach via Winfield Junction (old) Jamaica, and Valley Stream
● Glen Cove to Rockaway Beach via Mineola, Rockaway Junction, and Valley Stream
● Port Jefferson to Rockaway Beach via Mineola,
Rockaway Junction, and Valley Stream
● Patchogue to Rockaway Beach via Babylon and

(Continued on page 5)
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Third Avenue Was Able to Reduce Expenses
75 Years Ago
(Continued from page 1)

THIRD AVENUE RAILWAY OPEN CARS

Fort George Cable Car sample car, Amsterdam Avenue & 129th
Street.
Bernard Linder collection

Single truck open car.
Bernard Linder collection

Open car on transfer table in car house.
Bernard Linder collection

Broadway and 181st Street.
Bernard Linder collection

Car 44 on the Harlem Bridge, Morrisania, and Fordham Line.
Bernard Linder collection

Third Avenue Railway open car at West Farms Square.
Bernard Linder collection

(Continued on page 20)
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Rockaways
(Continued from page 3)

Great Neck station, September 7, 1967.
Bernard Linder photographs

Looking east from Great Neck station, September 7, 1967.
Bernard Linder photograph

Franklin Avenue crossing, east of Garden City station, August 5,
1967.
Bernard Linder photograph

Hilton Avenue crossing, looking east, east of Garden City station,
August 5, 1967.
Bernard Linder photograph

Hilton Avenue crossing, looking west toward Garden City station,
August 5, 1967.
Bernard Linder photograph

(Continued on page 6)
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February, 1895 (at that time off Metropolitan near Flushing Avenue), but evidently without much better success
than previous due to the lightly developed industrial nature of the area and it was forsaken yet again in October, 1903. A pilot “battery car” was placed on a yearround shuttle between Bushwick and Bushwick Junction
(Fresh Pond) beginning on April 1, 1911, being succeeded by a two-car set after June of 1913. The first
unit was delivered by Federal Storage Battery and carried the description “Beach-Edison” car, while the second was built by the Railway Storage Battery Company (which may have been another name for the same
concern), but whatever the case they looked like miniaturized trolleys or express motors, supported on a widely-spaced pair of single axles. As configured by 1914,
car 1 was a Combine and 3 a “coach,” with each having
plugs that recharged the batteries for every trip at either
end of the line as the couplet provided all Bushwick
Branch service until it was discontinued on May 13,
1924. As for the Bay Ridge Branch, it was relocated into
a tunnel underneath the Atlantic Division main line
through East New York in late 1915 (with a different
track connection from the new cut to LIRR’s elevated
track above until about 1936 that used a steep ramp on
a solid fill). It was removed soon thereafter to make way
for the Atlantic Avenue tunnel extension, which finally
opened in 1942. The line was subsequently extended to
meet the New York, New Haven & Hartford in the Bronx
via the New York Connecting Railroad in 1918 and later

Development of the Long Island Rail Road in the
Rockaways
(Continued from page 5)

often proposed for the elevated portion of BRT’s 14th
Street-Eastern route (now the L line of MTA New York
City Transit) beyond its initial terminal at Montrose Avenue. Ultimately this plan was doomed by the line’s subservient standing in the larger scheme of Dual Contracts improvements and the onset of World War I,
which delayed implementation long enough for political
intercession on behalf of the full subway extension as
constructed in the 1920s. Freight operation on the Evergreen Branch itself had declined appreciably as early as
1938, and was dropped completely around 1966 (after
New York State had assumed control of the stillinsolvent LIRR), though local service lingered at its extreme ends (as spurs off the Bushwick and Bay Ridge
Branches) until approximately 1984. The line then disappeared piece by piece across the next several decades, with some snippets and scraps of its track and/or
right-of-way still intact through alleys and backyards in
southern Queens as of 2012.
To facilitate the corresponding uptick in use of the
Bushwick Branch after 1886, a second track was eventually restored from approximately 1892 to 1910, which
proved to be most useful for the line’s brisk freight operations. Its old station at Maspeth was also revived in

(Continued on page 7)
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degree of steam-powered through service to the Rockaways, which lasted into the 1920s on three routes, especially in the summer: two from Long Island City to
Rockaway Park and Far Rockaway via Glendale Junction and the “Rockaway Beach Division” across Jamaica Bay; another from Long Island City to Far Rockaway
via Valley Stream. All through this time, through trains
on the latter continued to follow the consolidated routing
created in June, 1876: the former Southern (Montauk
Division) main line to its junction with the Atlantic Division at Tower 67 (later “MP” and then “Dunton”); the
Atlantic Division (Brooklyn & Jamaica) alignment to Jamaica Station, where it called at both “Old” until 1913
and then the newer, present day location afterward;
LIRR’s ex-New York & Rockaway Branch of 1872
(which also became part of the Montauk Division) from
Rockaway Junction to Springfield Junction; the “Old
Southern Road” as far as Valley Stream; and finally the
Far Rockaway Branch to its grade-level terminal at Mott
Avenue. By the late 1890s there were five or so
“circular” trains on a typical day that continued across
Jamaica Bay from Far Rockaway to Woodhaven Junction, then went back to Flatbush Avenue or continued to
Long Island City via Glendale Junction. Service levels
were increased to seven such trips each way by 1901
and eleven by 1904, just before the first electrification
took hold.
A more direct route across Jamaica Bay to Rockaway
Beach (née Rockaway Park) was opened by the New

Development of the Long Island Rail Road in the
Rockaways
(Continued from page 6)

received a.c.-powered overhead catenary starting in
1927. All passenger service on the Manhattan Beach
(née Bay Ridge) Division was discontinued on same
date as the Bushwick branch (May 13, 1924) as part of
LIRR’s first widespread service cuts in about 50 years,
but electrified freight operation across the Hell Gate
Bridge, on behalf of the New Haven Railroad (and in
tandem with local freight service as handled by LIRR)
remained in place as late as 1969. The New Haven’s
interest was then carried forward under the banners of
Penn Central and Conrail, and since 1999 has been
controlled by CSX Transportation. Meanwhile, local
freight service on the Bay Ridge Branch (and connecting lines) that was formerly provided directly by LIRR
fell into the hands of contractor New York & Atlantic
Railway, an affiliate of the Anacostia and Pacific Company, in May, 1997.
After endless rounds of financial entanglement, what
was left of the South Side, née Southern, née Brooklyn
& Montauk Railroad, was finally and formally integrated
into LIRR on October 5, 1889 and it faded into history.
After it did, LIRR continued to utilize its former main line
to reach a variety of destinations on a full-time basis for
decades to come. Included in this was at least some

(Continued on page 8)
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Rockaway Beach, and then entirely abandoned in favor
of the NY&RB alignment westward of New York & Rockaway Beach Junction on July 4, 1888. Gone by the end
of that year were the track and all the former South Side
Railroad stops from Elderts Grove westward. Along with
them went the remains of the massive Neptune House,
most of which had earlier been destroyed by fire on July
3, 1884. A portion of the disused South Side survey that
was abandoned west of Beach 76th Street in 1888 (and
whose path was later trod in part by Ocean Electric
streetcars) survives in 2012 as Rockaway Beach Boulevard from Beach 102nd to Beach 108th Streets.
Starting on the above date in May, 1888 and ultimately
continuing until May, 1950, LIRR trains were routed to
both Rockaway Beach and Far Rockaway via the
marshy line across Jamaica Bay. After about 1892 some
of the regular through service that operated “around the
horn” between Long Island City and Far Rockaway via
Valley Stream was interlined with trains to Brooklyn and
Queens via the New York & Rockaway Beach (and vice
versa) to form a “circular route.” By August of 1888 a
new station was established just beyond the easterly
New York & Rockaway Beach connection called
Arverne (located at the present Beach 66th Street, previously known as Gaston Avenue). When a dispute later
arose between the railroad and Remington Vernam (a/k/
a “R. Vernam”), the owner of its nearby development,
the railroad abruptly established yet another station
called “Arverne” on June 27, 1892 at “Straight-On Avenue” (later Beach 60th Street) and for a time passed up
the original. After court intervention directed the railroad
to resume its use of the previous stop at Gaston Avenue
as of August 26, that location subsequently evolved into
“Olde” Arverne. This was followed by another additional
stop at Edgemere (Beach 36th Street), which was installed on June 21, 1895 largely for the convenience of
guests at the Edgemere Hotel.

Development of the Long Island Rail Road in the
Rockaways
(Continued from page 7)

York, Woodhaven & Rockaway Railroad in 1880. In response LIRR extended the former Southern alignment
to the same geographic limit at 5th Avenue (Beach 116th
Street) in 1884, and then merged the terminals at Rockaway Beach with its erstwhile (though jointly-controlled)
competitor by the summer of 1886. New York,
Woodhaven & Rockaway was renamed as the New
York & Rockaway Beach affiliate of LIRR under a corporate reorganization in 1887, and an easterly turn was
grafted onto its original alignment where the line came
ashore off the Beach Channel (now Beach 84th Street).
On May 26, 1888 New York & Rockaway Beach was
physically joined to the former Southern line at “New
York & Rockaway Beach Junction,” and a wholly new
service commenced as an alternative to its Rockaway
Beach line from Long Island City and Flatbush Avenue
to the existing, ex-Southern terminal at Mott Avenue in
Far Rockaway. NY&RB Junction was situated at an obscure beach location called “Life Saving Station
34” (now Beach 76th Street, originally Kneer Avenue)
and formed the first union at “Hammel’s,” long a point of
renown named for Louis Hammel, who was then leasing
the big Eldert House upon whose property the connection lay.
As promised in the original agreement through which it
accepted trains of the New York, Woodhaven & Rockaway at its terminals in Brooklyn and Queens, LIRR relinquished operation of the original South Side line west of
New York & Rockaway Beach Junction, as developed
between 1872 and 1884, concurrent with the May, 1888
start of New York & Rockaway Beach operations to Far
Rockaway. It was thereafter retained briefly for a horsedrawn intramural shuttle service from Mott Avenue to

(To be continued)

NEW YORK CITY SUBWAY CAR UPDATE
by George Chiasson
cam control, an effort which will result in replacement of
the cars’ original (1984) General Electric SCM control
group with a system provided by Bombardier. Work on
this project has been relocated twice since being undertaken, from its starting locations at Pitkin and 207th
Street in the fall of 2010 to Coney Island Overhaul Shop
during 2011.
CBTC-equipped R-142As 7211-20 remain at Corona
Yard, pending the addition of previously-delivered “C”
car 7921 and a commencement of testing in the near
future. Various night and weekend General Orders have
been affecting service on the Flushing Line throughout
the first months of 2012 as the installation of CBTC be-

Subdivision “A” Events
Long-range SMS of the Corona-based R-62A fleet
continues at 207th Street Shops, with one additional 5car link (1891-5) transferred from 1 to 7 in further
support of its changeable nature on January 25, 2012.
The SMS effort also has grown to include single-unit R62As in addition to the linked five-car sets. The 10 single units formerly assigned to S Grand Central Shuttle
pool and 1 (1917-26) remain active on 7 in separate
5-car sets, while entire 11-car trains of single-unit R62As have also remained an occasional feature of this
route.
Also continuing is conversion of the R-62 fleet to E-

(Continued on page 9)
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3732/3, 3772/3, 3806/7, and 3928/9 were added as
well, followed by 3780/1 and 3820/1 in early April. As of
April 15, 2012 a total of 64 Phase I R-32’s had been
placed in the Life Extension SMS Program.
Cars completed during February included 3376/7,
3383/3890, 3394/5, 3430/1, 3436/7, 3452/3, 3650/3767,
3698/9, 3714/5, 3810/1, and 3888/9. These were followed by 3476/7, 3520/3891, 3610/1, 3614/5,
3621/3644, 3804/5, 3856/7, 3878/9, and 3900/1 in
March, then 3445/3468 and 3928/9 by early April. As of
April 15, 2012 a total of 50 Phase I R-32s had been
completed in the Life Extension SMS Program.
Other final preparations have sometimes delayed the
restoration of otherwise completed cars to passenger
service for up to several weeks after their return to the
207th Street Inspection Shop, but during March, 2012
cars 3383/3890, 3394/5, 3614/5, 3650/3767, 3698/9,
3714/5, 3804/5, 3810/1, and 3888/9 returned to C, followed by 3376/7, 3436/7, and 3476/7 during the first
few days of April. As of April 15, 2012 a total of 32
Phase I R-32s had been returned to passenger service
after passing through the Life Extension SMS Program.
One complication that confronts the Phase I R-32 Life
Extension SMS is a needed structural reinforcement of
the inner ceiling, which was greatly reconfigured during
the cars’ reconstruction at Morrison-Knudsen in the late
1980s. Whereas the R-32s were initially built with axiflow ceiling fans, they had a supplementary steel frame
inserted in the ceiling at each end to support the installation of large condenser units required for their employment of air-conditioning systems originally supplied by
Stone Safety. In turn these frames were lightly coated
with an asbestos-based spray compound to guard
against potential overheating. During the cars’ many
years of service after rebuilding, the significant weight of
the condenser units came into play and at least some of
the Phase Is began to exhibit weakness in these supplementary frame members, which on a few cars have
sagged and if uncorrected may present an impediment
to smooth operation of the middle door pockets. Along
with this action go a small bit of abatement for the existing asbestos compound in the framework and the installation of entirely new condenser units. As a late-hour
discovery, these ceiling frame repairs (as opposed to
the asbestos abatement) were begun with cars placed
in the Life Extension program during March, which
means that approximately the first 28 Phase Is through
Coney Island will be returned to receive them after the
balance of the fleet has been completed by mid-2013.
It is worthy of mention that by comparison this problem
did not exist to any noticeable degree on the former
“Phase II” R-32s, which used different condenser units
in support of a system supplied by Thermo King.
Retired Equipment and Non-Revenue Events
All 10 of the former “SMS” GE R-33 Redbirds that
were converted to work motors “as was” (as opposed to

New York City Subway Car Update
(Continued from page 8)

gins to gain momentum.
On January 21, 2012 one 5-car set of Pelhamassigned R-142As (7591-5) appeared at Corona and
was used over the following two weeks along the length
of 7 to conduct “electrical” tests (believed to be related
to the previous presence of ambient current). It was returned to active duty on 6 on or about February 6.
As for the R-188 procurement itself, as of April 15,
2012 there was little of news to impart aside from the
expected delivery of the 22 new pilot cars, in the form of
two 6-car and two 5-car units, beginning in October.
R-142s 6511-5 and 6791-5, which had been shifted to
4 in November, 2010, were returned to their “home”
lines (2 and 5, respectively) as of March 5, 2012.
Subdivision “B” Events
The use of R-68s (as opposed to R-68As) was resumed on G January 20, 2012, but they were removed
again as of March 19 and a month later the line again
remained an exclusive domain of R-68As.
By early March, it was noted that the use of Jamaica
R-160s on R and Coney Island R-68/68As on N had
been reduced to “occasional,” generally meaning less
than daily, if at all.
On March 29, 2012 the first two trains of Phase I R32s in several months appeared on A, but they were
again not present as of April 15. This was probably a
harbinger of future events as it is widely anticipated
there will be a third annual round of “summer fleet
swapping” to provide air-conditioning reliability on both
A and C in 2012. Expected are the use of R-32s on
A and R-46s on C as previous, perhaps supplemented
by a train of Morrison-Knudsen-overhauled R-42s or
two from East New York.
R-32 Life Extension SMS
In January, 2012, cars 3376/7, 3436/7, 3650/3767,
and 3714/5 (8) joined those already going through Coney Island Overhaul Shop. The first six cars to
“graduate” from SMS on January 19 were 3400/1,
3404/5, and 3414/5, with 3404/5 being the first to reenter revenue service on Valentine’s Day (February 14).
Like all other completed Phase I R-32s, it was blended
anonymously into a standard 8-car train on C, but did
indeed exhibit the clear, new panes of glass and a general body scrubbing of the stainless steel exterior which
mark their passage through the Life Extension effort.
By February 24, 2012 it was joined in passenger service
by completed cars 3400/1, 3414/5, and 3430/1 (all scattered among separate consists).
Phase I R-32s entering the Life Extension program in
February, 2012 included 3452/3, 3476/7, 3610/1,
3614/5, 3804/5, 3856/7, 3878/9, 3886/7, 3888/9, and
3900/1. Through the month of March, 2012, cars
3445/3468, 3520/3891, 3548/3593, 3621/3644, 3726/7,

(Continued on page 20)
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Commuter and Transit Notes
METROPOLITAN TRANSPORTATION AUTHORITY
On April 23, Governor Andrew Cuomo nominated former Governor David Paterson to the MTA Board. Pending approval by the New York Senate, a formality, he will
fill the seat vacated by Nancy Shevell-McCartney. The
Governor praised Mr. Paterson as a person “who dedicated his life to working for the people of this state.” It
bears noting that under Governor Paterson’s watch,
MTA experienced its most severe service reductions
(June, 2010), along with two fare increases.
Additional delays to one of MTA’s so-called “Mega
Projects,” East Side Access, was announced during a
meeting of the Long Island Association on May 8. Originally scheduled for completion in 2013, the date was
changed several times, and now stands at 2019. Later
MTA issued a statement saying “the new estimate isn't
official and may hinge on construction around active
tracks in Sunnyside, Queens, where Amtrak, LIRR. and
NJ Transit operate trains.” Member Larry Kiss sent an
article from Newsday (May 9) that published the table
below, which shows how the opening date has slipped
over the years. According to the 2002 MTA Annual Report, construction began in early 2002.
IN…
1997
2004
2006
2007
2008
2009
2011
2012

MTA SAID
2010
2011
2013
2014
2015
2016
2018
As late as 2019

MTA METRO-NORTH RAILROAD (EAST)
The May edition of Mileposts reported that tie replacement work is underway on the Harlem Line between Pleasantville and Southeast through July. On the
New Haven Line, one track is out of service between
Harrison and Larchmont for bridge repairs at Mamaroneck Avenue and Fenimore Road.
For Metro-North, the week beginning May 6 was one
that it would probably like to forget. It began with signal
problems that forced a suspension of all service in and
out of Grand Central Terminal for two hours, 9 to 11 AM.
Prior to the suspension, there were 30-90-minute delays. The following alternative service was offered:
HUDSON LINE: Transfer at Marble Hill for 1
HARLEM LINE: Transfer at Woodlawn for 4
NEW HAVEN LINE: Transfer at Woodlawn for 4 or at
New Rochelle for Amtrak
On Tuesday, May 8, starting at 6:30 PM, there were
10-15-minute delays in and out of Grand Central Terminal due to a fire in the Park Avenue Tunnel near 53rd
10

No. 283
by Randy Glucksman

Street. By 8:30 PM, trains were reported as operating
on or close to schedule.
The following morning, starting at 7:08 AM, due to a
squirrel shorting out a transformer in a substation in
Greenwich, trains operating between Stamford and
Mount Vernon East were subject to 45-minute delays.
Service was reported operating normally after 10 AM. A
second power failure occurred that evening starting at 6
PM, which lasted until 8 PM. Trains did operate with
delays.
To cap off the week, on May 11, between 5:30 and
7:15 PM, there were 5-10-minute delays on all trains
into and out of Grand Central Terminal due to a disabled
train.
At the Cortlandt station, along with the other improvements that were reported in the April Bulletin, the station gained 730 parking spaces, bringing the total to
1,615. There are designated spots for hybrids and
scooters. Mileposts (March, 2012) posed the question,
“Why was Cortlandt selected?” The answer is that
Cortlandt was the only one in the area that had available land for the expansion. At the other stations to the
north (Peekskill) and south (Croton-Harmon), the parking lots are locally owned and/or operated, and at capacity.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
The M-8 update from May 8 shows 108 cars with 100
in service and 8 undergoing inspection by Kawasaki.
Member Bill Zucker observed all cars numbered 9100
through 9207, with the exception of 9160-1, 9186-7, and
9198-9203.
Shore Line East issued a new multi-color timetable on
glossy paper as of April 23, replacing the March 19 edition. Above the date is a notation is the wording, “Spring
Construction Schedule.” Selected regularly scheduled
eastbound trains plus the Friday Train and one westbound train have been replaced by buses.
A note on the cover advises that from July 6-9, due to
OpSail 2012, a special Shore Line East timetable will be
issued.
MTA LONG ISLAND RAIL ROAD
On the MTA website there was a press release regarding time revisions to three overnight trains for May 5
and 6. There were also signs in New York Penn Station,
but no copies of timetables could be found. Member
Richie Shulman reported that he too was unable to locate copies of timetables for this project at Penn Station, but did find them about two weeks earlier at Woodside and that three timetable cards were issued. In subsequent visits, he never saw them again.
The May 14 timetables will remain in effect through
(Continued on page 11)
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September 3, including the one for Citi Field. The Belmont Park Summer Meet timetable is in effect from May
16-July 15, and has a note on its cover advising that a
special timetable will be issued for Belmont Stakes Day,
which will be on June 9. The Port Washington Branch
features the return to half-hourly midday service (May
Bulletin) with trains departing from Port Washington at
10 and 40 minutes past the hour, and from New York
Penn Station at 19 and 49 minutes past the hour. Weekend and holiday service to Greenport returns from May
26-October 7. This timetable also allows for this work:
PORT JEFFERSON: Huntington switch work and tie replacement prep work will require one track to be taken
out of service between Syosset and Huntington in the
midday. Huntington and Port Jefferson branch trains are
adjusted between 1 and 20 minutes to accommodate
this work
RONKONKOMA: Wooden ties will replaced in three
phases:
● Phase I (May 14-June 22): Farmingdale and
Ronkonkoma, causing six eastbound and six westbound trains to originate and terminate at Brentwood. Westbound passengers at Ronkonkoma and
Central Islip will have bus service up to 19 minutes
earlier to connect with train service at Brentwood for
the remainder of their trip
● Phase II (June 25-July 20): Requires the use of single track between Deer Park and Brentwood during
the midday. As a result, six westbound Ronkonkoma trains are adjusted to operate 30 minutes later
● Phase III (July 23 and August 10): Buses will replace midday train service between Hicksville and
Ronkonkoma. All Ronkonkoma Branch midday
trains will terminate and originate at Farmingdale
FAR ROCKAWAY: Grade crossing renewal work at
Franklin Avenue in Hewlett plus track drainage and rail
replacement in Far Rockaway Yard requires one track
to be taken out of service during the midday between
Valley Stream and Far Rockaway. As a result, midday
Far Rockaway, Long Beach, Hempstead, and Oyster
Bay Branch trains are adjusted between 3 and 30
minutes
HEMPSTEAD AND LONG BEACH: Late-night and weekend trains are adjusted to allow for East Side Access
work in Harold Interlocking
ATLANTIC TERMINAL: Late night service is affected by
one track being taken out of service between East New
York and Jamaica to allow LIRR engineering forces to
replace cable in the tunnel. Six trains that operate to
Atlantic Terminal between 8 PM and midnight on weeknights are adjusted between 3 and 12 minutes.
A pilot program was launched on May 14 to end drinking of alcohol on Friday and Saturday trains departing
New York Penn Station between midnight and 5 AM.
11

The reason for this ban is a number of assaults on
crews by intoxicated passengers. The plan has the full
support of the unions.
Train TimeTM, a web app, previously only available to
Port Washington Branch riders (launched December,
2011), was expanded to the West Hempstead Branch
as of April 16.
For the Tall Ships Challenge in Greenport, which took
place over the weekend of May 26-27, extra train service between Ronkonkoma and Greenport was operated. In addition to the scheduled trips, LIRR added one
round trip between Ronkonkoma and Greenport, two
eastbound shuttles between Riverhead and Greenport,
and one westbound shuttle between Greenport and
Riverhead. Special timetable, Form GY Special · TPSS9 – “Greenport Tall Ships,” was issued.
Apparently there are two Babylon Branch stations,
Merrick and Bellmore, for which parking permits are not
required. Due to complaints by a number of local residents of a lack of parking during weekday mornings
after 7 AM, that may soon change. After two years of
requesting officials in the Town of Hempstead and LIRR
have agreed to “explore the possibility” of a pilot parking
permit program. Claudia Borecky, President of the North
and Central Merrick Civic Association and Chairwoman
of the LIRR Parking Lot Committee that grew out of that
civic group, reported that a survey found that 15% of
commuters using the lots at the aforementioned stations were from outside of the town.
Another “Scoot” service has been proposed. This information was presented at the March 26 MTA Board
Capital Program Oversight Committee meeting. As part
of the Jamaica Station Capacity Improvements Study,
the station would see a number of changes in order to
accommodate the East Side Access project. This work
would be accomplished under several phases. Under
Phase I, the Brooklyn crossover routes would be eliminated, freeing up capacity for train service to Manhattan. Service to Atlantic Terminal would be operated only
from Jamaica, meaning that all passengers destined to
Brooklyn would have to change trains. Jamaica was
originally designed in the early 1900s as a transfer to
the primary destination — Flatbush Avenue — with
Penn Station as secondary. Design work would continue through 2015, with construction taking place between 2015 and 2017. A new platform to be designated
Platform “F” would be constructed south of the existing
Track 10. This would require a reconfiguration of tracks
in Johnson Yard. Capacity would increase by 40% from
34 trains per hour (TPH) to 48 TPH during the AM westbound peak, with one-seat rides to Grand Central Terminal. Universal crossovers to be installed at key locations would provide improved access to platforms.
Design work for Phase II is scheduled for 2014-6, with
construction on Stage I from 2016-24. There is no timetable set for Stage II. Under Phase II the following
(Continued on page 12)
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would be done:
● Install 30 mph switches
● Extend platform lengths to accommodate 12-car
trains
● Reduce the number of switches by over 15% to reduce maintenance costs
● Bring Jamaica to a state of good repair
● Increase capacity to accommodate future growth
The results of the investigation into the lightning strike
that took out the brand new signal system at Jamaica,
suspending service and delaying thousands of homeward bound commuters last September 29, are in, and
it has been determined that both LIRR and the firm,
Ansaldo STS, that designed the system share responsibility for the failure (November, 2011 Bulletin). The office of MTA Inspector General Barry L. Kluger cited
LIRR’s use of the wrong parts in a piece of the computer system and not noticing that the connector piece was
incorrect as being responsible for the system failure.
It was announced on May 16 that the 2013 Major
League Baseball All-Star Game is to take place at Citi
Field, so you can look for special timetables to be issued for LIRR. The last time that this event was held in
a stadium that the New York Mets called home was
1964, the year that Shea Stadium opened.
NJ TRANSIT
The April 20 edition of Newsletter Report, which is
published by the New Jersey Association of Railroad
Passengers (NJ-ARP), reported despite all news to the
contrary, NJ Transit will be ordering new EMUs using
the existing contract for multi-level cars. Here is how it
will work: The belief is that 15-20 seats can be removed
from the to-be-ordered car, which would be equipped
with 2,400-3,000 hp electric motors, to haul two multilevel trailers (already in service). This would result in a
triplet with an effective 1,000 hp per car. NJ-ARP envisions three 3-car EMUs in service on the Morris & Essex Line, providing speedier service.
Customer satisfaction with NJ Transit Rail improved
during the first quarter of 2012 from 4.1 to 5.3, while
Light Rail improved from 6.7 to 6.9. Areas which the
transit agency has identified as needing improvement
include Announcements/Information during Service Disruptions, Handling Service Disruptions, Fares, and Mechanical Reliability. Those categories did see some improvement in customer ratings.
A confluence of thee major events took place over the
weekend of May 18-20. The Bamboozle Music Festival
took place in Asbury Park. NJ Transit increased service
on the North Jersey Coast Line by operating its Summer Schedule one weekend earlier than usual. On the
same weekend, the Electric Daisy Festival was scheduled for MetLife Stadium in the Meadowlands. On Fri12

day, May 18, bus service was provided between Secaucus Junction and MetLife Stadium from 1 PM to midnight. On Saturday and Sunday, May 19 and 20, bus
service operated from 10 AM-2 PM, when rail service
began. That service ran until the end of the event, but
the last train was not scheduled to depart before 12:40
AM. Finally, there was the Devils-Rangers hockey
playoff game in Newark on May 19.
A RiverLine update was posted on May 2, reporting
that the remaining work involved installation of the concrete wall facing. This will provide additional stability to
the embankment and provide an aesthetic finish to the
retaining wall system. At the same time, a new drainage
system is being installed. In order to expedite a return
to normal service, the contractor and NJ Transit have
been working two shifts a day, six days a week. Regular
service will return once the siding has been reinstalled.
PORT AUTHORITY OF NEW YORK & NEW JERSEY
The Port Authority and the Moynihan Station Development Corporation’s Board have awarded a $147.7 million construction contract to Skanska USA Civil Northeast to convert the historic Farley Post Office Building
into Moynihan Station. Named in honor of the late New
York Senator, Daniel Patrick Moynihan, the project is
designed to relieve congestion at New York Penn Station. In the first phase, the width of the West End Concourse will be doubled to serve 8 additional tracks.
There will also be safety improvements, new elevators,
escalators, and a command center for the New York
City Fire Department. The total cost (for now) of Phase I
is $267 million. Funding will be provided through an $83
million Transportation Investment Generating Economic
Recovery program grant, $29.5 million from the Metropolitan Transportation Authority, $10 million from PANYNJ, and the remainder from other federal grants and
appropriations. Construction is expected to take four
years. Thanks to member David Erlitz for this report.
AMTRAK
The Spring-Summer, 2012 National Timetable (Form
T-1) was issued effective May 7. The cover features a
nighttime shot of an Acela in Washington, D.C. Union
Station.
Amtrak released its Fleet Strategy Plan, version 3.1,
on March 29. With the average age of its equipment
being just over 28 years, new equipment is already on
order. Siemens is building 70 model ACS-64 electric
locomotives, with the prototype due next year. CAF
USA is constructing 130 long-distance coaches, which
are scheduled for delivery between September, 2013
and 2014. Thanks to the 2009 ARRA (stimulus) a number of stored Amfleet I cars have been returned to service. 15 P-40 diesel locomotives and 20 Superliners
have been refurbished and also returned to service.
The table below shows the status of Amtrak’s rolling
stock.
(Continued on page 13)
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ACTIVE UNITS
DECEMBER 1, 2011

YEAR STARTED
SERVICE

Amfleet I
Cab Cars / NPCU
Horizon

473
39
95

1974-7
1969
1988-90

Surfliner

49

2000-2

California Cars

78

1995-6

North Carolina Cars

12

1950s

Amfleet II
Heritage
Viewliner /LDSL

145
99
51

1980-1
1948-56
1995-6

Superliner (I & II)

428

1979-96

Auto Carrier
Other (2 wheel cars,
2 track inspection
cars, 1 training car)
TOTAL

80

2005

4

Unknown

EQUIPMENT TYPE

1,553

Using demand modeling, Amtrak estimates that it will
need to acquire 825 single-level cars and 508 bi-levels
(Surfliner or Superliner) between 2016 and 2022. The
plan increases the annual "build rate" from 65 cars per
year for single level cars and 35 per year for bi-levels to
100 cars per year for each category over a seven- and
five-year time frame, respectively. Amtrak is also considering multi-level cars similar to NJ Transit and other
commuter carriers. According to Amtrak officials, “the
procurement schedule calls for awarding a contract to a
domestic manufacturer in early October. The cars will
be delivered starting in 2015.”
Bids were opened on April 20 for proposals to manufacture 130 high-speed cars, of which 88 will be destined for Illinois and neighboring Midwest states and 42
for California. Initially, the existing fleet of locomotives
will power these cars at 110 mph, but in the future, highperformance locomotives will be acquired for 125 mph
speeds.
MUSEUMS
On March 19, there was a swap of equipment involving three historic trolley cars and components: Rockhill,
Shoreline (Branford), and National Capital. The Rockhill
Trolley Museum de-accessioned and transferred ownership of former D.C. Transit snow sweeper 09 (built in
1899) to National Capital. This is one of only two former
Washington, D.C. snow sweepers still in existence and
remains in essentially the same condition as when it left
Washington, D.C., having been kept in protected storage for most of its 50 years in Rockhill Furnace. The
exterior was cosmetically restored by museum volunteers for its 100th birthday in 1999 and has operated
approximately once per year by the museum for special
events since that time. Its transfer to National Capital
marks 50 years since the end of streetcar operation in
Washington, D.C. Car 09 replaces sister car 07, which
was lost after the museum suffered a tragic fire on Sep13

tember 28, 2003. Car 09 last swept snow at Rockhill in
2000.
In exchange for car 09, National Capital acquired former Iowa Terminal Railroad snow sweeper 3 (built in
1911) as well as a pair of Brill trucks suitable for use
under former Valley Railways car 12 (built in 1895). This
car was constructed in 1911 by the McGuire-Cummings
Company, the same firm that constructed DC Transit
09, and is representative of the style of snow sweeper
used by electric railways from coast to coast that operated in colder climates. The car was cosmetically restored and made operable again by Branford via a contract with National Capital, which had acquired 3 to offset the loss of D.C. Transit 07 after the 2003 fire. Cars
similar to 3 operated in several central Pennsylvania
cities, including Altoona, Harrisburg, and Johnstown.
Along with car 3, Rockhill acquired a pair of former
Brill 27F trucks suitable for use under former Valley
Railways car 12 as it operated in its last years of operation. Valley Railways 12 is one of only a few cars in existence built by the Jackson and Sharp Company and is
the sole remaining car known to exist from the Valley
Railways. The body of this car was saved by Rockhill in
1985 after 52 years of use as a structure. Acquisition of
suitable trucks for this car accomplishes a long-sought
goal for the museum and moves this car closer to restoration as an operating exhibit. Thanks to member Matt
Nawn for this news.
From member Frank Pfuhler: The Shore Line
(Branford) Trolley Museum announced that after many
months of negotiation, FEMA has awarded the museum
a grant to repair the track at the end of the line near
Short Beach, which has been out of service since being
damaged during Hurricane Irene. The grant will pay for
a professional track contractor to spread and tamp over
200 tons of ballast, and level and line the 2000 feet of
track. The grant requires a 25% match from the museum, which includes the value of ballast that has been
donated by Tilcon, plus volunteer’s time.
INDUSTRY
During several trips in May, as the Hudson Line train I
was riding passed the Kawasaki plant in Yonkers, I saw
M-8s 9114-5, PA-5s 5326-7, and one MBTA bi-level.
NATIONAL TRAIN DAY
A National Train Day Event was held in Grand Central
Terminal between 11 AM and 4 PM on May 12. My son
Marc and I attended along with thousands of others,
including many ERA members. The highlight had to be
the appearance of Acela set #11 (N-2036-3414-35303316-3531-3532-3210-2017-S). Its passing through
Harlem-125th Street the previous evening being towed
by Metro-North BL20GH #114 was documented in videos that were posted on YouTube. After the event was
over, Marc and I joined other railfans at Harlem-125th
Street to take photos as it was heading north, this time
being towed by 111. Other members got their photos at
(Continued on page 14)

NEW YORK
DIVISION
BULLETIN
2000
ERA
BULLETIN
- JUNE,OCTOBER,
2012
Commuter and Transit Notes
(Continued from page 13)

CP 112 (Woodlawn).
Getting back to earlier in the day, I arrived in Grand
Central Terminal on a Hudson Line train at 9:25 AM
(9:22 AM) and immediately went over to Tracks 34-37
where the display trains could be found. The Acela was
on Track 37 and shared the platform with the Amtrak
display train on Track 36: 822 (P-40)-10020-1009310094-10095-85999 (40th Anniversary Store). On Track
35, the following privately owned cars were on display:
NY Central Hickory Creek and Lounge Car 43, Louisville & Nashville Ohio River, Santa Fe Epicurus and Wabash (later Norfolk Southern) Cannon Ball. Track 34
had a sampling of current Amtrak equipment: (N-9800
(Metroliner First Class Conference Car)-48161
(Business Car)-25124 (Coach)-28001 (Diner Lite)62024 (Viewliner Sleeper)-8400 (Diner)-10001-S).
Metro-North displayed BL-14-CG locomotives 401 and
402 along with M-8s 9168-9. I later saw those units had
been added to an eastbound train that stopped at Harlem-125th Street.
Member Bob Vogel made a double-header, starting off
his day at Philadelphia-30th Street Station before traveling to Grand Central Terminal. From 30th Street Station,
he sent digital images of these private cars: Lancaster
& Chester (South Carolina) J. Pinckney Henderson and
Golden Tower, and SAL Hollywood Beach and Dover
Harbor. Amtrak provided 10002 (Corridor Clipper) and
Catenary Maintenance Vehicle A16503. SEPTA provided a Silverliner V pair, 845-6, which were displayed upstairs on Track 4. NJ Transit contributed ALP 46A 4641
along with one multi-level car.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
On April 21, MBTA and Masabi USA Limited, the mobile ticketing pioneer, have partnered to bring this service to commuters, very likely this fall, to those who
have iPhones, Blackberrys, or Android mobile phones.
An estimated two-thirds of riders carry such phones.
Payment will be made by credit or debit cards. Here is
how it will work: Riders will activate their pass when the
Conductor approaches, and it will generate a one-time
image lasting long enough to be checked on the trip but
not reused on another ride. As with traditional tickets
and passes, Conductors will note that a person has already paid by use of a seat-check. Once tickets have
been purchased, they will be able to use and display
these tickets (with bar codes) on the phones’ screens.
With less than half of the “T”’s 140 stations equipped
with TVMs, passengers are forced to purchase tickets
on board trains. Member Todd Glickman, who keeps up
on the latest hi-tech gadgets, wonders how he will be
able to take advantage of this, as his pass is distributed
by his employer on a subsidized and pre-tax basis.
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In addition to the new timetable that was issued for
the Providence/Stoughton Line with the extension of
service to Wickford Junction, the Framingham/
Worcester, Greenbush, and Old Colony Lines also got
new timetables effective April 23.
In late 2010, state transportation officials announced
that a $32.5 million federal stimulus grant would be
used to expand South Station, but as of early May,
nothing has taken place, and the expansion may not
occur for a while. According to The Boston Globe, the
delays are taking place over agreements involving acquisition of property. awarding of engineering contracts,
and permitting.
In mid-January, the “T” began a pilot to only open the
rear doors of E cars only during rush hours at outdoor
stops to prevent fare evasion. In February, this was extended to C and in mid-April, to D. The busiest line, B,
was converted in mid-May. Under the new Green Line
policy, riders are expected to board at the front at surface stops without fare gates during all times except
weekday morning rush hour, from 6:30 to 9:30 AM, and
afternoon rush hour, 3:30 to 7 PM. The MBTA reported
that police have written more tickets for fare evasion –
up 50% when compared to a year ago.
Google and MBTA teamed up to create an app for Android phones under which indoor maps of subway stations are available in Google Maps for Android. There
are more than 50 apps for the “T.”
Boston’s first responders will be getting a real-life
training facility by the spring of 2013. According to a
report in Metro, an unused train tunnel and station will
be turned into a training facility to teach emergency responders how to better handle crises underground. Two
Blue Line cars and one trolley will placed there so trainees can conduct the simulated emergency scenarios as
if they were happening at actual stations. At the present
time, these types of drills are conducted at the Bowdoin
station on Sundays, which causes a disruption to regular service. It took Todd some digging to learn that the
tunnel is the old Broadway Trolley Tunnel. From railroad.net, we learn the tunnel was used by the Dorchester Avenue and Bay View Lines. When the extension to
Andrew opened, the Elevated realized that almost nobody got on or off between Andrew and Broadway, and
based on past experience, through riders would change
to the rapid at Andrew. Thus, it was decided to abandon
the trackage from Andrew to the portal. The Bay View
cars, the only remaining line in the tunnel, would have
more routing options on the surface, so it was rerouted
to Downtown over the Broadway Bridge, and the tunnel
was abandoned. It was a classic example of how riding
patterns change after better connections are provided.
For the short time it was open, Upper Broadway was
heavily used. Thanks to Todd Glickman for sending copies of the timetables and for these news reports.
(Continued on page 15)
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PHILADELPHIA, PENNSYLVANIA
With construction over for now, on April 29, trolleys
returned to Route 15/Girard running between 63rd
Street/Girard and Front/Girard. A new stop and turnaround at Northern Liberties Loop (Frankford & Delaware
Avenues) by the Sugar House Casino has been added.
Buses complete the route to Westmoreland Loop (Port
Richmond) due to I-95 construction. Thanks to member
Lee Winson, who sent the link to the online version of
the timetable.
Lee also sent reports that SEPTA added early morning
Regional Rail trains on the Elwyn, Marcus Hook, Lansdale, Norristown, West Trenton, and Paoli Lines on
Sunday, May 13 in support of participants and spectators in the “Race for the Cure” run. In addition, 14 suburban ticket offices were opened to assist passengers.
For the annual Philadelphia International Cycling event,
which takes place on June 3, SEPTA nearly doubled the
service to provide 30-minute headways between 7:25
AM and 7:30 PM on the Manayunk/Norristown Line and
opened ticket offices between 7 AM and 3 PM at several stations that are normally closed on Sundays. A special timetable was issued.
Member David Safford sent this item and comments
from The Philadelphia Inquirer: “Philadelphia is right
in step with the nation. SEPTA ridership since 2004 is
up
10.8%,
compared
to
8.3%
nationally,
while vehicle count on the PA Turnpike is up 1.6% compared to 1.3% nationally. (OK, not quite in step — Pennsylvanians seem to be a bit more mobile.) Also keeping
up with the Joneses in Washington, PA's Governor recently reiterated that transit wasn't getting a nickel more if it involved raising taxes (or user fees that
might be construed as a tax). (Possibly he plans to sell
walking to work as a low cost and healthful alternative
to wasting money on transit.)”
A report titled "Runaway SEPTA Train” was sent by
member Jack May. Two cars of a six-car train uncoupled near Frankford and took off on their own with no
passengers, but with two crew members aboard. Nothing stopped it until an upward incline stopped it by gravity. Luckily, no other trains were ahead of it. Just beyond
where it came to a stop was a sharp curve that must be
negotiated slowly. SEPTA’s elevated cars are not
equipped with handbrakes. That came as a surprise to
me, having been around NYCT subway cars all of my
life. From my earliest recollections in the 1950s, the LoVs had one with a wheel, which looked like a steering
wheel, making one feel like he or she was steering the
train.
From Cinders: The Silverliner IIs and IIIs are rapidly
disappearing. As of April 27, there were just 14 active
ones: Budds 216, 219, 255, 256, 266, 9001, 9006,
9007, 9009, 9010, 9012, and 9013, plus St. Louis 230
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and 235. There is no change in the previously reported
six flood-damaged cars from Hurricane Irene, as they
are still out of service. 89 Silverliner Vs are on the property: 701, 703-730 and 801-860.
By all accounts, the Philadelphia Chapter of the National Railway Historical Society operated a very successful “Farewell to Faithful Silverliners” excursion on
May 6. The three-car consist was made up of Silverliner
II 9001, Silverliner III 235, and Silverliner III 266. Thanks
to members Bob Vogel and Ron Yee, who sent digital
images. Ron concluded his email: “With a bit of sadness, I realize that this may have been one of the last of
the ‘end of an era’ type of fan trips for quite some time
as there are now very few commuter rail, heavy rail
transit, or light rail operations utilizing such unique
and vintage cars. Most transit properties have become
quite homogenous in their car fleets in the past decade
or two with many cities' car classes trying to become
lookalikes. Not good, but it is a sign of the times.”
The Weekly Press (May 2) reported that it was likely
that by the end of the month the Silverliner IIs and IIIs
would be history. SEPTA is selling the cars to the Dublin
Scrap Company, a New Jersey firm, which will sell you
one of the cars for $65,000. The article, forwarded by
member Al Holtz, gave a complete history of the cars,
and a request that some of the cars be preserved. 269,
with its PENNSYLVANIA letterboard, was suggested as
a likely candidate. SEPTA was taken to task because
“no one in authority saw fit to donate this car to a
preservation group, in stark contrast to the Pioneer IIIs
(Silverliner Is), two of which are in the collection of the
Railroad Museum of Pennsylvania in Strasburg.”
WASHINGTON, D.C. AREA
The saga of new Brunswick Line timetables continues.
On April 25, the second draft of the proposed schedules
was posted on the Internet. There was no date given
when they would go into effect.
A Blue Line train bound for Franconia-Springfield derailed at Rosslyn on April 24, affecting thousands of
Blue and Orange Line riders. There were no injuries in
this incident, which occurred after 7 PM. Initial speculation focused on an improperly repaired switch. Two Metro employees were placed on paid administrative leave
pending the final results of the investigation.
Expanded rush hour service, dubbed “Rush +” will
come to Metro on June 18. WMATA, in a video on its
website, reported that this means more trains and travel
options for commuters. Some Blue Line trains were
transformed into Yellow Line trains, which now all operate to Greenbelt during peak hours rather than Mount
Vernon Square. On the Orange Line, there will be 6 additional trains in each peak hour (3 in each direction)
that will operate from Vienna to Largo Town Center.
Those trains are shown as dashed orange. For Yellow
Line riders, there will be the same additional service,
however, those trains will operate to Franconia/
(Continued on page 16)
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Springfield and will be shown as a dashed yellow line. If
there is one place losing service, it is Arlington Cemetery. Metro maps have been updated. Thanks to Steve
Erlitz for these three reports.
Member Dennis Zaccardi sent an article from The
Washington Post reporting that the future of the second part of the 23-mile-long Silver Line, already 10
years in planning, is in question. This is due to a stalemate over pro-union labor deals, costs, and an Inspector General’s report. Phase I, Tysons Corner to Wiehle
Avenue (11.6-miles), is expected to be completed in
August, 2013. Phase II, 11.5 miles, would extend to Dulles International Airport, but the Airports Authority has
been unable to solicit bids.
NORFOLK, VIRGINIA
Another milestone was reached on April 24, when The
Tide carried its one millionth passenger. This occurred
earlier than was initially projected, due to an average of
2,900 daily boardings. Service began on the 7.4-mile
line August 19, 2011. Meanwhile, voters in neighboring
Virginia Beach will get the opportunity to decide whether
to approve the extension of The Tide on November 6.
On May 17, the Virginia Beach Police and Fire Departments announced that they would campaign against the
light rail proposal because they feel that resources
would be taken from their departments, and the teachers were also expected to sign on. William Bailey, president of the firefighters’ group, said, “There's no guarantee light rail wouldn't chip away at public safety funding.
The city's Fire Department is already understaffed.”
DETROIT, MICHIGAN
On April 30, Chrysler CEO Sergio Marchionne
pledged to support the Woodward Avenue light rail project, committing $3 million over five years for Chrysler to
sponsor one of the stations on the 3.3-mile route from
downtown Detroit to New Center. This line is being privately funded by an organization called the M-1 Rail
Group, and is a shortened version of the original plan,
which called for the line to end at 8 Mile Road. The private investors and philanthropic groups have committed
to funding 80% of the estimated $5.1 million annual cost
of operating the system through the year 2025. No
dates were provided for the start of construction or the
beginning of service.
CHICAGO, ILLINOIS
During mid-April, my wife and I attended a wedding
outside of Chicago, but we arrived two days early to
visit some museums, Frank Lloyd Wright houses, and
other sights, and, of course, for me to do some transit
riding. Number one on my list was to ride the Pink Line,
which opened (June 25, 2006) after my last visit. Upon
arrival at O’Hare International Airport, we proceeded to
the Blue Line station to purchase two one-day passes
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($5.95), since our traveling around Chicago would only
require such. We were told that the TVMs at this station
only sell three-day passes at $14, so we settled on
them. Nonetheless, we got our money’s worth. Besides
the ride on the Pink Line, I also rode around the Loop
and took photos. No one questioned what I was doing.
In closing, the voice that is used to announce the arrival
of the next train is the same as one hears in NYCT’s
IND stations.
Derailments are fortunately rare, however one did occur on April 29, and affected a train of Budd-built 2200s
that was chartered by the Illinois Railway Museum as a
fund raiser to eventually purchase two of these cars.
There were no reported injuries to the 40 railfans
aboard, all of whom had to be evacuated either to the
roadbed, or, in the case of two individuals who had difficulty walking, removed via Fire Department cherrypicker.
A new station opened on the Yellow Line on April 30.
Oakton-Skokie is located near Oakton Street and Skokie Boulevard, and is built on the site of a station served
by the Chicago Rapid Transit Company from the mid1920s until 1947, when service was discontinued. There
were a number of intermediate stations, which were
used by “L” trains. Until it was abandoned in 1963, the
track in Skokie was part of the Chicago, North Shore &
Milwaukee’s Valley Line. Chicago Transit Authority
(CTA) trains operated over it between the Chicago city
limits and Skokie. After 1964, CTA operated this line as
the “Skokie Swift.” One minute of running time has been
added to the previous eight. CTA now has 144 stations.
After being repaired, the first of the 5000-series cars
returned to service on May 6. All of the cars that had
been operating were pulled from service on December
19, 2011 (February Bulletin) due to faulty steel castings
in the wheel housings. Production of new cars also resumed. Thanks to member Jim Beeler for this report
from The Chicago Tribune.
For those who have visited Chicago and viewed the
downtown skyline, one of the more prominent features
has been the Santa Fe sign that topped the one-time
headquarters of this railroad. The Chicago Tribune
reported that the new owners of the building have requested permission from the Chicago Landmarks Commission to replace the sign with the name of one of its
new tenants, Motorola Solutions, Incorporated. In its
application, the building’s owners proposed that “the
‘Motorola’ copy shall be consistent with the existing
‘Santa Fe’ copy in terms of color and illumination levels
at night.” The Santa Fe left this 224 South Michigan Avenue location, which was once known as the Railway
Exchange Building, for a new headquarters in Schaumburg, Illinois. Thanks to member Ira Haironson for this
report.
Due to security issues connected with the NATO Sum(Continued on page 17)
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mit, which was held at McCormick Place in Chicago on
Sunday and Monday, May 20 and 21, the U.S. Secret
Service had been leaning towards suspending transit
service around the area. About 50 heads of state and
thousands of dignitaries were expected to attend this
event, which was designated by the Secret Service as a
National Special Security Event, which put it into the
same category as a Presidential inauguration or the
Super Bowl. South Shore, Metra, Amtrak, and Canadian
National operate trains that run under McCormick
Place. The South Shore Line carries about 7,000 passengers each weekday and an average of 3,000 on
weekends. The Metra Electric Line carries an average
of 36,300 riders each weekday on 172 trains and on
weekends, ridership is 13,600 a day. Amtrak has six
trains a day on the route.
Actual preparations began in late April, when The Chicago Tribune reported that CTA started running tabletop planning exercises to keep transit officials on top
of any last-minute adjustments to bus and train service,
routes, and schedules that could come up. In Chicago
and the suburbs, gates at highway entrance ramps
were being checked to make sure they were in working
order to close and reopen access to the roads — a procedure originally designed for use in an all-out emergency like a bioterrorism attack. O'Hare International
Airport stood ready to shut down a runway and use it as
a VIP ("Very Important Planes") parking lot.
On May 15, Metra announced that passengers would
be subject to searches and screenings before boarding
or en route, and no food or liquids would be allowed on
any trains. Those who did not comply with the safety
measures or who tried to avoid screening would be removed from trains or face “further police action.” Riders
would be permitted to carry only one bag, which could
not be more than 15 inches by 15 inches by 4 inches
deep. This excluded backpacks or large briefcases or
purses, and no parcels, luggage, or bicycles. On May
19-20, all trains operated but did not stop at 47th Street
(Kenwood), 27th Street, McCormick Place, 18th Street,
and 11th Street/Museum Campus. On May 21, inbound
trains operated but several more stations were closed.
Metra would operate trains on 10 of its 11 lines, Metra
Electric’s Blue Island Branch being the exception. Inbound mainline trains scheduled to arrive at Millennium
Station between 12:57 PM and 6:46 PM did not operate. Outbound trains were allowed to operate normal
service all day, except at closed stations and on Metra
Electric’s Blue Island Branch. A total of 25 stations were
closed.
The Northern Indiana Commuter Transportation District (NICTD) also announced restrictions for its South
Shore Line trains. On May 19-20 all trains would operate, but the McCormick Place and Museum Cam17

pus/11th Street stations were closed. On May 21, the
Museum Campus/11th Street station was closed and
westbound trains arriving at Millennium Station between
11 AM and 7 PM were cancelled. Westbound service
resumed with Train #220 arriving at Millennium Station
at 7:55 PM. All passengers traveling during the summit
could expect security checks at stations and en route.
All westbound trains had to make a full stop with individual screening at the Hegewisch station. Police with canine units were at all security checkpoints. Passengers
were not allowed to carry any food or liquids on trains,
including coffee. Different types of carry-on baggage
were also restricted or banned. Of course, after the
email circulated, there were numerous comments, including this from one of our members, who wrote: “I
thought the purpose of NATO was to protect individual
liberties and freedom. This sounds like something straight out of the Soviet Union.”
MINNEAPOLIS, MINNESOTA
The Minnesota Legislature rejected funding for Minneapolis’ third light rail line – the Southwest Corridor Line.
This came about after the Republican-controlled House
and Senate refused to allocate $25 million for the project in the state bonding bill, which Governor Mark Dayton, a Democrat, had requested. The project has support from business interests, Chambers of Commerce,
and communities along the route that would be served.
Susan Haigh, chairman of the Twin Cities Metropolitan
Council, which manages and operates light rail and
commuter rail services in the Twin Cities, said, "The
urgent need for this line requires that we begin exploring other temporary funding alternatives to keep the
project on track until the 2013 Legislature has the opportunity to fund the state's share of the project. In the
coming weeks, I'll be talking with our local funding partners and the Dayton Administration about how to keep
Southwest Light Rail progressing and how to ensure the
project remains competitive for federal dollars." In 2004,
the Hiawatha Line opened and in 2014, the Central Corridor Line linking St. Paul with Minneapolis is scheduled
to open.
Construction of the Central Corridor Line has reached
the 50% completion milestone. Since heavy construction began in late summer 2010, following is some of
the work that has been done: 3.5 miles of 10 miles of
double track have been installed; 15 of 18 stations are
being built; the operating and maintenance facility is
35% complete; the Interstate 35W flyover in Minneapolis where the Central Corridor line will join the existing
Hiawatha Light Rail Line is complete; and the first shell
of 31 LRVs has been completed and scheduled for delivery this fall. Thanks to Al Holtz and Jack May for
sending this report.
AUSTIN, TEXAS
Jack May visited Austin during April and sent this report. “Capital Metro added new weekend service on
(Continued on page 18)
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March 23. On Fridays, MetroRail evening trains now run
hourly through midnight between Downtown and Leander. Specifically, six round trips were added, while fourteen to and from Lakeline (one stop in) were added on
Saturday afternoon and evening. On Saturdays MetroRail trains operate every 34 minutes from 4 PM to midnight between Downtown and Lakeline. Ridership is up
to 1,800 per day. The weekend service is being funded
for two years by the city of Austin.
“Lone Star Rail District, originally dubbed the AustinSan Antonio Intermunicipal Commuter Rail District, was
formally constituted in 2003 when the cities of Austin
and San Antonio and the counties of Travis and Bexar
voted to join each other in planning a new rail service
(known as LSTAR) to serve the corridor between the
two cities' metropolitan areas. Since that time, membership in the rail district has expanded to include most of
the political jurisdictions in the district’s service area, the
transit authorities in the two keystone cities, Capital
Metro in Austin and VIA in San Antonio, and the two
rural transit authorities, CARTS and ART. It also includes the region’s two major metropolitan planning
organizations (MPOs), CAMPO in the Austin area and
SA-BC MPO in the San Antonio area. Since its inception, the sole purpose of the agency has been the planning, construction and operation of passenger rail service in the corridor between Austin and San Antonio.
“The planned 117-mile line includes the current Union
Pacific Railroad Austin Subdivision, plus two greenfield
extensions — on the north an alignment based on a
former MKT right of way, and on the south a route from
the west side of downtown San Antonio to south San
Antonio. A total of 16 stations are planned, from
Georgetown, located north of Austin, to a station at City
South, adjacent to the Texas A&M University campus in
south San Antonio. Current plans include the use of
FRA-compliant rolling stock, most likely diesel locomotive-hauled bi-level coaches with cab control cars for
push-pull operation. Maximum operating speed at initial
deployment is planned to be 90 mph, made possible by
the installation of positive train control and the maintenance of track and roadbed at FRA Class 5 standards.
At full build-out, current plans include double track in
the entire corridor (with the exception of a short segment in the vicinity of the Colorado River) to bolster reliability, and fully centralized traffic control (CTC) dispatching, which will be under the direction of the rail
district. Additional infrastructure to support continuing
local freight service is also being designed into the project, so that customers in the corridor need not worry
about losing their access to the national freight rail network.
“A two-tiered service plan is in the works, including a
mix of local and express service throughout the service
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day, seven days per week. Half-hour headways are
planned during the morning and afternoon weekday
peak periods, with hourly service during the mid-day
and evening weekday off-peak periods. The latest train
performance calculations, based on a preliminary understanding of the configuration and characteristics of
the new line, show that LSTAR express trains operating
between the Austin and San Antonio downtown stations
and making just two mid-line stops en route will have a
travel time of 1 hour 15 minutes, which beats the automobile travel times between the same end points. In
addition, special event service is planned to serve the
diverse sporting, cultural, and entertainment events and
venues featured in many cities along the route, including the annual South by Southwest conference, Austin
City Limits music festival, and University of Texas football games in Austin; Wurstfest in New Braunfels; and
NBA Spurs games and the River Walk in San Antonio.
Service could begin in the five-eight year range. More
information is available online at www.lonestarrail.com.”
HOUSTON, TEXAS
Construction of three new light rail lines is nearly halffinished and on track to open in 2014, according to a
report sent by Ira Haironson. The East End Line will
extend from downtown Houston to the Magnolia Transit
Center; the North Line will extend the existing Red Line
5.3 miles through Houston’s north side; and the six-mile
Southeast Line will run from downtown Houston to near
Palm Center. Construction is also under way on the
East End line’s first three rail stations: EaDO/Stadium,
Lockwood/Easton, and Coffee Plant/Second Ward.
DENVER, COLORADO
A groundbreaking ceremony was held on May 11 for
the first extension along I-225, which will connect the
Nine Mile station at Parker Road and Iliff Avenue. The
10.5-mile line, which is part of the FasTracks program,
is scheduled to open in the summer of 2014.
SALT LAKE CITY, UTAH
Construction began in April to build the 2-mile Sugar
House Street Car Line. From its origin at Central Station, six new stations will be built: State Street, 300
East, 500 East, 900 East, and 1040 East (McClelland).
A few blocks away, there is a Sprague Library. The Utah
Transit Authority (UTA) is anticipating an opening in late
2013.
UTA announced that commuter rail service between
Salt Lake City and Provo would open on December 10.
Built on an existing Union Pacific rail corridor, the 45mile line has six stations, with the possibility of adding
two more in future years. Although schedules have not
been posted, UTA reports that the trip time between
Provo and Salt Lake City will take less than an hour.
Trains are making test runs to familiarize crews and
break in the equipment.
ALBUQUERQUE, NEW MEXICO
Effective May 21, RailRunner riders have been bene(Continued on page 19)
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fitting from new express trains, with a potential savings
of 20-25 minutes. Northbound Train #102 departs from
Belen at 5:45 AM making all stops to Los Ranchos, then
Sandoval/U.S. 550, S.F. County/N.M. 599, South Capitol, and Santa Fe Depot (7:45 AM). The return trip departs from Santa Fe Depot at 5:05 PM, with the same
stopping pattern as Train #101, but is terminated at
Downtown Albuquerque (6:20 PM). The following Train,
#517, departs Downtown Albuquerque at 6:57 PM and
makes all stops to Belen (7:37 PM). Additional weekday
trains have been added to the Quiet Car Program, and
a new weekend schedule went into effect on May 26.
Also on May 21, prices for one-way trips and day
passes increased by $1-$2, while monthly passes went
up by $4-$11. This is the first increase for New Mexico
RailRunner Express. A mobile ticketing program pilot
was launched on May 21.
SEATTLE, WASHINGTON
Construction of the First Hill Street Line began on April
26. With a projected cost of $134 million, each of the
2.2 miles would cost about $60 million, making it more
expensive than the 1.3-mile South Lake Union Streetcar, which opened on December 12, 2007, at a cost of
$45 million per mile. This line, which will connect Capitol
Hill, First Hill, and Downtown Seattle, is expected to
open by the spring of 2014. Thanks to member Bill
Vigrass for this report from Progressive Railroading.
King County Metro has issued a request for proposals
(RFP) for 40-foot and 60-foot articulated trolley buses.
The base order would be for 86 of the 40 foot version
and 55 articulateds. Options are included for King
County Metro and other transit agencies to purchase
additional units over a five-year contract.
SACRAMENTO, CALIFORNIA
Member Pete Donner reported that as of early May,
the opening date for the 1.1-mile Green Line was June
11.
SAN FRANCISCO, CALIFORNIA
At the end of February, Caltrain reported that ridership
had reached a new all-time high of 42,354, which is an
increase of 4,575 riders per weekday, or 12.1% higher
than last year. This is the second consecutive year that
ridership has gone up. Ridership rose on all three types
of Caltrain service (express, limited, and local), indicating that riders rely on a mix of train types. San Francisco, with 9,670, had the highest number of boardings,
followed by Palo Alto (4,661), Mountain View (3,670),
San Jose Diridon (3,187), and Millbrae (2,880).
Caltrain’s Board, on May 3, approved an agreement
between the California High-Speed Rail Authority and
more than a half dozen Bay Area public agencies to
fully fund the electrification of the rail line. In the upcoming weeks the other agencies were expected to sign on.
This work could be completed by 2019.
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On April 23, BART’s Board of Directors recommended
that a $2.5 billion contract be awarded to Bombardier
for 775 new rail cars. The cars will be built in New York
and are expected to be in service by 2016 or 2017.
Thanks to Ira Haironson for this news.
LOS ANGELES, CALIFORNIA
Members Andrew Grahl and Raymond Mercado were
on board the first Expo Line car (#229) when service
began on April 28. Andrew reported that the first train
left 7th & Metro, on time at 4:54 AM. Jim Beeler kindly
sent copies of the “Inaugural Timetable” dated April 30.
Edging out bids by Siemens and CAF, the Los Angeles County Metropolitan Transportation Authority
(LACMTA) awarded an $890 million contract to Kinkisharyo for up to 235 LRVs. The bid was contentious, as
was reported by Railway Age, due to the number of
“new” jobs that each of the firms said would be created.
LACMTA noted that KinkiSharyo's bid would generate
348 jobs in the U.S, while Siemens' bid would generate
391 U.S. jobs. A counter-analysis by the Los Angeles
Alliance for a New Economy, which backed Siemens,
said Siemens was penalized because it already employs a large workforce in Sacramento and did not get
credit for creating new jobs. According to the group, the
Siemens contract would have created or sustained 923
more jobs than Kinkisharyo's. But Siemens' bid, at $940
million, was $50 million more than the winning bid.
SAN DIEGO, CALIFORNIA
MTS has exercised the option it had with Siemens for
seven low-floor LRVs for a cost of $26.9 million. This is
in addition to the 57 cars already on order. These cars
will replace the original group of U-2s, eleven of which
have already been sold to Mendoza, Argentina. Negotiations are underway for the sale of the remaining cars.
Thanks to Bill Vigrass for sending this report from Progressive Railroading.
TORONTO, ONTARIO, CANADA
On May 10, The Board of Directors of Metrolinx voted
unanimously to proceed with the implementation of the
Toronto Transit Plan as originally approved by Metrolinx
on May 19, 2010, consisting of the following projects:
● Eglinton Crosstown LRT from the Jane Street/Black
Creek area to Kennedy Station with an in-service
date of 2020
● Scarborough RT/Sheppard LRT maintenance and
storage facility, with a construction start of 2013 and
substantial completion in 2016
● Scarborough RT replacement and extension to
Sheppard Avenue, with a construction start of 2014
and an in-service date of 2019
● Sheppard East LRT from Don Mills Station to east
of Morningside Avenue, with a construction start of
2014 and an in-service date of 2018
● Finch West LRT from the Toronto-York-Spadina
Subway Extension to Humber College, with a construction start date of 2015 and an in-service date
(Continued on page 20)
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Around New York’s Transit System
R-32s Are Being Rehabilitated
The 222 R-32s operating on C and the 50 R-42s in
occasional service on J/Z are the oldest cars on the
transit system. Because of their age and low mean
distance between failures, spare factors are very high.
To keep the R-32s in service until the R-179s are
delivered (about 2017), increase their reliability, and
reduce their spare requirements, they will go through an
SMS (Scheduled Maintenance System) program. Work
includes air brakes, auxiliary electric, car body,
couplers, car body hoses, door systems, propulsion,
and trucks.
When this work is completed in the middle of 2013,
there will be enough R-32s for C and J/Z, after which

the R-42s will be scrapped.
In March, 2012, the MTA Board approved the
purchase of 300 R-179s.
NYU Will Lease Former Transit Headquarters
New York University expects to lease the
Transportation Building at 370 Jay Street in downtown
Brooklyn from New York City. After transferring its
headquarters to this building in 1951, the Board of
Transportation and its successor NYC Transit remained
there for about 50 years. At the present time, this
building is nearly vacant. Most remaining employees
must vacate after the lease takes effect following a due
diligence period by NYU, but the employees stationed
in the basement may remain indefinitely.

New York City Subway Car Update

8834/5, 8888/9, 8996/7, and 9000/1. Also removed
from active duty during the first quarter of 2012
(probably March) was R-33S work motor 9313, which
joins the above Redbirds and a number of other units to
await an eventual campaign of disposition.

(Continued from page 9)

becoming Rider Cars) were shuffled once again from
storage at 207th Street to 239th Street Yard in the Bronx
during early March of 2012. These include 8812/3,
Third Avenue Was Able to Reduce Expenses 75 Years Ago
(Continued from page 4)

and Broadway, where they were not supposed to delay
149th Street or Kingsbridge cars. Motormen on other
lines had similar problems.
Motormen operating Yankee Stadium baseball specials were also underpaid. An old-timer told us that the
men were paid for operating the cars from the Kingsbridge car house to a yard at 161st Street and Jerome
Commuter and Transit Notes
(Continued from page 4)

of 2019
GO Transit is adding service to the Barrie Line every
Saturday, Sunday and holiday between June 23 and
September 3. Two trips will depart from the terminus –
Allandale Waterfront, while four will begin their runs in
East Gwillimbury. The reverse service will be the same.
Effective June 25, there is additional peak hour service
on the Milton Line. The seasonal train service to Niagara Falls starting is scheduled to operate between June
23 and September 3. However Victoria Day Weekend,
May 18-21, the train service operated between Union
Station and Burlington, where a transfer had to be made
to a bus for Niagara Falls.
FROM THE HISTORY FILES
95 years ago: In June, 1907, 11 KV electric operations

20

Avenue, but were not paid for waiting at the yard until
the game was over. In the 1930s, these baseball specials were occasionally out-of-service cars whose light
bulbs were removed.
The old pro-rail management was ousted in May,
1945. It was followed by a power struggle and several
changes in management, who promised that buses
would bring big profits. The bus conversion program
was completed ahead of schedule, and the company
became bankrupt on June 21, 1948.
began on the Erie Railroad’s 34-mile Rochester-Mount
Morris Division. The electric service ended on November 29, 1934, although passenger service between
Avon and Mount Morris continued until January 21,
1940, when the line was abandoned. Service between
Rochester and Avon lasted until September 30, 1941.
The latter segment was conveyed to Conrail and later to
the Livonia, Avon & Lakeville Railroad, according to the
Western New York Railroad Archive.
65 years ago: In June, 1947, there was a transition in
transit fleets as trolley service ended in Memphis (June
14) Marion, Illinois (June 25), and Ft. Wayne (June 27).
Baltimore began converting its trolley lines to bus on
June 22. Trolley buses were introduced in Calgary
(June 1) and Toronto (June 19), as Rockford, Illinois
ended its trolley buses on June 6, 1947.
News items and comments concerning this column may be
emailed to ERAnewseditor@gmail.com.
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THE WESTCHESTER REACHED WHITE PLAINS
100 YEARS AGO
On July 5, 1912, the New York, Westchester & Boston Railway Company, nicknamed
the Westchester, started operating trains to
Mamaroneck Avenue, White Plains. It was
the first extension since service began on
May 29, 1912 between E. 180th Street, Bronx
and North Avenue, New Rochelle. On August
3, 1912, trains started running south along
New Haven’s right-of-way to Harlem River
(133rd Street) on tracks that were under a
perpetual lease from the New Haven Railroad. When service was extended north to
Westchester Avenue, White Plains a week
later, August 10, 1912, there was a celebration starting with a parade at 1:30 PM from
Central Park Avenue to Westchester Avenue.
After the train with officials arrived at 3 PM,
there were the usual speeches on the platform, another parade through White Plains,
and a band concert in the evening.

CORPORATE HISTORY
The corporate history reveals that the railroad was planned long before it was con©2012
Electric
structed.
Railroaders’
The New York, Westchester & Boston RailAssociation,
way
Company was incorporated on March
Incorporated
20, 1872. The original route was from the
Harlem River to Port Chester, New York with
two branches, one from the main line north of
177th Street to Throg’s Neck (the original
spelling), the other from Mount Vernon to
In This Issue: Elmsford, New York. The New York & Port
Development of Chester Railroad Company was incorporated
the Long Island on April 3, 1901.
Rail Road in the In 1909, the Legislature approved the consolidation of these companies and the abanRockaways
donment of the White Plains-Elmsford and
(Continued)
Throg’s Neck-Clason Point branches, subject

...Page 2

to the approval of the Public Service Commission. Consolidation of the companies and
abandonment of the Elmsford branch were
approved, but abandonment of the Throg’s
Neck branch was denied by PSC. On January 19, 1910, the companies were merged
into a new company with the same name,
New York, Westchester & Boston Railway
Company, which was wholly owned by the
New York, New Haven & Hartford Railroad.
New York City granted the company a franchise on August 2, 1904, which stated that
during the first 25 years, the company must
not charge more than 5 cents for a ride within
the city limits. The headway had to be not
more than 30 minutes, except that during the
first 5 years of operation, trains were not required to run between 1 AM and 4 AM.

SCHEDULES
Preliminary service was provided by locals
and expresses between North Avenue, New
Rochelle and E. 180th Street with expresses
operating non-stop from E. 3rd Street, Mount
Vernon to Pelham Parkway to E. 180th Street.
When service was extended to White Plains,
NYW&B expected to run trains on a 15minute headway on each branch, practically
all day long on weekdays and holidays. Onecar locals and three-car expresses were
planned. Calculated dwell times were 15 seconds for local stops and 25 seconds for express stops.
Following is a summary of the morning and
afternoon portions of a schedule without a
date probably in effect before service was
extended from New Rochelle in the early
1920s. On each branch, locals ran from
White Plains to Harlem River (133rd Street)
(Continued on page 4)
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DEVELOPMENT OF THE LONG ISLAND RAIL ROAD
IN THE ROCKAWAYS
by George Chiasson
(Continued from June, 2012 issue)
the last weeks of that summer. As part of its original
agreement with LIRR, NYW&R was to provide train service from all three LIRR terminal points at the New York
end: Hunters Point in Long Island City, where passengers used the former Flushing & North Side terminal
building, as relinquished by the Brooklyn, Flatbush &
Coney Island Railway after a brief stay; Bushwick in
Brooklyn, where shuttles to and from Fresh Pond connected with all trips; and the recently opened Flatbush
Avenue terminal via the former Brooklyn & Jamaica
(née Atlantic Division) main line. The Long Island Rail
Road continued to run its own ex-Southern service from
Long Island City to Rockaway Beach by way of Valley
Stream (along with that originated at Flatbush Avenue
after August, 1877), but as part of its operating agreement with the New York, Woodhaven & Rockaway
pledged to suspend its operation at such time that the
two companies would directly conflict. This indeed occurred when the newer operator (as the New York &
Rockaway Beach) was joined to the original, exSouthern alignment in May, 1888, at which time its service across Jamaica Bay was extended to Far Rockaway as an alternative branch and the pre-existing LIRR
operation from Valley Stream was cut back to Mott Avenue in Far Rockaway, where the two lines met.
Aside from Hunters Point, where passengers were
exchanged with ferry boats from midtown Manhattan,
the only stations on the former Southern main line available to NYW&R trains in August of 1880 were Fresh
Pond (called Bushwick Junction after 1882) and Glendale. Meanwhile, there were no way stations at all on
the branch to Bushwick at that time. Once past the newly-created junction at Glendale, the New York,
Woodhaven & Rockaway’s line carved an almost completely straight survey through a shallow cut to Jamaica
Avenue, emerged onto a low trestle as far as its crossing over the existing Atlantic Division main line at
Woodhaven Junction, and then descended to grade
level. From Ozone Park, which was then in its earliest
stages of development, the new railroad mostly consisted of a 5-mile (and to the casual rider seemingly endless) series of trestles in the waters of Jamaica Bay.
This was composed of a sequence of more than 1,700
sections, called “bents,” which rested on raw wood pilings that positioned the track about 9 feet above the
mean high water level. Given its construction and exposure relative to the potential ravages of nature, the long

THE NEW YORK, WOODHAVEN
& ROCKAWAY
FORMATION OF THE ROCKAWAY BEACH
BRANCH
Mortified with its detachment from the South Side
Railroad’s more or less uncontested victory in establishing service to the Rockaway Peninsula, and its inability
to respond in a meaningful fashion given the unsuccessful fate of its own New York & Rockaway Branch of
1872, the Long Island Rail Road was then slow to reach
out to this remote summertime attraction. Eventually,
after being reorganized during the Poppenhusen regime
in the late 1870s, the company directed its resources to
aiding in the creation of a more direct line across some
of the most challenging topography in all of Queens
County. Theoretically, this outside venture would
achieve prosperity by reducing overall travel time from
the populous areas of Manhattan and Brooklyn to the
beaches and other allures of the oceanfront, as well as
generate additional opportunities for real estate development on the peninsula itself and its surrounding sand
dunes and beachfronts.
In its first incarnation, what would become the Rockaway Beach Division was founded by local politico
James M. Oakley as the New York, Woodhaven &
Rockaway Railroad in 1877, with plans to build a narrow gauge line originating at the Greenpoint terminal in
Brooklyn. Ostensibly this operation would have been
allied with Austin Corbin’s New York & Manhattan
Beach Railway rather than LIRR, but by the time of its
execution the two existing railroads were already embroiled in a drawn-out consolidation process associated
with the latter’s bankruptcy. As a result there was little
progress over an extended period on the heady little
entity’s effort to find a well-located terminal at its New
York end, which endangered the project’s early momentum until a deal was finally cut with the Long Island Rail
Road to use its three facilities in Brooklyn and Queens.
The seemingly stillborn and by then listless Rockaway
franchise was thus re-energized and a wholly new
standard gauge route emerged as a branch off the exSouth Side main line at Glendale Junction (near the
present intersection of Union Turnpike and Woodhaven
Boulevard), which would reach the peninsula by going
directly across Jamaica Bay. Construction was initially
delayed by financial difficulties, but once it got underway in March, 1879 proceeded rapidly, with the line able
to start running on August 26, 1880, barely in time for

(Continued on page 3)
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(now Beach 116th Street), and the other was the huge
Rockaway Beach Hotel, which was then still under construction. As a sign of high ridership expectation, this
lengthy, costly undertaking was originally built as a double-track main line all the way from Glendale Junction to
Rockaway Beach, with trains initially making no stops at
all across the expanse of Jamaica Bay. From their beginning NYW&R trains called at “Woodhaven,” where
they passed above the Long Island Rail Road’s Atlantic
Division main line on an overpass, and also at
“Hammel’s” (now Beach 84th Street) before reaching the
peninsula proper. These were followed by Holland
House (now Beach 92nd Street), Beach Avenue (now
Beach 101st Street), and Neptune House (now Beach
107th Street) before finally reaching the Rockaway
Beach terminal at what is now Beach 116th Street. Of
these, the Holland House and Neptune House locations
exactly mimicked those on the former Southern alignment, but were one block removed.
To accomplish service from Flatbush Avenue to Rockaway Beach, a connecting track was added from the
Brooklyn & Jamaica main line to the New York,

Development of the Long Island Rail Road in the
Rockaways
(Continued from page 2)

Jamaica Bay trestle had a restricted speed of about 30
mph through the end of its days (which may or may not
have been observed). The line finally reached the Rockaway Peninsula about ¾-mile inland of the ex-Southern
station at Elderts Grove on an alignment that is now
paralleled by Beach 84th Street, but at that time it lay in
an otherwise anonymous area of beachfront identified
on early maps as “Oceanus.” From that location the
new line turned slowly to the west and remained at
grade level for the rest of its passage to Rockaway
Beach, where a small engine house and train shed
punctuated the terminal.
A street grid had barely begun to emerge in the area
at that time, but two major ocean resort hotels were being developed in the immediate area of the new railhead. One was the Atlas House, which was already
open just two blocks away at the end of 5th Avenue

(Continued on page 5)
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The Westchester Reached White Plains 100 Years
Ago
(Continued from page 1)

Looking east from Harlem River.
Bernard Linder collection

Allerton Avenue.
Bernard Linder collection

Baychester Avenue, January 1, 1937.
Bernard Linder collection

Dyre Avenue.
Bernard Linder collection

Mount Vernon Junction.
Bernard Linder collection

Southbound train at E. 3rd Street, Mount Vernon.
Bernard Linder collection

and expresses from North Avenue, New Rochelle to
Harlem River on a 20-minute headway weekdays and
Saturdays and a 30-minute headway on Sunday. Expresses operated non-stop from E. 3rd Street to E. 180th
Street to Hunts Point to Harlem River. All locals and

expresses met at the transfer point, E. 3rd Street. In the
morning rush, several locals and local-expresses were
put in service at Columbus Avenue, Mount Vernon.
Running time was as follows:
(Continued on page 7)
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Development of the Long Island Rail Road in the
Rockaways
(Continued from page 3)

Atlantic Branch elevated structure, 1955.
Bernard Linder collection

Nostrand Avenue.
Bernard Linder collection

Chestnut Street Connection (BRT incline), 1913.
Bernard Linder collection

Brooklyn Manor.
Bernard Linder collection

Babylon station (Montauk Branch), 1955.
Bernard Linder collection

Cars 1100-1 at Country Life Press.
Bernard Linder collection

(Continued on page 6)
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Woodhaven & Rockaway and Long Island Rail Road
had been added near Woodhaven Junction as well,
soon to be replaced by an even newer one at Morris
Park. Another remarkable advance during this time was
NYW&R’s employment of electric illumination lights at
its station serving the Neptune House, a first on the
Rockaway Peninsula, as it would be another 20 years
before all LIRR depots in that sector were so arranged
by June, 1902. In the spring of 1883 the railroad began
using replacement piles treated with creosote, which did
not eliminate but greatly slowed the rate of deterioration
owing to various natural causes. Like the aesthetic electrification of its stations, it would take two full decades
before the timbers of the Jamaica Bay trestle were entirely rebuilt and reinforced a second time, being completed by 1904.
As cited above, a single-track connection was opened
from the New York, Woodhaven & Rockaway line, as it
emerged from its Jamaica Bay crossing, to the original
South Side route across the Rockaway Peninsula,
which it joined at “New York & Rockaway Beach Junction” (Beach 76th Street) and through amalgamation
created what we recognize in 2012 as IND’s “Far Rockaway Branch.” Starting on May 26, 1888 all trains from
the New York terminals that crossed the Jamaica Bay
trestle diverged at Hammels’s Junction to serve both
Rockaway Beach and Far Rockaway. Though yearround operation continued to remain in effect throughout, service was markedly increased during the summer
months, and by the 1888 season a number of intervening station stops had been added to the line. In August
of that year, for example, the itinerary for the Rockaway
Beach Branch would have included Ozone Park, Aqueduct, Goose Creek, The Raunt, Broad Channel, Beach
Channel, Hammel’s, Holland, Seaside (originally Neptune House, relocated to the Metropolitan Hotel at
Beach 104th Street in April, 1888), and Rockaway
Beach. Station stops beyond Hammel’s on the branch
to Far Rockaway were located only at Arverne and Mott
Avenue, from which connecting LIRR service was available back toward Long Island City and Flatbush Avenue
by way of Valley Stream and Jamaica.
It is unclear what degree of direct service, if any, was
provided between the secondary terminal at Bushwick
and the Rockaways during this era, but it may have
mostly consisted of seasonal “Beach” specials between
about 1892 and 1910 as a summertime relief for the
overburdened Long Island City terminus. For their first
several years, Rockaway Beach trains ended their trips
at the far inner (East River) end of the LIRR terminal at
Hunters Point, utilizing the diminutive former Flushing &
North Side depot of 1869 for ticketing and passenger
accommodation. These functions were finally brought
into the main facility (by then called “Long Island City”)
in May, 1891 after it was appreciably enlarged, and
Rockaway Beach trains thus fused into the broader,

Development of the Long Island Rail Road in the
Rockaways
(Continued from page 5)

Woodhaven & Rockaway just south of its trestle over
that main line. In addition, double track on the line from
Brooklyn was extended from Van Wicklen’s station
(Linwood Street) to Woodhaven Junction concurrent
with the original construction of the Rockaway Beach
Branch, a project that was completed on August 29,
1880. At this early date, Rockaway Beach trains to and
from the Flatbush Avenue terminus paused for patrons
only at the Howard House, a hotel-type station located
at Alabama Avenue east of the Manhattan Beach Railroad Crossing in East New York. They next stopped at
Woodhaven Junction, where the platform was initially
situated on the Atlantic Branch west of the turnout, from
there potentially to be consolidated with companion
trains serving Hunters Point, a process in which the perilous “flying switch” maneuver was often employed. Also
by agreement, Rockaway Beach trains were powered
by LIRR locomotives on the Atlantic Division as far as
Woodhaven Junction, where they were cut away so the
train could be picked up by NYW&R, and vice versa. A
great many local stations did otherwise exist on the Atlantic main line’s stretch across Brooklyn and Queens at
the time, but most were being served strictly by LIRR’s
dedicated “rapid transit” trains that scooted back and
forth between the Flatbush terminal and Van Wicklen’s,
with some trips extended as far as Woodhaven.
One immediate problem experienced by the neophyte
NYW&R was a lack of dedicated off-season storage
space for its fleet of nine 4-4-0 “American” type locomotives and 62 coaches, most of which were only in use
during the summer. For its first two years, as service to
the beaches concluded in mid-September, the unneeded equipment was stowed wherever spare track space
could be found at the terminals in Long Island City,
Brooklyn, and Rockaway Beach (starting in 1889 also at
Morris Park). A small portion of the company’s rolling
stock was used to carry on a limited schedule through
the winter, which if nothing else assured continual
maintenance of the long trestles and associated trackage that stood so vulnerable to the natural rages of its
marine climate. This calculated hardship is what usually
did such operations the most financial harm, and in particular the Rockaway Beach line’s initial construction left
it subject to not only storm damage but also occasional
fires and the ravages of shipworms, which could unknowingly hollow out the trestle’s untreated wooden
pilings. As it gained in experience and financing ability,
the railroad finally constructed an equipment storage
shed at the Rockaway Beach terminal in 1882, which
partly solved the difficulties of its seasonal scheduling
cycles, along with its first full depot building. By 1886, a
new engine terminal used jointly by the New York,

(Continued on page 7)
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Ago
(Continued from page 4)
LOCAL

EXPRESS

WHITE PLAINS BRANCH

(LOCAL)

Harlem River

0

0

Columbus Avenue

29

Port Morris

4

—

East Lincoln Avenue

31

Casanova

6

—

Chester Heights

33

Hunts Point

8

5

Wykagyl

36

Westchester Avenue

10

—

Quaker Ridge

40

th

E. 180 Street

13

9

Heathcote

42

Morris Park

16

—

Ridgeway

45

Pelham Parkway

17

—

Gedney Way

46

Gun Hill Road

19

—

Mamaroneck Avenue

48

Baychester Avenue

21

—

Westchester Avenue

50

Dyre Avenue

23

—

NEW ROCHELLE BRANCH

(EXPRESS)

Kingsbridge Road

th

24

—

th

26

—

Pelhamwood

23

rd

28

18

Webster Avenue

24

North Avenue

26

E. 6 Street
E. 3 Street

5 Avenue, North Pelham

Because the railroad did not operate through service to Manhattan, the timetables furnished the following travel
information:

CONNECTIONS

“At 180th Street: With Lexington Avenue Subway. Change at East 177th Street Subway station to West Side Seventh Avenue Express.
“At Hunt’s Point: With Lexington Avenue Subway and 163rd Street crosstown trolley.
“At Harlem River: With Second or Third Avenue ‘L’ Lines.”
(To be continued)

permanent homes at an astounding rate. As previously
noted, some trains on both sides of the Far Rockaway
Branch were amalgamated starting around 1892 to form
a bi-directional “circular” line from Jamaica through Valley Stream and Hammel’s to Woodhaven Junction that
served both major New York terminals. Certainly by
1900, the peninsula had been transformed into one of
the more pronounced urbanscapes in the nation’s largest city, and steam-powered LIRR “Beach Trains” to
Rockaway Park remained a staple of summer city life
even after regularly scheduled service was electrified.

Development of the Long Island Rail Road in the
Rockaways
(Continued from page 4)

expanded terminal as well. At any rate LIRR unfailingly
carried on its enterprise of servicing the fast-growing
transportation needs of Rockaway citizens and commerce by steam train, with varying service levels from
Long Island City, as late as 1929. During the same time
period, the sand dunes surrounding its attractions blossomed into rows of streets with summer bungalows and
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Commuter and Transit Notes

No. 284
by Randy Glucksman

lands. The service will be as in recent years, one round
trip from/to New Haven, very likely using single-level
cars. No timetables have been published at this time.
MTA METRO-NORTH RAILROAD (WEST)
Mileposts (May-June) reported that in the previous
three months crews have been completing the final
“touch up” work of the right-of-way damage caused by
Tropical Storm Irene last August. However, as part of
regular maintenance there will be some track surfacing.
Metro-North would like to think of the rebuilt Port Jervis
Line as being not just “good as” but “better than” new.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
The last M-8 update is still from May 8, and shows
108 cars with 100 in service and 8 undergoing inspection by Kawasaki. Member Bill Zucker wrote: “I haven't
seen much new to speak of in the way of M-8s, although I see plenty of consists. On weekends, they
seem to constitute about half of the trains.” Bill has accounted for these cars: 9100-59, 9162-85, 9188-9201,
and 9204-7.
MTA LONG ISLAND RAIL ROAD
Main Line passengers will benefit with the approval of
$211.5 million in improvements that will upgrade the
1961-built Hicksville station ($55.1 million), which replaced the original street level one from 1837. $37.7
million will also be used to install of over three thousand
feet of new track, power, and signals. This effort will
connect Track 1 at Hicksville to an existing track siding
situated about one-half mile west of the station platform.
The connection will enable the addition of three trains to
the AM and PM peak between Hicksville and Manhattan
upon completion of the East Side Access project. It will
also improve LIRR’s ability to reroute trains in the event
of maintenance, construction, or service disruptions.
Divide Tower, which is located east of the station, will
get a modern signal system. This tower controls train
movements to Port Jefferson and Ronkonkoma. The
1941-built Ellison Avenue Bridge in Westbury will be
demolished and replaced with a new structure capable
of having three tracks, at a cost of $39.2 million. Much
of the work being performed will support the third track
project when and if it is built in the future.
For the 2012 Belmont Stakes, which took place on
June 9, a special timetable was issued. With the exception of a different logo on the cover, and being published on glossy paper, the operation differs only by a
few re-timed trains. There were 18 in each direction. On
the Tuesday before the race, there were news reports
that that 80 of Belmont’s maintenance workers authorized a strike over a contract dispute with the New York

METROPOLITAN TRANSPORTATION AUTHORITY
On May 21, MTA announced that the East Side Access project could cost as much as $8.24 billion, or
$920 million more than the last estimate. Newsday reported that in 2009, the cost was put at $7.32 billion
with an opening date of 2016. In last month’s Bulletin,
a table was published showing how the project’s opening date has slipped over the years to (August) 2019.
Michael Horodniceanu, president of MTA Capital Construction, said, “the costs are related to unexpected delays that were largely caused by competing rail infrastructure projects that are taking place at the same
Long Island City rail yard where the East Side Access
construction work is happening.”
Nine days later, MTA reported that crews working on
this project brought a 642-ton tunnel-boring machine
(TBM) to a halt underneath Sunnyside Yard in Queens
seven weeks ahead of schedule, completing the third of
four tunnels the MTA is building in Queens. The machine will be temporarily buried underground until the
tunnel can be connected to the LIRR Main Line tracks
above it. Other tunnels are still under construction.
MTA METRO-NORTH RAILROAD (EAST)
As of June, Metro-North had five days where 100% of
its trains arrived on time, and this has resulted in an
OTP of 98.6%.
With the new schedules which are going into effect on
July 2, which were not available at publication time, the
following changes will be in effect:
● HUDSON LINE: Due to substantial completion of work
at Tarrytown, several weekday off-peak trains have
returned to their pre-construction departure times.
The previous schedule adjustments to most Upper
Hudson weekend trains between Cortlandt and
Poughkeepsie continues, due to switch work at Croton-Harmon
● HARLEM LINE: No changes
● NEW HAVEN LINE: From July 2 to 22, most Waterbury Branch trains will begin/terminate at Stratford
rather than Bridgeport for the ongoing catenary
work between Southport and Bridgeport. Following
this work, the entire branch will have bus replacement until August 31 to enable CDOT to perform
critical bridge maintenance on four bridges. Other
maintenance work will also be undertaken to take
advantage of this outage. Bridge plates will be used
at Stratford on the inbound platform as Track 3 is
out of service
For the fourth consecutive year, Metro-North and its
partners, Amtrak and NJ Transit, will offer service from
New Haven to Secaucus Junction and the Meadow-

(Continued on page 9)
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service next January.
Member Jack May forwarded a report that ALP-45DPs
have been assigned to Trains #808, 855, 1006, and
1009. Trains #1006 and 1009 operate via MontclairBoonton Line while trains #808 and 855 will run via the
Morris & Essex Line. In the days that followed, member
Phil Craig reported that there were mechanical problems with one of these engines on a train that he had
boarded at Hoboken and that an equipment swap was
required.
As was reported in the June Bulletin, over the weekend of May 18-20 there were three major events in the
Garden State for which public transit was essential.
They were a Devils-Rangers hockey playoff game,
Bamboozle Music Festival, and Electric Daisy Festival.
NJ Transit reported that ridership was the second highest in its 33-year history. The 216,761 passenger trips
on Saturday and Sunday trailed only the 218,478 passenger trips the weekend before Christmas last year.
Saturday and Sunday’s ridership was nearly 38% higher
than the 157,255 trips taken the same weekend last
year. Of the agency’s 10 highest rail ridership weekends, this was the only spring weekend to make the list.
The nine other high ridership weekends have occurred
during either the weekends leading up to Christmas,
New Year’s, Thanksgiving, or Fourth of July. All but one
of the top 10 weekends have occurred within the past
three years. Thanks to member Al Holtz for sending this
report from The Star-Ledger.
The four former Amtrak P-40 locomotives that were
acquired in 2007 for the now-defunct ACES service
were put up for sale during June. A few days later (on
June 9) and over the next few days, member Bob Vogel
sent digital images of P-40 4803 powering Atlantic City
Line Train #4677. On the latter date, Bob found that
Train #4627 contained Comet V cab car 6053, which is
unusual as Atlantic City Line trains are typically are
composed of Comet IIs and IVs.
Bob also sent photos taken on May 20 of the
Pennsauken Transit Center showing the nearly completed platforms for the Atlantic City Line. This station is
scheduled to open in early 2013.
Rail service operated between Hoboken, Secaucus
Junction, and MetLife Stadium on May 27 for a soccer
match between Mexico and Wales, and on June 3 for
the “Hot 97 Jam Concert.”
New timetables were issued for the Atlantic City Line
(June 24) and North Jersey Coast Line (June 23). Atlantic City Line riders have had their weeknight rail service
restored. This began with the April 1 edition. On the
North Jersey Coast Line, the additional weekend service is operated during the summer. There are also
notes about the service to Monmouth Park, although the
station is not shown in the timetable.

Commuter and Transit Notes
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Racing Association concerning wages and contributions
to health care. However, the following day, a tentative
settlement was announced. Adding to the excitement
was the possibility of a Triple Crown Winner. “I'll Have
Another,” a 3-year-old colt that won both the Kentucky
Derby and Preakness Stakes this year, would be the
first horse to win the Triple Crown in 34 years. For racing aficionados, the news was anti-climatic – the horse
was scratched on Friday due to tendonitis.
Member Richie Schulman informed me that a revised
edition of the Mets-Willets Point timetable for May 14September 3 had been issued, and I was able to pick
up copies at New York Penn Station.
The Quiet Car Pilot Program was expanded on June
18 to include all peak single-level electric trains to/from
New York Penn Station and Atlantic Terminal during the
rush hours. On designated trains, it is the westernmost
car. However, there was a caveat listed on the notice
which reads: “If there is a service disruption or if a train
is operating with a reduced number of cars, we will be
unable to designate a Quiet Car.”
In order to expedite some East Side Access work involving a critical switch, Switch 813, three evening peak
hour trains from New York Penn Station will be canceled
this month for a four-week period. At publication time,
the effective date was not available, however below are
the trains that are canceled:
● Train #148 – 4:52 PM to Babylon – passengers to
the 5:03 PM, making all stops to Babylon
● Train #870 – 5:20 PM to Long Beach – passengers
to Train 872, 5:23 PM extended to Long Beach
● Train #1062 – 5:40 PM to Seaford – passengers to
the 5:47 PM, extended to Babylon
LIRR President Helena Williams announced that when
the 19,000-seat Barclay’s Center opens in September,
service to/from Atlantic Terminal would be added as
needed. As part of the June, 2010 service cuts, service
was eliminated between midnight and 5 AM. As of now,
that service would not return.
NJ TRANSIT
NJ-ARP emailed a special announcement to its members, which included a report from Railway Age that on
May 30, the first revenue train to be powered by an
ALP-45DP had operated. The details are that Train
#1006 departed from Lake Hopatcong at 7:33 AM with
4506 as the motive power and operated as a diesel until
it reached Montclair State University. At that point, the
pantograph was raised and the train continued under
electric power to Hoboken. The use of a dual-powered
engine came as a surprise because we were told during
the ERA visit to the Meadowlands Maintenance Center
on April 14 (May Bulletin) that the first units would enter

(Continued on page 10)
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Jack May sent a link to NJ Transit’s capital program,
which lists all projects. The first of the 100 multi-level
car option is scheduled for delivery this month, and the
final car, next July.
A new ticketing option became available on June 1 for
monthly HBLR riders who also use NY Waterway ferries. They can now purchase a joint monthly pass for
the light rail and ferry trip and save more than $50 on
the ferry fare from Weehawken to 39th Street-Midtown
Manhattan, Pier 11-Wall Street, or the World Financial
Center. NY Waterway provides complimentary shuttle
bus service from 39th Street to various locations
throughout Midtown Manhattan. On June 10, 10-trip
light rail and ferry tickets became available at HBLR
TVMs and also at NY Waterway’s Weehawken terminal.
The first new timetable since service was extended to
8th Street on January 31, 2011 was issued effective
June 2. After comparing the two editions, I did not find
any changes.
Newark Light Rail got a new timetable effective June
23, which replaces the recently issued April 7 edition. A
quick scan found no apparent time changes.
PORT AUTHORITY TRANS-HUDSON CORPORATION
The evening commute on June 14 would probably be
one that PATH riders on the WTC route would like to
forget. Due to a visit to the World Trade Center site by
President Obama and his wife, Governors Cuomo and
Christie, and Mayor Bloomberg, PATH suspended service to World Trade Center. Exchange Place was also
closed and riders directed to use the Grove Street station. Originally announced to be between the hours of 3
and 6 PM, service was not restored until 7:07 PM. Passengers were advised to use the 33rd Street service or
NJ Transit Rail or Bus, which were honoring PATH tickets.
On his radio show the following morning, host John
Gambling questioned Mayor Bloomberg about the shutdown, saying that the Secret Service wanted the service stopped. The Mayor responded, “Well, you don’t
have to say yes. This is our city.” WCBS 880 reported
that Port Authority spokesperson Steve Coleman said
that when dealing with the safety of the President and
the First Lady, the agency follows the recommendations
of the Secret Service and its own police department,
adding that’s “not negotiable” and “just common sense.”
NYCT subways operated normally during this period.
With delivery now completed of the PA-5s, all PA-1 to
PA-3 and PA-4 cars have been removed from service.
The PA-1 to PA-3s and 28 PA-4s went to a scrapper. 95
PA-4s were built by Kawasaki at a cost of $96.7 million
and delivered between 1986-7. Below is a roster of the
67 cars that were retained:

800W

PURPOSE

CAR
NUMBER

PURPOSE
Ethylene Glycol

850W

801W
802
805
806

Work Car
Ethylene Glycol
Reserved
Reserved
Reserved

807
808
809

Reserved
Reserved
Reserved

857W
858W
859

809
810
811
812W

860W
861W
862W
864

814W
816
817

WTC Work
Reserved
Reserved
Tool Car
Ethylene Glycol
Reserved
WTC Work

818W
824W
825
827
829
830
831W

Tool Car
Tool Car
Reserved
Reserved
Reserved
Reserved
Work

869W
870W
872
873W
874
875
876

832W

877W
878
882
883
885
886

WTC Work
WTC Work
WTC Work
WTC Work
Reserved

887

WTC Work

888

WTC Work

844
847W

Tool Car
Ethylene Glycol
Reserved
Reserved
Work Car
Work Car
Ethylene Glycol
CED Response
CED Response
Work Car

WTC Work
WTC Work
Work Car
Ethylene Glycol
Work Car
WTC Work
Work Car
WTC Work
WTC Work
WTC Work
Ethylene Glycol

889W
891

848
849

WTC Work
WTC Work

892W
894

Tool Car
WTC Work
Ethylene Glycol
WTC Work

833W
838
839
840W
841W
842W
843

851
852W
854W
855W

866
867
868W

WTC Work
Tool Car
Work Car
Tool Car
Ethylene Glycol
Work Car
WTC Work
Ethylene Glycol
Tool Car
Work Car
WTC Work

MUSEUMS
Member Frank Pfuhler provided an update to a report,
published in last month’s Bulletin. On May 17, he drove
to Short Beach Station to observe the roadbed replacement from Short Beach to Short Beach Trestle. “Work
was underway. In the far distance I could see some yellow equipment, which turned out to be one pay loader
and one rail-tamping machine. When I walked out to
where they were working I could see that they were
about two to three hundred feet short of the old garbage
spur. I watched as the pay loader would proceed to
Short Beach (backing up all the way) and pick up a load
of trap rock and move up to where the tamper was
working. The tamper would move about 25 feet toward
(Continued on page 11)
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the Short Trestle. The pay loader would then move in
and spread the load over the ties, covering about twenty feet. The pay loader would then back up to Short
Beach and the tamper would move back to the place
where it left off and start tamping. This procedure was
repeated several hundred times.” In a subsequent
email, Frank reported that the work had been completed and service was restored all the way to Short Beach
on June 9.
The Rock Hill Trolley Museum will hold its first ever
“PCC Car Day” on Saturday, July 21, featuring former
NJ Transit 6 and SEPTA 2743. Other cars will also be
available for rides. The event begins at 11 AM, and additional
information
can
be
found
at
www.rockhilltrolley.org.
Member Matt Nawn sent this press release. “The
Rockhill Trolley Museum has been associated with the
East Broad Top Railroad and the Kovalchick family
since 1960. It was in October of that year that Johnstown Traction Company #311 was moved to Rockhill
Furnace and became the first trolley in what is now
known as the Rockhill Trolley Museum. During 2012,
the trolley museum will continue to operate on its normal schedule of weekends only, starting Memorial Day
weekend through the end of October. The winter holiday
events will take place in late November and early December. Additional special events will be held throughout the year. Please check our website at
www.rockhilltrolley.org for a complete listing of all of our
2012 events.
“While associated with the EBT Railroad for over fifty
years, the trolley museum is a separate non-profit corporation operated by Railways To Yesterday, Inc. The
Rockhill Trolley Museum is deeply grateful for the many
years of support from the East Broad Top Railroad and
the Kovalchick family. We are looking forward to many
more years of mutual help and cooperation. The trolley
museum is staffed entirely by volunteers that are responsible for all aspects of the museum. We are deeply
disappointed to hear that the EBT will not operate during 2012. The Rockhill Trolley Museum looks forward to
the operation of East Broad Top Railroad in the future.”
MISCELLANEOUS
The New York Times (May 31) reported that a group
of reporters was taken on a tour of the facility in Glenville, New York where four Turboliner sets are rusting
away. In the late 1990s, the State of New York spent
$70 million to refurbish seven of the trainsets for a proposed high-speed service within the state. Various problems doomed the project, and Amtrak wound up moving
three of the sets to Delaware on September 21, 2004
(November, 2004 Bulletin). New York State would like
to sell these trainsets.

OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
All underground portions (19 miles of tunnels) of the
“T” will be capable of cell phone reception by the end of
the year, but not everyone will be able to take advantage of this service. The reason is that so far, only
AT&T and T-Mobile have plans to install the necessary
equipment. Verizon offers service at four downtown stations and the tunnels between them, but has not announced plans to expand its coverage.
The Orange Line will be getting a new, fill-in station,
its 20th, after an agreement was approved on May 25,
between MBTA and developer Federal Realty Investment Trust. Assembly Square, in Somerville, will be built
between Sullivan Square in Charlestown and Wellington
in Medford. That work has already begun and requires
periodic bus shuttles between Community College and
Oak Grove. These diversions are planned for weekends
and nights. It is expected that Assembly Square should
open in 2014.
A new iPhone app allows riders to report suspicious
activity directly to police. Sometime this month a version
for Android phones will become available. MBTA Police
Chief Paul MacMillan said: “We are relying on our customers to be our eyes and ears out there. This is just
the latest tool we want to give our customers to let us
know what’s going on out there.” He added “the ‘T’ also
is eliminating restrictions on taking pictures in the transit
system that were put in place after the Sept. 11, 2001,
terror attacks.”
In recognition of the 136 soldiers, Marines, sailors,
and airmen from Massachusetts "who made the ultimate sacrifice while serving in Operation Enduring
Freedom and Operation Iraqi Freedom," MBTA coach
1528 has been “wrapped” and carries their names plus
136 gold stars. This project was undertaken by the Massachusetts Bay Commuter Rail Company (MBCR), the
contract operator. The plans call for this car to eventually operate over every commuter rail line. There are other wrapped cars in service such as those for AT&T
Wireless and Tropicana Orange Juice, to name just two.
On May 25, MBTA sent out requests for proposals for
national and international firms that would be interested
in being the contract operator for MBTA’s 14 commuter
rail lines. MBCR took over the contract from Amtrak in
2003. It has had several contract renewals – the current
one expires on July 1, 2013. This process will cost the
“T” $3 million.
With delivery of the 75 Hyundai/Rotem commuter rail
cars nearly two years behind schedule, the “T” summoned the head of the company to Boston to explain
the reasons. After the meeting, which took place on
June 7, Chief executive Min-ho Lee, speaking through a
translator, vowed to redouble efforts at the company’s
headquarters in Korea, where the coaches have been
designed and the shells are being built, and at the Phil(Continued on page 12)
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adelphia plant slated to perform final assembly. “We
have come to the United States to tell you that we are
prepared to bear additional costs in order to use all of
the resources at our disposal to ensure that we are able
to deliver high-quality vehicles to you as quickly as possible,’’ Lee said.
In the month since service was extended to Wickford
Junction, ridership has grown to an average of 150 riders per day. Stephen Devine, chief of Intermodal Planning at the Rhode Island Department of Transportation,
said: “We only had about 150 to 200 people per day for
a couple of years when we first opened Providence,”
said Devine. “Today, we now have over 2,000 riders per
day and many more trains.”
The New Hampshire Department of Transportation
has taken the first steps to hire a consultant to determine the feasibility of bringing commuter rail to Plaistow, New Hampshire. Extending the current Haverhill
service about five miles to a to-be-built station would
accomplish this. In addition, a layover facility that could
accommodate six trainsets would be built, and the State
of New Hampshire would fund the purchase of three bilevel coaches. The study could take up to three years.
During a 90-day pilot program, which began on June
6, riding to/from Logan Airport on a Silver Line bus to
Downtown Boston is free. Massport is financing the pilot, at a cost of $100,000 per month. This agency currently keeps about three-quarters of airport Silver Line
fares under an agreement in which it paid for the buses,
while the “T” paid to construct the tunnels. This is being
done in order to promote use of public transportation
and to speed up the service. Observations have found
that passengers spend an inordinate amount of time
trying to pay their fares. A side benefit for riders is that
they will have free transfers to subway lines at South
Station.
When fares went up on July 1, those who purchase
tickets on board trains now pay an additional $3 per
ticket. MBTA reported that each month, train crews collect over $1.5 million in cash fares, and this takes time
away from their primary responsibilities – checking
passes and opening/closing doors.
Thanks to member Todd Glickman for sending these
reports from The Boston Herald, The Boston Globe,
The NorthKingston Patch, Metro, and The Lawrence
Eagle Tribune.
PHILADELPHIA, PENNSYLVANIA
There was a report in last month’s Bulletin that it was
likely that the Silverliner IIs and IIIs would be gone by
the end of June. It was member Russ Jackson who
originally sent the article from The Weekly Press. Russ
added: “if memory is correct, the Silverliners were not
100 mph cars — basically 80-85 mph cars. The first 100
12

mph cars were the Arrow Is and the M-1s. The Arrows
were foolishly built with no dynamic brakes and had
many wheel problems, so had speed limits imposed.
But that goes into a long story.” Russ also did some
“research.” He wrote: “To quote from Budd's news release about these (RDC) cars: ‘The new motors are
geared for 4530 rpm at 85 mph. Maximum permissible
rpm is 5070, corresponding to 95 mph, although speed
limiting controls take over at 89 mph. Over-speed protection automatically cuts power at 85 mph and sets
minimum service brakes at 89 mph.’ I'm not going digging for it but I think the Silverliner IVs are set up the
same way. Thus all the Arrows were 100 mph cars and
all the Philly cars are 85 mph cars. The Silver Vs aren't
intended to run with the older cars, so might be 100
mph cars. Would have to look that up to be sure."
Member Bob Wright sent this report at the end of May:
“I went on the Farewell to the Silverliner trip and found it
nicely organized and timely — all went as scheduled
and no surprises, delays, etc. The itinerary was a little
basic (up and down Chestnut Hill West, up and down
Fox Chase, up and down the 'home line' (Norristown, at
least as far as the Transportation Center), and up and
down Cynwyd). The lunch stop at Fox Chase featured a
short ceremony with at least one SEPTA official in attendance that cited the coming retirement of these venerable and loyal cars. A sad part of the trip was passing
Wayne Shop on the return from Fox Chase, where the
track adjacent to the old shop building has a growing
'dead line' of Silverliner IIs and IIIs awaiting disposal. I
rode on car 266 for the entire trip (many crowded
aboard 235, hoping to score the more comfortable 2-2
seating it has). I hadn't seen too much of the Silverliner
IIs or IIIs after that day (they had been turning up regularly on Norristown for a while) and was beginning to
wonder if the last 11 on the property had been taken out
of service, but my inbound trip on Train #2301 (The
Schuylkill Flyer) had a string of them, with 235 bracketed by 9010 and 9001 on the front and 256 and 216 on
the rear. I rode 216 and it was in great shape, both
physically and ride quality (many of the others are starting to show their ages and little appears to be happening as far as routine maintenance, etc.). There are more
and more Vs on the line and it is difficult to find any of
the 11 IIs/IIIs in service.
“I noticed during the last week of May, the first of the
'new' style of destination sign for the Silverliner IVs —
the background color is black instead of the slate gray
that was placed in use in July, 2010 when the ‘R’ designations were phased out. The black background makes
the sign much easier to read, especially at a distance.
I've seen a handful of the new signs since my first sighting, so I suppose they're being phased in slowly.”
Bob Vogel sent digital images of the final four Silverliner IIs (9010-235-9001-9009) in service on the R5/
(Continued on page 13)
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Paoli/Thorndale Line on June 18.
Member Lee Winson reported that (trolley) Route 34
has bus substitution from 61st & Baltimore Avenue to
40th Street Portal between June 17, 2012 and September 1 due to track work. Passengers traveling from Center City may also take a Route 11, 13, or 36 trolley to
the 40th Street Portal and transfer to a Route 34 shuttle
bus for continuing service.
Member Dave Safford sent this news and his comments from The Philadelphia Inquirer: “The Pennsylvania House majority Whip, Stan Saylor, has threatened
to stop all further funding for SEPTA if it continues with
plans to buy diesel-hybrid buses. It seems that state
officials have a strong interest in promoting the use
of compressed natural gas (CNG), which is one product
derived from the state's large, growing, and untaxed
shale gas fields. SEPTA, which already operates 472
hybrids, has a contract for 160 more, and would like to
convert their entire 1400-bus fleet. Although hybrids
cost more than CNG buses, CNG buses cost 64% (90
cents/mile) more to operate, and would require the immediate installation of two fueling stations for an estimated $40 million. One may reasonably speculate as to
the reasons for the urgency to promote CNG, since the
state receives no income from the shale at
the insistence of the Governor (no taxes!), although localities receive modest fees. One could, of
course, conclude that politics is at the root, but certainly
no one would wish to impugn the motives of our elected
officials.”
PITTSBURGH, PENNSYLVANIA
When service started up on June 25, light rail riders
found that there are 13 fewer station stops, which were
selected due to either low ridership or closeness to an
adjacent stop. PAT said that the longest distance anyone will have to travel to reach an open stop would be
about 650 yards, a 5- to 10-minute walk for most people. These Red Line stops were eliminated: Traymore,
Hampshire, Boustead, and Neeld in Beechview; and
Kelton in Dormont. Three stops that serve both Red and
Blue line trains — Martin Villa and Smith Road in Castle
Shannon and Santa Barbara in Bethel Park — are
gone. Also eliminated were Blue Line-Library stops at
Mine 3, Lindemer, Center, Latimer, and Sandy Creek in
Bethel Park. One person who commented on this email
wrote that he was familiar with these stops and even in
the pre-LRT era they were lightly used. On his recent
visit he was surprised that many were still in service. The standard streetcar stops were about 6/7 per
mile with LRT stops dropping to 4 or less per mile. The
stops eliminated were believed to be all low-level stops.
Thanks to Jack May for this news.
BALTIMORE, MARYLAND
My son Marc reported that Baltimore celebrated the
13

200th anniversary of the War of 1812 with "StarSpangled Sailabration" June 13-19. On Saturday, June
16, there were various events, including an air show
and maritime exhibitions. There was limited access to
downtown and attendees were encouraged to take
mass transit. MTA MD ran unusually long 3-car trains
with shorter headways to accommodate the crowds.
WASHINGTON, D.C. AREA
On May 30, WMATA installed its 178th “Guarded 8”
switch on its main line. Recommended by the National
Transportation Safety Board following a series of derailments, this type of switch is designed to allow trains to
cross tracks in a way that decreases the risk of a derailment. Local jurisdictions and the federal government
funded this $57 million project. Thanks to member David Erlitz for this report.
How many members know that some of Washington’s
trolleys ran in tunnels? Member Howard Mann sent this
link,
http://www.governing.com/news/local/New-LifeFor-DCs-Underground-Tunnels.html, which takes you to
a web site with photos about the Washington D.C.
streetcar tunnels. Howard wrote: “I’ve never seen photos of the underground stations before. They seem to
be in very good condition, including track and conduit.”
MARC gave its riders until May 25 to comment on its
proposed schedules for the Brunswick Line (June Bulletin).
Between June 18 and July 12, Virginia Railway Express (VRE) accepted comments from the public on a
proposal to ban all smoking at outdoor VRE stations.
Smoking is already prohibited on board trains and at
indoor VRE station facilities. The staff will report its findings to the Operations Board next month with a summary of comments and recommendations.
CHARLOTTE, NORTH CAROLINA
A 50-year agreement for lease, construction, and operating arrangements was made between the Charlotte
Area Transit System, Norfolk Southern, and the North
Carolina Railroad Company (NCRR) to build a 2.7-mile
extension of the existing Blue Line from E. 12th Street to
a half-mile east of Eastway Drive. The LYNX Blue Line
Extension (BLE) is a 9.4-mile extension of the existing
line that will serve the Northeast Corridor from Center
City to UNC Charlotte. Light rail service will operate in
nearly three miles of NCRRs corridor when it opens in
2017. The lease is renewable for another 50 years.
SOUTH FLORIDA
Miami-Dade Transit announced that rail service to Miami International Airport (MIA) would begin on July 28.
With this increase in service, there are now two lines.
Service between Dadeland South and Palmetto is the
Green Line, while the Orange Line will operate from
Dadeland to MIA. Upon arrival at the MIA station, a fiveminute ride on the MIA Mover will bring you to the terminal. Metrorail fares and hours remain the same: $2 per
trip and 5 AM to midnight, seven days a week.
(Continued on page 14)
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CHICAGO, ILLINOIS
According to a report in The Chicago Tribune, the
NATO summit, which took place on May 20-21 (June
Bulletin) cost Metra an extra $800,000 in lost revenue
from passengers who stayed away and about $600,000
in additional operating expenses. Metra CEO Alex
Clifford said, “there is no way to make it up.“ That
amount includes $100,000 for operations, $200,000 in
additional costs for Metra police, and $300,000 for hiring outside security firms. Some Board members were
surprised that the costs were not higher. Metra expects
that it would be reimbursed about $200,000 by the federal government. NICTD anticipated that it lost about
$100,000. Thanks to member Jim Beeler for these two
reports.
The Chicago Tribune reported that beginning next
Spring, a 10-mile section of the Dan Ryan (Red) Line
would be closed for rebuilding for five months. Affected
are the nine stations between Cermak-Chinatown and
95th Street. The line was built in 1969 and requires extensive work to restore it to a state of good repair. Slow
speed orders have reduced the speeds from 55 to 15
mph in many areas, causing up to 20 minutes of additional travel time. Closing the line will save $75 million
in construction costs and reduced construction time
from four years, with work only being performed on
weekends. To ease the impact of this shutdown, riders
are being provided with:
● Free shuttle buses from Red Line stations south of
63rd Street connecting to the Garfield station (Green
Line)
● Free entry at Garfield for bus shuttle passengers
● Red Line trains operate via Green Line tracks from
Roosevelt to Ashland/63rd
● Expanded bus service on numerous nearby bus
routes
● 50-cent discount on rides along many South Side
bus routes
The Morgan station, located between Clinton and Ashland (almost 1½ miles apart), opened without any fanfare on May 18. It replaces a station that was closed on
April 4, 1948, and is served by Green and Pink Line
trains. In fact, when I was in Chicago in April (June Bulletin), the Pink Line train that I was aboard slowed
down considerably as it passed the construction site.
Recent gentrification of the area caused the Chicago
Transit Authority to consider re-opening the station.
Thanks to member Pete Donner for this report.
Bob Hansen sent a report that work on the northern
section of the Red Line began at the Granville station
on June 1. This work, which was reported in the April
Bulletin, was expected to last six weeks.
Some students from DePaul University were found to
14

have had nearly 200 CTA signs in their dorm rooms,
according to University officials, who did a sweep of
their rooms. The stolen signs included maps and advertisements. Only 45 of the recovered signs will be reused
by CTA, as the rest are outdated or damaged. The
school did not discuss if any disciplinary action will be
taken against the students caught with stolen items.
Thanks to member Ira Haironson for this news.
ST. LOUIS, MISSOURI
Fares went up on July 1. After weighing several options, the $2 fare will not change, nor will reduced base
fares for eligible seniors, children, and customers with
disabilities. However, the cost of the 2-hour pass/
transfer was increased from $2.75 to $3; and the reduced 2-hour fare option, available to children, seniors,
and passengers with disabilities, went from $1.35 to
$1.50. Weekly passes now cost $25, compared to the
previous $23.50; monthly passes went up from $68 to
$72 ($34 to $36 for reduced fare); and the college semester pass went from $145 to $150.
DENTON, TEXAS
The Federal Transit Administration awarded the Denton County Transportation Authority a waiver on June 5
that will permit operation of its new Stadler DMUs
alongside the RDCs. They will not operate in mixed
consists. It is expected that the DMUs would enter service on the 21-mile “A-Train” next month. When sufficient cars are in service, it is expected that the RDCs,
which are leased from Trinity Railway Express, will be
returned. Thanks to Jack May for this report from The
Fort Worth Star-Telegram.
Riders did not have to wait for “next month,” as on
June 16, the first of 11 new Stadler GTW 2/6 articulated
rail vehicles entered service. Thanks to Bill Vigrass for
sending this news from Progressive Railroading.
DENVER, COLORADO
RTD announced that its West Line LRT would open
ahead of time on April 26, 2013. The 12.1-mile line with
12 stations will serve Denver, Lakewood, Golden, and
Jefferson Counties.
ALBUQUERQUE, NEW MEXICO
RailRunner often operates additional service for special events. One such event was a free FUN (band)
concert at Santa Fe Railyard Park on June 6. Unfortunately for those who planned to attend, the concert was
canceled due to illness of one of the band members. On
Saturday, June 16, a special schedule with additional
service was operated for the Centennial Summer Fest.
PHOENIX, ARIZONA
Valley Metro held a groundbreaking ceremony on May
31 to mark the start of construction of a 3.1-mile extension with four stations, to downtown Mesa to Mesa. A
2016 opening is expected. The existing 19.6-mile line
began revenue service on December 29, 2008.
(Continued on page 15)
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SACRAMENTO, CALIFORNIA
The 1.1-mile section Green Line into the River District
did not open on June 11, as reported in the June Bulletin, but on June 15. This section is the first part of what
will be an eventual 12.8-mile line to Sacramento International Airport. Due to funding uncertainties, an opening day is presently unknown. Thanks to member Bill
Vigrass for this news.
SAN FRANCISCO, CALIFORNIA
On May 17, BART awarded an $896 million contract
to Bombardier to build 410 new rail cars at an average
cost of about $2.2 million per car. The cars have been
dubbed the “Fleet of the Future,” and could be in service within eight years. KTVU News reported that these
cars would be the first phase of a $2.5 billion project to
replace all of BART’s existing 669 cars, which the agency claims are the oldest in the nation (1968-71), with
775 new cars. (Editor Note: Apparently news that the 19645, Budd- built R-32s that are operating daily for NYCT had
not reached them. Also consider another Budd product, the
PATCO-I cars (1968). North of the border, Montreal is still
operating its original MR-63 fleet from 1966-7.) The image
below appeared on BART’s website.

BART implemented the last in a series of inflationbased fare increases when fares increase by 1.4% on
July 1. Because BART fares are rounded to the nearest
nickel, some fares will remain the same after the increase, including the minimum BART fare of $1.75, and
the average fare will go up by five cents. Fares last increased in July, 2009.
LOS ANGELES, CALIFORNIA
Part II of first phase of the Expo Line opened on June
20. This approximately 1.1-mile section with two stations extends the line, which opened on April 28 from

15

7th/Metro Center to La Cienega/Jefferson, to Culver
City. The next phase of 6.6 miles, using a former Pacific
Electric right-of-way that will extend the line to Santa
Monica, will probably open in 2016.
Transit officials have known for quite some time that
many riders are flouting the “honor” payment system
that has been in use since the first rail lines opened in
1990. It is estimated that $4 million is lost annually on
the Red and Purple Lines. This month, the first fare controls will be installed at the Red Line’s Normandie station. Once perfected, other stations will be added.
TORONTO, ONTARIO, CANADA
Member Bill Ingolia sent a link to subchat.com, which
reported on June 3 that GO Transit’s new order for cab
cars will feature a streamlined front. Sixty new bi-levels
have been ordered from Bombardier for delivery starting in the spring of 2015.
SHANGHAI, CHINA
While Todd Glickman was in Shanghai, China on business during early May, he had an opportunity to ride
(again) the subway, maglev, and high-speed rail to and
from Wuxi. He wrote: “All seemed familiar from my past
trips. But I did read an interesting article in The Shanghai Daily that the City of Shanghai is testing driverless
technology on the relatively new Line 10 — which, since
its opening in 2010, has had Operators in each train.
The line was designed to be driverless, but that was not
initially implemented due to safety concerns: there had
been a two-train collision early in the line's operation
that was blamed on a dispatching error. On September
27, 2011, the two Line 10 trains collided, injuring 284
people. It has been reported that Train Operators violated operating rules after a signal system failure. One
passenger told The Shanghai Daily, "The trains
crashed when drivers were on, then who would board
an unmanned train?"
Driverless operation is expected to begin on the line
before the end of 2012. While a number of metros
worldwide use driverless technology, this would be the
first implementation in China. Shanghai's subway currently boasts over 270 miles of track — the longest network in the world — and is planned to double by 2020
with 22 lines. It served over two billion riders in 2011.”
FROM THE HISTORY FILES
100 years ago: On July 5, 1912, the New York
Westchester and Boston Railway began service on its
White Plains Branch as far as Mamaroneck Avenue,
and on August 10 to its Westchester Avenue terminal.
20 years ago: On July 20, 1992, Virginia Railway Express (VRE) began operating service on its line to Fredericksburg. One month earlier, on June 22, VRE began
service to Manassas.
News items and comments concerning this column may be
emailed to ERAnewseditor@gmail.com.
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Around New York’s Transit System
North Shore Alternatives Analysis Study
North Shore commuters traveling to Manhattan
probably take the longest trips in New York City
because they have to transfer several times, including
the local bus network. If they are traveling elsewhere on
Staten Island, they must ride on buses, most of whose
schedules are adjusted to timed transfer to the Staten
Island Ferry, and transfer at St. George.
This study area concentrates on the North Shore of
Staten Island between South Avenue and St. George,
bounded by the Kill Van Kull to the north and Victory
Boulevard to the south, with a corridor extension along
South Avenue between Richmond Terrace and
Transport Drive.
North-south circulation in this area is limited. At the
eastern end of the corridor are the ferry operating to
lower Manhattan, Staten Island Railway’s St. GeorgeTottenville line, and most local bus routes. A new rush
hour-only bus route operates from Hylan Boulevard via
Richmond Avenue, Morningstar Road, and the Bayonne
Bridge to the 34th Street Hudson-Bergen Light Rail
station. S-89 buses operate on a 15-minute headway in
the direction of heavy traffic and every 30 minutes in the
opposite direction.
Improved transit service is needed to solve the
following problems:
● Congested roadways, which cannot be widened,
result in longer trips and unreliable bus service
● There is insufficient transit capacity to support
future growth on the North Shore
● Transit travel times are not competitive with auto
travel times.
To find a solution, the Staten Island Borough
President funded the North Shore Alternatives Analysis
Study sponsored by MTA New York City Transit. This
study examined an alternative, the North Shore rail line.
This line was opened to passenger and freight service
in 1890, operating between Cranford, New Jersey and
the St. George Ferry Terminal. It was operated jointly by
the Staten Island Rapid Transit Company and the
Baltimore & Ohio Railroad. Passenger service was

discontinued in 1953 and freight service operated until
1989. Freight service resumed in 2005 at Howland
Hook on the west end of this right-of-way. In 2004, the
Port Authority of New York & New Jersey studied this
problem and concluded that light rail was the most costeffective, but Bus Rapid Transit deserved further
examination. At the present time, NYC Transit probably
prefers Bus Rapid Transit, but does not have the money
to build it.
Increased L Service
On June 10, 2012, L service was increased to serve
the growing population of Williamsburg, Bushwick, and
Canarsie. Riding on L has more than doubled since
1998, but service has been increased by only about
50%.
Average weekday passengers, 68,104 in 1998, rose
to about 90,000 in 2002 and 2003, then rose slowly for
three years. It was followed by a rapid increase,
reaching 149,991 in 2011.
MTA’s website lists the following headways operated
under the new schedule in effect June 10, 2012:
WEEKDAYS

SATURDAY

SUNDAY

Midnight

20

Morning

6

Morning

10,8,6

AM Rush

3

Afternoon

5

Afternoon

6

Midday

6

Evening

6,10

Evening

6,8,10

PM Rush

4

Evening

5,8,10

The June 10 car assignment informs us that AM peak
requirements were increased by two trains. These two
trains, which were previously gap trains, are now
required for scheduled service.
A newspaper article reveals that there are 16
additional round trips on weekdays, 11 on Saturdays,
and 7 on Sundays.
There are several Myrtle Avenue short-turns in the AM
rush, but none in the PM rush.

CORRECTION
Member Jeff Hakner wrote the following:
“Regarding the article, What Are the LongestServing New York City Rail Cars in the May, 2012
Bulletin:
“The record must surely belong to Manhattan Elevated 41, later Money Collection Car G, which ran on the

Third Avenue Elevated from 1878 to 1955, 77 years of
service.
“The record for strictly passenger-carrying equipment
may belong to BRT/BMT elevated 1-200 series trailer
cars. Some of these cars, built in 1887, were retired
from passenger service in 1950, a run of 63 years.”
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THE WESTCHESTER REACHED WHITE PLAINS
100 YEARS AGO
(Continued from July, 2012 issue)

On August 10, 1912, the New York,
Westchester & Boston Railway finally
reached the new terminal at Westchester
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Avenue, White Plains. It was an elaborate
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system in the East which was neither an
electrification of a steam railroad nor an exProduction Manager:
tension of a direct current city system. It was
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a single-phase suburban railroad of the most
massive construction, with a right-of-way that
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was able to operate fast passenger service
because there were no steep grades, no
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sharp curves, and no grade crossings. To
Association,
make the alignment as nearly level and
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straight as possible, the contractors cut
through rocks and hills and filled in gullies
and bogs. The maximum grade was only 1.0
percent except for one stretch of 2.5 percent
from the junction with the New Haven at
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Vernon. The bridges were extremely
Rail Road in the Mount
sturdy and were able to handle the heaviest
Rockaways
traffic. The entire right-of-way was fenced in

and free from grade crossings.

STATIONS AND SIGNAL TOWERS
The passenger stations and signal towers
were probably the most attractive structures
possessed by any electric or steam railroad
in the United States. The company planned
buildings that would add to the expected
high-class suburban development. A study
revealed that concrete, plain or reinforced,
was more economical and could be maintained at less expense than brick or wooden
buildings. Station platforms were constructed
of concrete slabs with a 3-inch wooden edging to prevent them from chipping.

FARE COLLECTION
The method of collecting fares was common in Europe, but rarely used in this country. A passenger entering the station bought a
ticket for his destination from the Agent.
When he passed through the turnstile, his
ticket was punched for the entering zone.
Passengers did not show their ticket on the
train, but deposited the ticket in the Ticket
Chopper’s box when leaving the station. The
Exit Guard checked that the ticket was the
correct color. Commutation tickets were
punched by the Agent before the turnstile
was released and were shown to the Guard
at the exit. In accordance with franchise requirements, fares within the Bronx were only
five cents. A single trip from the Bronx to
White Plains cost 40 cents and a monthly
commutation ticket cost eight dollars.
(Continued on page 4)
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DEVELOPMENT OF THE LONG ISLAND RAIL ROAD
IN THE ROCKAWAYS
by George Chiasson
(Continued from July, 2012 issue)
tablished at Myrtle Avenue, and began to foster more
than just a recreational, summertime ridership. Next to
be encountered was Woodhaven Junction, where the
curved, rising connection from the Atlantic Division main
line had been double-tracked in February of 1889.
There the two intersecting station stops were amalgamated to accommodate transfers in July of 1895
(Rockaway Beach on the upper level, Atlantic Division
on the lower), with a separate platform laid on the connecting track for the use of trains making their way between the Rockaways and Flatbush Avenue. The line
then assumed the original survey of the New York,
Woodhaven & Rockaway, nestled between Napier
Place and Green Street (later 99th and 100th Streets)
and crossed University and Grafton Avenues (later 95th
and 101st Avenues) as well as Broadway (later 103rd
Avenue) at grade. This is where the initial station serving Ozone Park was established in the summer of 1883.
It then passed through the present South Ozone Park
section with crossings at Liberty Street (later Liberty
Avenue) and the South Plank Road (Rockaway Boulevard), then continued into the former Centreville district,
which is now largely occupied by the Aqueduct Race
Track grounds. A new station called Aqueduct was established in February, 1888 at the crossing of South
Conduit Boulevard, but the Aqueduct Race Track itself
had not yet been created. It was opened by the Queens
County Jockey Club on September 27, 1894 and the
adjacent railroad depot thereby enlarged to accommodate its expected throngs.
Entering the wilds of Jamaica Bay, the line’s first
wooden trestle stepped through some muddy flats that
sandwiched Denton’s Creek before reaching open waters. This area of about one mile square was subsequently developed as Ramblersville starting in the mid1890s and finally granted a LIRR station on June 15,
1899 (sited at the latter-day 160th Avenue). The location
later known as Hamilton Beach was situated about
1,000 feet further south but at that time was unremarkable. From that point, the railroad sailed onto a substantial (wood) viaduct across Grassy Bay. At the trestle’s
northerly end (identified on some early schedules as
“West End”) a massive resort was established in 1898
by William H. Howard, a glove maker from Brooklyn,
that rested entirely on piling astride the elevated rightof-way, its facilities at one point located almost a half
mile offshore. The Howard resort consisted of board-

A GEOGRAPHIC DESCRIPTION AND
FURTHER DEVELOPMENT OF THE LIRR
ROCKAWAY BEACH BRANCH
As one rides an A train from Liberty Junction to the
Rockaways in 2012, what is seen along the way bears
virtually no resemblance to the Rockaway Beach
Branch as opened, or even as it was forced to close in
1950. At many points along the way the original bays
and marshes were filled in and/or extended, with specific examples of this including:
● The Howard Beach neighborhood (originally called
Ramblersville in the 1890s), which was partly built
using backfill (called “spoil”) from the excavations of
the Pennsylvania Tunnel & Terminal project in Manhattan as late as 1908;
● JFK International Airport, otherwise known as Idlewild (its pre-1963 title), which by 1959 had grown
out of a small airfield that the city laid out in 1943 on
what was originally a golf course; and
● Cross Bay Boulevard, which was established as a
companion motorway to the Rockaway Beach
Branch and virtually duplicated its survey across
Jamaica Bay between 1919 and 1923, utilizing in
part the abandoned right-of-way for a never-opened
Nassau Electric trolley line that would have connected the Rockaway Peninsula with Brooklyn.
In addition, the forces of nature brought significant
changes to Jamaica Bay as time progressed through
the many storms and hurricanes, natural erosion, and
regeneration, plus reconstruction of the moribund Long
Island Rail Road as it was converted into a New York
City Transit Authority subway line in the 1950s — all of
which brought significant revision to the area between
Howard Beach and Hammels.
Nevertheless, through a never-published text along
with a little bit of forensic cartography, it is possible to
approximate the early alignment of the Rockaway
Beach Branch in some detail. The following description
is a virtual tour of the line as it had evolved prior to electrification, and was configured around 1904 (with attendant notations that reach into the 1920s):
Diverting from the Montauk Division at Glendale Junction, the line to Rockaway Beach bore south-southeast,
approximately parallel to the present Woodhaven
Boulevard, which at that time (1880) was a quiet, out-ofthe-way side street. In December, 1888 a lightly-used
station called Brooklyn Hills, associated with longrunning residential development in the district, was es-

(Continued on page 3)
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able land mass called Big Egg Marsh. The final trestle
carrying the Rockaway Beach line across Jamaica Bay
then crossed Long Bar and led to the third swing bridge
at “Beach Channel” (later simply identified as “Draw”).
Another remote, mainly recreational station by that
name was established at the location in May of 1888,
and all four stops across the bay (Goose Creek, The
Raunt, Broad Channel, and Beach Channel) left to rely
entirely on either the railroad or a marine craft of some
type for access (remaining so until Cross Bay Boulevard was opened in 1923).
Once on land the right-of-way slid next to Bayside
Place (later Beach 84th Street) and made its way past
the turn-off to the Far Rockaway Branch by the curving
station at Hammel’s (Fairview Avenue), where the original, tiny layout had been appreciably enlarged and expanded in 1887-8 to incorporate two added wye tracks.
The branch bound for Rockaway Beach then rapidly
turned west to parallel the peninsula’s inward shore and
was entirely at grade, containing the line’s original
stops at Holland, formerly Holland House, Seaside, and
Rockaway Beach, though not all were at their original
locations. The last had become Rockaway Park sometime after 1889 when LIRR President Austin Corbin began a wholesale residential development in the area,
which brought an end to the jumbo but short-lived Rockaway Beach Hotel, which was swiftly razed. The original
New York, Woodhaven & Rockaway stop at Beach Avenue (later Beach 101st Street) was eliminated after the
1887 summer season, while the Seaside station stop
suffered disastrous fires in 1892 and 1893, and was
shifted for a second time to Wainwright Avenue (later
Beach 103rd Street) in 1894.
This is much the same alignment that remains in
2012, but the New York City subway line of today was
long ago raised onto a viaduct in its days as a Long Island Rail Road branch. Similarly, the Far Rockaway
Branch was located in virtually the same position as it
remains at present, though it represented a union of the
New York & Rockaway Beach connection of 1888 and
what remained of the South Side Railroad’s original
Rockaway Branch with stations at “Olde” Arverne
(Beach 66th), Arverne-Straighton Avenue (Beach 60th),
Edgemere (Beach 36th), and finally the Far Rockaway
terminal at Mott Avenue, which was shared with LIRR
trains serving the original line to Valley Stream and had
a large, quite substantial depot building that was
opened in July of 1890.

Development of the Long Island Rail Road in the
Rockaways
(Continued from page 2)

walks and club houses that were highlighted by the
“Hotel Howard,” and for years LIRR trains paused there
to exchange passengers. The station was hazardous in
that it only had a platform on the southbound (railroad
eastbound) side, with the northbound (railroad westbound) track planked over between the rails. In 1901
this was attributed as the cause of a drowning when a
woman stepped off her train on the wrong side and fell
into the bay. A full northbound platform was then added
within the next year and opened in 1902.
From the Hotel Howard, the Rockaway Beach line
embarked on a one-mile-long, rollicking, and quite unnerving passage above the waves of Jamaica Bay,
slowly rumbling across open waters on a wooden trestle
that was entirely supported on timber pilings. At its end
the railroad briefly grazed the north end of an island that
was the home of remote Goose Creek station starting in
July 1888. Goose Creek was one of two stations that
had little purpose other than to drop off or pick up those
men (and perhaps women) of leisure who sought to fish
for pleasure or (a slim) profit. It was surrounded by bait
shops, a saloon or two, and a hotel, with boats for rent
at a nearby marina. In its early years the Rockaway
Beach Line then continued to Goose Hill Channel,
where the first of three swing bridges was located, then
passed over another trestle of approximately one halfmile in length through the sandy marsh at Rulers Bay
Hassock. Next came the first of three trestles which
marked the line’s perfectly linear passage through a
tortuous, winding portion of Jamaica Bay known as The
Raunt. The station carrying that name was also established in July of 1888 on a brief spit of land between the
first and second trestles which forded its twisting, watery confines (as in the middle of a “U”). Like that at
Goose Creek, this station was desired for its desolation,
being used mainly by sport fishermen. Beyond the second trestle the railroad passed across another small
island, and then traversed The Raunt’s waters for yet a
third time. Next was the Goose Pond Marsh, where another station loosely called “Broad Channel” had been
sited at the remote Denton’s Hotel in June 1881 on one
of many recreational islands in the middle of Jamaica
Bay. This was followed by another half-mile long trestle
across the Goose Ponds that contained the original
“Broad Channel” swing bridge en route to an unremark-

(Continued on page 5)
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Ago
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New York, Westchester & Boston emergency line car X1 with working platform raised.
Bernard Linder collection

A southbound train.
Bernard Linder collection

Multiple unit car 188.
Bernard Linder collection

Engine 701 at White Plains, November, 1937.
Bernard Linder collection

Between Mount Vernon and Pelham.
Bernard Linder collection

Hutchinson River Parkway bridge, south of Quaker Ridge.
Bernard Linder collection

(Continued on page 7)
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Tunnel under Atlantic Avenue.
Bernard Linder collection

Grade crossing at Bedford Avenue.
Bernard Linder collection

Yard near Hunterspoint Avenue, June 7, 1962.
Bernard Linder photograph

LIRR engine 411 in yard near Hunterspoint Avenue, June 7, 1962.
Bernard Linder photograph

Another view of LIRR engine 411 in yard near Hunterspoint Avenue, June 7, 1962.
Bernard Linder photograph

Seaford station.
Bernard Linder collection

(Continued on page 6)
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MILEAGE TABLE AND STATION LOCATIONS
STATION

MILES FROM HARLEM RIVER

NEAREST CROSS STREETS

BOROUGH, CITY, OR TOWN

0

133rd Street (A)

Bronx

0.91

135th Street (A)

Bronx

Casanova

1.9

Leggett Avenue (A)

Bronx

Hunt’s Point

2.57

Hunt’s Point Avenue (A)

Bronx

Westchester Avenue

3.19

Westchester Avenue (A)

Bronx

180th Street

4.37

180th Street

Bronx

Morris Park

5.5

Paulding Avenue and Esplanade

Bronx

Pelham Parkway

5.9

Pelham Parkway and Esplanade

Bronx

Gun Hill Road

6.79

Gun Hill Road and Seymour Avenue

Bronx

Baychester Avenue

7.56

Baychester Avenue and Tillotson Avenue

Bronx

Harlem River
Port Morris

rd

Dyre Avenue

8.33

Dyre Avenue and 233 Street

Bronx

Kingsbridge Road

8.63

Kingsbridge Road and St. Pauls Place

Mount Vernon

E. 6 Street

9.24

Sandford Boulevard and South Fulton Avenue

Mount Vernon

E. 3rd Street

9.79

E. 3rd Street and South Fulton Avenue

Mount Vernon

Columbus Avenue

10.27

Beechwood Road, 2 blocks east of North Columbus Avenue

Mount Vernon

E. Lincoln Avenue

10.66

E. Lincoln Avenue and Hutchinson Boulevard

Mount Vernon

Chester Heights

11.63

New Rochelle Road and Oregon Parkway

Eastchester

Wykagyl

13.01

North Avenue and Wykagyl Drive

New Rochelle

Quaker Ridge

15.09

Stratton Road and Esplanade Place

New Rochelle

Heathcote

15.95

Heathcote Road and Palmer Avenue

Scarsdale

Ridgeway

17.51

Ridgeway and Palmer Avenue

White Plains

Gedney Way

18.26

Gedney Way and Pleasant Street

White Plains

Mamaroneck Avenue

18.89

Mamaroneck Avenue and Bloomingdale Road

White Plains

Westchester Avenue

19.5

Westchester Avenue and Bloomingdale Road

White Plains

th

WHITE PLAINS BRANCH

PORT CHESTER BRANCH
Fifth Avenue

10.95

Fifth Avenue and 3rd Street

North Pelham

Pelhamwood

11.27

Storer Avenue, south of Winyah Avenue

New Rochelle

Webster Avenue

11.67

Webster Avenue and Sickles Avenue

New Rochelle

North Avenue

12.17

North Avenue and Sickles Avenue

New Rochelle

Pine Brook

13.08

Potter Avenue (A)

New Rochelle

Larchmont

14.09

Chatsworth Avenue (A)

Larchmont

Larchmont Gardens

14.84

Weaver Street (A)

Larchmont

Mamaroneck

15.8

Mamaroneck Avenue (A)

Mamaroneck

West Street

16.88

West Street (A)

Harrison

Harrison

17.66

Harrison Avenue (A)

Harrison

Rye

19.44

Purchase Street (A)

Rye

Port Chester

20,9

Westchester Avenue (A)

Port Chester

(A) Adjacent to New Haven right-of-way
(To be continued)
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Commuter and Transit Notes

No. 285
by Randy Glucksman

Stamford at key weekend times
New Haven – 30-minute service between New Haven and Grand Central Terminal at key times on
Saturdays and Sundays
The following will occur in April, 2013:
● Hudson – Off-peak/weekend service pattern as operates on the Harlem and New Haven Lines will be
implemented. Upper Hudson trains will operate express between Croton-Harmon and Grand Central
Terminal, connecting with locals at Croton-Harmon.
Provide half-hourly semi-express service between
Croton-Harmon and Grand Central Terminal. Restore one AM reverse peak outbound and one inbound off-peak train between Grand Central Terminal and Poughkeepsie
● Harlem – Weekday Upper Harlem service adjusted
to relieve crowding. 30-minute headways between
Southeast, North White Plains and Grand Central
Terminal at key off-peak periods and at key times
on Sundays
● New Haven – 30-minute headway between Stamford and Grand Central Terminal at other times on
Sundays
MTA METRO-NORTH RAILROAD (WEST):
● This October, one inbound AM Peak train and one
outbound PM Peak train will be restored. The specific train numbers will be published when known
MTA NEW YORK CITY TRANSIT:
● The temporary extension of G to Church Avenue
during reconstruction of the Smith/9th Street station
will be made permanent
● Five new bus routes (a first since 1999) will be added and B-39 service over the Williamsburg Bridge
will be restored
● Thirteen existing bus routes will be extended and
midday, night, or weekend service will be added to
11 bus routes in all boroughs
● The fare increases, which were to go up in January,
have been deferred until March. That of course,
cannot occur until after public hearings that will be
scheduled for November and the Board’s approval.
It has been estimated that the higher fares will generate about $450 million annually.
MTA METRO-NORTH RAILROAD (EAST)
The July 2 timetables will be replaced effective August
26 for the Hudson Line and on October 13, for the Harlem and New Haven Lines. There will be at least one
Hudson Line timetable for the period of August 27 to
October 13. Returning for the first time since the October 27, 2002-April 26, 2003 editions are charts showing
each respective line’s fares.

METROPOLITAN TRANSPORTATION AUTHORITY
At the June 27 Board meeting, former Governor David
Paterson was introduced as the newest member. Apparently his confirmation by the New York State Senate
occurred on June 20 and went unreported until the
press release was issued on June 27. He was nominated by Governor Cuomo on April 23 (June Bulletin).
There is great news for riders, as MTA announced on
July 19 that the Board would be asked to approve at the
July 25 meeting, a restoration of some of the service
cuts that were implemented in June, 2010 (May, 2010
Bulletin). It was approved. New services would also be
added. For over a year, the Permanent Citizens Advisory Committee to the MTA has been requesting that a
$20 million fund be created so that some of those cuts
could be reversed, and now $29 million has been allocated for this purpose. This is being done because ridership has increased. Some of the restorations are described below.
MTA LONG ISLAND RAIL ROAD:
● Ronkonkoma service increases from hourly to halfhourly between New York and Farmingdale on
weekends: 9 AM-12 PM, westbound and 4-7 PM
eastbound starting this November. This is new service
The following are scheduled to take place in March
2013:
● Ronkonkoma – Westbound weekday service increased from hourly to half-hourly between New
York and Farmingdale during the post-AM peak
hour. This is also new service
● Port Jefferson – 5:11 PM restored from Hunterspoint Avenue
● Long Beach – 6:09 AM westbound restored
● Montauk – Three evening “Scoots” restored between Babylon and Patchogue/Speonk. Hourly service restored to Patchogue until midnight. Restoring
these trains closes two 2-hour gaps in Patchogue/
Speonk service and also restores hourly service
until midnight as far east as Patchogue. This service was eliminated in May, 2009. The 4:30 PM
train from Hunterspoint Avenue to Montauk will be
restored during summer season months
● Atlantic Terminal – Late night service (midnight to 2
AM) restored between Atlantic Terminal and Jamaica
MTA METRO-NORTH RAILROAD (EAST):
This October, the following will be done:
● All Lines – Train capacity adjusted to reduce passenger loading
● All Lines – 30-minute headways between Grand
Central Terminal and Southeast, White Plains, and

●

(Continued on page 9)
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Shore Line East issued new timetables effective June
18 and July 2, in addition to the special timetable for
OpSail 2012. Five special trains operated on July 6, ten
on July 7 and eight on July 8. OpSail 2012 service was
also included in the July 2 edition. Thanks to member
David Cohen for sending copies.
CDOT is on track to issue a record number of timetables this year, or at least tie 2010, when seven were
issued. So far, in addition to the aforementioned, when
the January 23, March 19, and April 23, 2012 editions
are included, there are now six.
MTA LONG ISLAND RAIL ROAD
Member Richie Schulman tipped me off that schedule
cards were issued for the Long Beach, Babylon, and
Montauk Branches for the Harold Interlocking work that
was described in the July Bulletin. These weekday
trains from New York Penn Station were canceled for an
approximate four-week period beginning July 9: Train
#870, 5:20 PM to Long Beach; Train #148, 4:52 PM to
Babylon; Train #1062, 5:40 PM to Seaford; and Train
#2780, 5:37 PM to Patchogue. The schedule cards provided the information on the substitute trains that passengers should use. A bi-folded brochure was also issued.
A Ronkonkoma Branch timetable for the period July
23-September 3 was issued, for the next phase of tie
replacement work between Pinelawn and Ronkonkoma
on weekday middays.
In support of the Barclays PGA Tour Event, which will
take place at Bethpage Black, additional service will
operate from August 23 through August 26 to and from
Bethpage State Park in Farmingdale. A similar service
as was operated in 2002 and 2009 will likely be operated when this venue is used. Details next month.
As part of a makeover of its portion of Penn Station,
LIRR is planning to remove the main train departure
board above the ticket windows in an effort to lessen
crowding in that area.
NJ TRANSIT
For many commuters, both peak hours of June 27 did
not go well. It began with an opening of the Portal
Bridge (between Newark and Secaucus), which, according to email alerts, caused 10-15-minute delays. By
8:30 AM, PATH was cross-honoring and Midtown Directs were sent to Hoboken. At 9 AM, service was reported as running on or close to schedule and the Midtown Direct service returned to Penn. Starting at 5:47
PM, there were overhead wire problems west of New
York Penn Station with initial delays of 10-15 minutes.
That quickly escalated to 45-60 minutes and PATH, NJ
Transit, and private carrier bus cross-honoring was put
into effect. Shortly after 8 PM, the delays began to decrease and at 9:48 PM, the final alert reported 10-15minute delays. Luckily, I managed to avoid these delays.
The following morning, due to a disabled train, there
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Perhaps by the time that you are reading this, MetroNorth will have already begun testing its smart phone
app for purchasing tickets. Transit mobile ticketing specialists Masabi U.S. Ltd. developed the app. During the
pilot, railroad employees are acting as users and will be
able to download the free app to their iPhone, Android,
or Blackberry phones. Through the app, they can buy
any type of ticket (one-way, round trip, 10-trip, monthly,
etc.), with any origin and destination using credit or debit cards to make the purchase. The time- and datestamped electronic ticket shows up on the purchaser's
phone screen as a secure image that a Conductor can
validate visually. The electronic ticket also shows as a
bar code that can be scanned by a Conductor's
handheld device to verify that the barcode is valid. This
same firm is also working with MBTA in a project that is
expected to be introduced this Fall.
For probably the first time ever, a Waterbury Branch
timetable, which is the same size as the three line timetables, was issued. I picked up copies in mid-July. The
timetable covers the two phases of the work – July 222 and July 23-September 2. In the latter phase, there
is no rail service between Waterbury and Bridgeport,
with buses being provided.
Due to a storm during the late afternoon of July 15, a
tree fell across the tracks of the New Canaan Branch
near Talmadge Hill, causing a suspension of service
starting at 6 PM. Bus service was instituted until rail
service resumed the following morning.
Extremely high temperatures during late June and
continuing into July caused speeds to be reduced during several afternoons/evenings on the New Haven Line
to prevent damage to the catenary.
There was "Train to the Game" service for two soccer
giants, Chelsea of England and Paris Saint Germain of
France, on Sunday, July 22, at 7 PM, in the first soccer
game played at the new Yankee Stadium. A similar, but
scaled down version of the typical service that operates
for New York Yankee baseball games was used. Contained within the announcement were links to PDF versions of the timetables; however, no printed copies
were produced. Another soccer game was scheduled
for August 8, between Real Madrid and A.C. Milan.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
The last M-8 update from July 2 has 124 cars, with
112 in service and 12 undergoing inspection by Kawasaki. Member Bill Zucker has observed 9100-59, 91629207, 9210-1, and 9214-5.
As of July 2, M-8s are assigned to one or more of the
501 weekly trains (386 weekdays and 115 weekends),
and represent 35.1% of the total New Haven Line main
line Monday-Thursday weekday service, 33.0% of the
total Friday weekday service, 53.8% of the total service
on Saturdays, and 56.7% on Sundays.

(Continued on page 10)
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were 15-20-minute delays to service into and out of
Penn Station. Midtown Direct trains were re-routed to
Hoboken; however, at 9:06 AM, that train was moved
and normal service was resumed.
My luck finally ran out during the morning commute of
July 9, when the Northeast Corridor train that I was
aboard stopped in the tunnel leading to Penn Station for
more than a half hour. The first alert was sent at 7:40
AM, more than 20 minutes after the train stopped. Midtown Directs were routed to Hoboken, and the usual
cross-honoring was put into effect until 11 AM. Normal
service resumed at 9:30 AM. NJ Transit later reported
that the delay was caused by Amtrak computer problems affecting control of signals and switches.
For passengers headed to the Macy’s fireworks on
July 4, extra train service was operated on the Morris &
Essex Line to Hoboken. There was one extra from
Summit (#9732 at 5:29 PM), two from Dover (#9934
and 9936 at 5:50 and 6:50 PM), and one from Newark
Broad Street (#9536 at 8:29 PM), which connected with
Train #6936 (7:05 PM Dover). Their return trips were
scheduled for 10:05, 10:40, and 11:30 PM and 12:25
AM. The first and last departures operated to Summit,
which the other two ran to Dover. NJ Transit advised
passengers that trains departing after 9 PM could be
held past the scheduled departure time.
The New Jersey Association of Railroad Passengers
in the June 26 edition of NEWSLETTER REPORT reported that following introduction of the ALP-45/DPs into
service on the Montclair-Boonton Line, the next logical
place would be the four round trips between Bay Head
and Hoboken. The first revenue run occurred on May 30
(July Bulletin).
While photographing trains in Suffern on July 12, my
son Marc found a six-car train that was powered by
ALP-45/DP 4510 in Hillburn Yard. Marc later learned
that this train went to Hoboken and returned as Train
#1171 (6:23 PM to Suffern). A fellow commuter told me
that Pascack Valley Line Train #1623 (3:57 PM Hoboken/Spring Valley) was also powered by an ALP-45/DP
(he did not have the number) on July 17.
Mondays through Fridays, between 9:20 AM and 3:25
PM, from July 16 until August 17, buses replaced the
Princeton “Dinky” so that catenary maintenance work
could be undertaken.
Due to a disabled vehicle in the Lincoln Tunnel during
the morning commute of July 12, some NJ Transit buses were diverted to Secaucus Junction, where riders
had their tickets honored for rail service into New York
Penn Station. PATH cross-honoring was also in effect.
The Atlantic City Line’s Lindenwold station has undergone some renovations. Member Bob Vogel reported
that the waiting room is a significant improvement over
the previous facility, as shown in the digital images that
10

Bob sent.
Member Allan Breen added: “This new passenger
shed has very cold air-conditioning, and digitally printed
glass with historic material featuring the original Camden & Atlantic RR on this route. The old passenger
shed is now boarded up.”
One letter writer to The New York Times FYI section
wanted to know why when heading east into Queens on
LIRR, as the train exits the tunnel, he sees NJ Transit
trains lining up for washes in Sunnyside Yard. The answer is that NJ Transit pays Amtrak $6.2 million annually for equipment storage and servicing, including car
washing, in Sunnyside Yard.
A contract was awarded to upgrade the Newark Light
Rail Davenport station, which currently consists of two
125-foot-long low-level side platforms. Upon completion, the station will be ADA-compliant and accommodate two-car trains. During construction, temporary
wooden platforms will be built to allow access to either
platform. There will be single-tracking during some offpeak periods and on weekends. Concurrently, work has
been scheduled at the adjacent Bloomfield Avenue station to take advantage of the same track outages.
At its July 11 meeting, the Board approved a $1.9 billion operating budget with no fare increase for FY 2013,
which began on July 1. Also approved was a $1.15 billion capital budget that continues the fleet modernization program for the purchase of buses, multi-level cars,
and dual-power locomotives. There were no changes
for rail lines; however, six bus lines saw service reductions and four others serving Newark and Bloomfield
were eliminated.
Looking to stem an estimated $3 million loss to due to
counterfeit tickets, train crews have been provided with
small UV scanners that resemble flashlights so that
they can check monthly and weekly tickets. They are of
the type TSA agents use at airports. This initiative began on July 16, and later that morning, a former coworker emailed that his monthly ticket was inspected
shortly after boarding a Northeast Corridor Line train.
According to their press release, more than 200 arrests
have been made in the past two years related to this
type of crime. Each month a new hologram will be used.
Riders will not be required to remove their passes from
their ticketholders unless the scanner is unable to detect the anti-counterfeit measure, at which time they will
request that the ticket be removed for further inspection.
I was informed that for July the hologram is a star.
After facing criticism by rail advocate organizations for
eliminating off-peak ticket discounts which were approximately 22%, the board is looking into restoring the discount. The Star Ledger reported that coupled with an
average fare hike of 22% in May, 2010, off-peak riders
who lost their discounts have been paying nearly 50
percent more – 64% in the most extreme cases. Transit
Commissioner James Simpson noted: “We need an
(Continued on page 11)
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analysis because that bothered all of us.”
A violent storm, with its accompanying heavy rains,
thunder, and hail, passed over the metropolitan area
during the afternoon of July 18, causing delays on most
rail lines.
Normal RiverLine service resumed on July 9, and a
new timetable was issued, as service returned to the
pre-Tropical Storm Irene levels.
Often projects take a lot longer to finish than the projected completion date when they are started. Richie
Schulman found an example, and sent a scan of an
article from the July, 2002 issue of Railpace, which reported that NJ Transit and the Port Authority of New
York and New Jersey had entered into an agreement to
restore six ferry slips at Hoboken. The plan was for ferries to return to the slips that had been used until November 22, 1967. This $65 million project was expected
to be completed in “four to five years.” In actuality, NY
Waterway began service from these slips on December
7, 2011 (January Bulletin).
AMTRAK
Amtrak released an updated version of its Northeast
Corridor Plan on July 10. The “Amtrak Vision for the
Northeast Corridor: 2012 Update Report” outlines the
current stage of conceptual development and planning
for the future NEC rail network, on which Amtrak is proposing to operate 220 mph trains. The report details
steps Amtrak and other NEC stakeholders have taken
since two NEC planning reports were issued in 2010,
and highlights key findings of a recently completed NEC
business and financial plan. It also provides input for a
new NEC environmental analysis being led by the Federal Railroad Administration (FRA). “The NEC region is
America’s economic powerhouse and is facing a severe
crisis with an aging and congested multi-modal transportation network that routinely operates at or near capacity in key segments,” said Amtrak President and
CEO Joe Boardman in a prepared statement. “With an
expected 30 percent population increase by 2050, we
must move beyond mere preservation and rehabilitation
of the current system to a new vision of expanded
transportation capacity and growth.” Thanks to member
David Erlitz for this news.
MISCELLANEOUS
Finally, on June 29, Congress passed a federal transportation bill that will be in effect for 27 months. This
replaces legislation that expired more than three years
ago. Under the agreement, federal transportation funding will continue at roughly $54 billion a year, with public
transportation funds set at $8.36 billion in FY 2012,
$8.47 billion in FY 2013, and $8.595 billion in FY 2014.
The funding had continued through a series of extensions. As originally approved, the bill, titled “The Moving
Ahead for Progress in the 21st Century Act,” also known
11

as "MAP-21," restored the pre-tax benefit parity for
those who use public transportation with those who
drive and park. In the end, that parity was removed. So,
as it stands now, those who use trains and buses are
limited to $125 per month, whereas those who drive
and park are entitled to $240. Several New York legislators have proposed to increase the state benefit to
$240, but that has not yet been approved. President
Obama signed the bill into law on July 6.
INDUSTRY
I had a discussion with some co-workers about the
fact that the railcar manufacturing that takes place in
the United States is being done by foreign-owned companies, and only the final assembly is performed here to
meet “Buy America” requirements. In that day’s mail
came some articles from member Jim Beeler, including
one from The Chicago Tribune reporting that the Chicago Transit Authority’s (CTA) 5000-series cars are being constructed in Bombardier’s Plattsburgh, New York
plant. Much of the 48-foot car is handcrafted, especially
the welding and riveting. Some parts are imported from
Bombardier’s Sahagun, Mexico facility. After a hiatus
when production was stopped due to faulty parts
(flawed steel castings for the wheel journal bearing
housings), production has resumed and one car is being completed every two days, with the expectation that
soon one car per day would be rolling out of the plant.
CTAs $1.14 billion order is for 706 cars. The plant is
also building another order of multi-level cars for NJ
Transit.
For a price of $25 million, Kawasaki Heavy Industries
is set to purchase the former Otis Elevator plant in Yonkers, where it has been doing final assembly on subway
and commuter rail cars since 1985. Some of the cars
that have been completed at this facility include PA-4s
and PA-5s for PATH; bi-levels for MARC, VRE, and
MBTA; M-8s for CDOT and Metro-North; and R-142s
and R-160s for NYCT. Thanks to member Ira Haironson
for this news.
En route to the July ERA meeting, as the train I was
riding passed by the aforementioned plant, in the yard I
found M-8s 9106-7, an MBTA bi-level whose number
was hidden by other equipment, and R-188 7813.
www.necfuture.com is a new website for the Northeast
Corridor, which is sponsored by the Federal Transit Administration.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
On June 19, the Massachusetts Senate agreed to tap
into a little-known state surplus fund and give $49 million to MBTA. This infusion of money will help to close a
gap in the “T”’s $1.8 billion budget for the upcoming
year. Additionally, some steeper fare increases and wider service cuts will have been avoided.
In the July Bulletin, we reported that on July 1, anyone purchasing a ticket on-board a train would be sub(Continued on page 12)
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ject to a $3 charge. On the face of it this seems unfair,
given that there are few options that riders have since
ticket offices and TVMs are practically nonexistent.
MBTA is pushing the idea that the on-board fare is THE
fare, and purchasing a ticket otherwise is the discounted fare. A fare chart on the MBTA website shows the
zones, 1A to 10 with two adjacent columns with headings that read “Off-Board Purchase” and “On-Board
Purchase.” The fares in the On-Board column are $3
higher than those in the Off-Board column. New timetables were issued for all lines effective July 1, which include the new fares.
However, on June 28, the “T” backed off a plan to
charge all commuter rail passengers $3 extra if they
board trains without a ticket, even if they get on at a
stop with nowhere to buy one. Instead, inbound riders
will only have to pay the $3 surcharge if they board
without a ticket at a station where they could have paid
their fare in advance. Passengers were already subject
to a $1 charge, $2 in peak hours, if they boarded an
outbound train at South, North, and Back Bay Stations,
where tickets could always be purchased prior to boarding. The MBTA will revisit this policy in the fall when a
new mobile ticketing app goes live, allowing riders with
smart phones to buy on-board with no fee.
The next day, an announcement was made that 10ride and single ride tickets would now be valid for 90
days from the date of purchase. Until fare equipment
can be updated, Conductors were instructed to honor
all 12-ride, 10-ride, and single-ride tickets for 90 days
from the printed purchase date. There were long lines,
confusion, and anger on July 1, the first day of the new
fares, partly due to a software glitch that made thousands of passes temporarily invalid. MBTA’s tech teams
solved the problems later in the morning.
Another change that went into effect on July 1 was the
complete end to the use of tokens. Although officially
“retired” on December 6, 2006, riders could continue to
use them, by inserting them in ticket vending machines
and receiving Charlie Tickets in exchange. According to
the “T,” approximately 2,000 tokens were used each
month. Unfortunately, my “go-to guy” for information on
tokens, John M. Coffee, passed away on May 8, at the
age of 83. Over the years, John had written a few articles on the subject of tokens for the Bulletin. The use
of tokens pre-dated the creation of the Metropolitan
Transportation Authority (MTA), the predecessor of today’s MBTA. MTA issued a 20 mm token in 1951, which
remained in use after the formation of MBTA in 1964,
until 1968, when fares increased from 20 to 25 cents.
Those tokens made a return in 1980 and all subsequent
tokens were also 20 mm, meaning that those 1951vintage tokens could still be used after 60 years. MBTA
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spokesman Joe Pesaturo said that the tokens would
probably be sold for scrap. Holders of tokens had until
July 20 to redeem them at several locations. According
to one report, the “T” has 3.4 million in storage.
Nearly 600 people responded to surveys regarding
the use of a new mobile ticketing app, with 95% responding positively that they would be interested in using it. About 100 people were to be selected for the testing period.
During the second week of July, the Federal Transit
Administration (FTA) granted full environmental approval for the 3.4-mile Green Line extension from a relocated Lechmere station to Union Square in Somerville
and College Avenue in Medford. In its statement, FTA
released a Finding of No Significant Impact for the project. This enables MBTA to seek funding for the project.
At this time, the project carries a $1.3 billion price tag.
On July 16, MBTA began soliciting bids for the first
phase, which could begin construction late this year or
early next year. No dates for revenue service were
available.
At its July 12 meeting, the MBTA Board approved an
expenditure of more than $150 million for the purchase
of seven new locomotives and to rebuild 74 coaches, as
a start of an upgrade of its commuter fleet. Motive Power Incorporated will build the units.
A new photo policy was posted on the MBTA website
on July 1. Member Todd Glickman wrote: “Clear, and
unambiguous. Let's hope the employees get the
memo!!” With that in mind, and with “Big Brother” already watching, MBTA having been awarded a $6.5
million grant, thousands more security cameras will be
added to nearly double what presently exists. Randy
Clarke, Senior Director of Security and Emergency
Management, said: “The good thing about cameras is
they’re neutral. You get good information quickly.”
MBTA executives presented a plan to their financing
board that would permit the sale of naming rights to 11
stations to the highest bidder. Some examples cited
were “JetBlue Airport Station” and “Emerson Boylston
Station.” The historic names would remain. It is hoped
that the perennially cash-strapped transit agency could
receive more than $18 million a year if all 11 stations
can find sponsors. The two aforementioned firms have
expressed an interest, but had not yet signed contracts.
Thanks to Todd for these reports from The Boston
Globe,
The
Boston
Herald,
and
enterpriseNews.com.
LINDENWOLD, NEW JERSEY
Allan Breen gave me a copy of the latest PATCO timetable dated June 16. He also told me that although the
last car of each train has been designated as the Quiet
Car, during a ride that he took on July 9, “it was noise
as usual, loud conversations, cell phone talk, overloud
earphones, etc. Since these are unattended cars, and
(Continued on page 13)
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no enforcement, this policy is rendered meaningless.
But it may be a first for Heavy Rail Rapid Transit.”
PHILADELPHIA, PENNSYLVANIA
A $12.8 million “TIGER" (Transportation Investment
Generating Economic Recovery) grant will enable SEPTA to start the redesign and construction of the Wayne
Junction substation, which supplies power to about half
of the electrified commuter system and has been increasingly subject to failure. The project is budgeted at
$25 million. SEPTA will "continue to seek more funding"
while the initial work proceeds (presumably hoping that
it will become too big to fail). An unspecified portion of
the initial grant is to be used to repair 11 highway and
railroad bridges, which clearly increases this future
funding. This project is separate from the existing threeyear, $30 million renovation of the Wayne Junction station itself. That project includes new elevators, high level platforms, restored pedestrian tunnels and stairways,
new lighting, signs, and a new heating and cooling system.
SEPTA is going green, or at least greener: on June
27, it formally energized a new battery storage system
to capture excess regenerated power from the MarketFrankford El. Power will be stored in a very unfuturistic looking piece of equipment in the Letterly Power Station. The Viridity Company, a Philadelphia-based
"smart grid" company, made the equipment. Financed
by a $900,000 grant from the Pennsylvania Energy Development Authority, SEPTA hopes to reap $250,000
per year from a reduction in energy bills and sale of excess power to the utility. SEPTA has recently received a
$1.5 million federal grant to install a second system. It is
promoting the program with the slogan: "There's a new
generator in town, and it's pulling into a station near
you." Thanks to member Dave Safford for these news
items and his comments from The Philadelphia Inquirer.
From Cinders: As the first week of June ended, 99 of
the 120 Silverliner Vs were on the property: 701-733
(yes, 702 finally arrived) and 801-866. Silverliner IIs and
IIIs, although diminished in numbers, continued to provide service into June. These trainsets were observed:
216-255-9008-9019 and 235-9001-9006-9009. On June
7, seven retired cars, 251-220-207-232-234-233-206,
were moved from Wayne Electric Shop to CSX’s Woodbourne Yard en route to the scrapper. There is no
change in the status of the cars (December, 2011 Bulletin) that were flooded in Trenton last August; they are
apparently all going to be completely overhauled before
returning to service. A bid request has been issued for
the overhaul of the aging AEM-7s. SEPTA plans to reissue its Regional Rail timetables effective Labor Day
Weekend, September 2. One of the winners of the huge
Powerball Lottery on April 30, were a group of SEPTA
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employees, who called themselves the “SEPTA 48” and
shared a $172.7 million jackpot, which paid $107.5 million in cash, or $2.24 million per winner.
Bob Vogel sent digital images of the final Silverliner II
and last Silverliner III in revenue service on June
22. Bob wrote: “Yesterday there were three Silverliner
IIs, but two suffered malfunctions and were removed
from service.” Member Lee Winson sent an article from
The Philadelphia Inquirer reporting that the Silverliners would run on the Cynwyd Line through Friday evening, June 29. For the record, the car numbers were Silverliner II 9010 (Budd Company, 1963) and Silverliner
III 235 (St. Louis Car Company, 1967), which were originally Reading and Pennsylvania, respectively. Their
final trips were on Trains #1089 and #1091, which departed from Suburban Station at 7:03 and 7:59 PM. Bob
learned that because of suggestions from operating
personnel, the last train from Cynwyd would return passengers to 30th Street instead of deadheading to the
west end of Powellton Yard. So, on Friday June 29, history was made when 235 and 9010 closed out Silverliner II and III service in Philadelphia after nearly fifty
years of service. The variety in SEPTA’s MU fleet has
been diminished and the fleet is now composed of Silverliner IVs and Vs.
Member Bob Wright reported that there was a line-up
of Silverliner IIs alongside Wayne Electric Shop at
Wayne Junction. “I noticed 269 is there, still with the
Pennsylvania on the letter board. Apparently this is their
last stop before being moved to the scrapper. I haven't
heard of any being saved for museums, and I suspect
SEPTA will keep none of them, consistent with its usual
approach toward history.” (Editor’s Note: This is the car
that many have identified as the one that should be preserved.)
Despite the brutal heat, Bob Wright rode the new
Route 15 trackage on June 30, and wrote: “Surprisingly,
there are no intermediate stops between Front Street
and what is known as the Northern Liberties Loop
(Delaware & Frankford Avenues), despite this being
about a half-mile distance, and despite there being intersecting streets that could provide stop opportunities
(including Frankford Avenue at Girard, where two bus
lines cross and transfer possibilities could be had).
Eastbound cars are still signed for RichmondWestmoreland, although one of the cars I saw when
riding had the Richmond-Cumberland indication up. The
schedule, at least on Saturday, is such that two cars are
in the loop simultaneously for about 10 minutes, which
makes sense since there is no restroom at the 63rd
Street end (and the cars lay over in the middle of Girard
Avenue there, so conceivably there should only be a
few minutes pause to catch up time, etc.). The PCCs
look good, having had a few months at the shop while
the line was bused before returning to rail in late April.
In typical SEPTA fashion, the shuttle buses that provide
(Continued on page 14)
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the Front-Girard/Richmond-Westmoreland link lay over
on Front Street just north of Girard, forcing anyone
making the transfer to leave the car at the eastbound
loading island and cross both busy Girard Avenue and
Front Street to reach the bus (westbound buses at least
drop riders next to the westbound loading island). A little
creativity here, adding a couple of blocks of nonrevenue run to the bus route, would allow eastbound
buses to stop at the eastbound loading island to make
this transfer more seamless, but (this was) SEPTA being SEPTA.”
Bob also rode the Norristown High-Speed Line and
reported: “Platform replacement at the outbound
Ardmore Avenue stop is underway. Slow orders remain
from Ardmore Avenue through Bryn Mawr, where the
hurricane repairs continue. The timber crib wall next to
the outbound track at Bryn Mawr has some fairly severe
failures and hopefully these will be repaired as part of
this work. There is another slow zone between Matsonford and Gulph Mills, where new track and track bed
are being placed. On the day I rode, I was on a two-car
Norristown Limited. At Hughes Park, a two-car train
must stop twice, as the platform can only train one car
length. I was in the second car. After making the stop
for the first car, the train took off, much to the chagrin of
the half-dozen folks waiting to leave and the 'Conductor'
who tends the farebox. We got far enough along before
the Conductor had the Operator of the first car realize
what he had done, and this turned into a five-minute
ordeal to call control (since a Hughes Park local is only
a few minutes behind), get clearance to back up, have
the 'Conductor' go to the back end of the second car
and move the train back to the station, and then allow
folks to leave through the back end door. We got to Norristown with only about a minute to spare, and our train
hurriedly unloaded at the front ends of the cars while
outbound riders loaded at the back end of the arriving
second car (which would go out as the lead car).”
My wife and I spent the weekend of July 21-22 in Philadelphia, visiting family and seeing two museums. I allotted time on Sunday afternoon to ride a Silverliner V.
During those two hours, every train that passed through
Market East Station was composed of Silverliner IVs.
Several crews I questioned generally said that on weekends there aren’t people around to fix the Silverliner Vs
if there is a problem, and that the Silverliner IVs are
more reliable. All consists were two cars, except for one
four-car set destined for Doylestown.
SEPTA’s website reported that SEPTA retirees’ transit
relationship doesn't have to end with retirement. Retirees have an opportunity to continue SEPTA service by
signing up for the Authority's volunteer based Concierge
program. Through the program, retirees have an oppor14

tunity to utilize their extensive SEPTA knowledge at the
Flower Show, themed holiday, customer service and city
-wide/regional events, and special projects. There are
currently 30 retirees who are part of the Concierge program and many are husband-and-wife teams. Thanks to
Lee Winson for this news.
Dave Safford wrote: “The Budd Company parlayed a
patented ‘shot welding’ process for stainless steel into
the manufacture of 6,834 railcars at its North Philadelphia plant before being dismantled in a series of corporate buyouts and corporate sales. Its rail designs were
sold to Bombardier in 1987; its 2,500 workers lost their
jobs, and the plant was demolished for a golf course in
the late '90s. As a coda, the golf course is also now out
of business.”
Member Al Holtz forwarded a report that at shortly
before 8 PM July 6, two Norristown High-Speed Line
cars uncoupled after the train left the Penfield station in
Haverford, heading north toward the BeechwoodBrookline station, and when they re-coupled, seven
passengers were injured and were taken to local hospitals. Service was delayed for several hours and SEPTA
began an investigation of the incident.
According to a report in Metro sent by member Alfred
Gaus Jr., SEPTA has completed all of its projects which
were stimulus-funded under the American Recovery
and Reinvestment Act (ARRA), and by doing so, set a
high standard for transit agencies across the nation.
The details are that $191 million was awarded for 32
projects, which included upgrades to key stations, track
work, and the purchase of hybrid buses. ARRA was created so that “shovel-ready” projects could get off the
ground with an immediate infusion of funding. SEPTA
awarded 54 contracts within the first year. The Federal
Transit Administration reported that as of March 31, nationwide only 41% of the stimulus-funded projects had
been completed, while another 45% were more than
halfway completed.
WASHINGTON, D.C. AREA
From June 20-22, heat restrictions were imposed on
Virginia Railway Express’s (VRE) Fredericksburg Line
between the hours of 1 and 7 PM. In an email alert,
VRE answered the question as to why there was no
effect on its other line (to Manassas). Here is what VRE
wrote: “Manassas trains do have to adhere to heatrelated speed restrictions from L'Enfant to Alexandria
(when they are on CSX territory), but the delay is so
minimal that the padding built into the schedules cancels out the delay. Since the Fredericksburg Line trains
traverse only on CSX territory, they are subject to restrictions their whole trip. The CSX territory that we travel on has much more train traffic than the Norfolk Southern rails we operate on. More traffic means the rails get
much hotter and are more likely to get a ‘sun kink,’
which is one of the things Engineers are looking out for
(Continued on page 15)
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when operating the train during heat restrictions. Hopefully that clears up the issue for those who were wondering.” After a respite of a few days, heat restrictions
returned on selected other dates in June and July.
VRE announced that July 20 marked the 20th anniversary of service to Fredericksburg. The daily ridership,
which was 3,000 back then, now averages 20,000. All
original locomotives have been replaced by new MP-36
-PH-3Cs (plus two re-conditioned GP-40s) and the original passenger cars can be found operating in Shore
Line East service. Manassas service began June 22,
1992.
After nearly seven months, on July 16, MARC implemented the new Brunswick Line schedule, which does
not eliminate or add any stops in Frederick County.
Most arrival times are slightly later. MARC reported: “The one significant concern that passengers expressed that we were not able to address is the addition
of stops to the current non-stop Rockville-Point of
Rocks (POR) afternoon train. With increasing ridership
in Montgomery County and a limit of nine trains in the
afternoon rush hour, MARC cannot justify operating a
non-stop train, which skips our largest (Germantown)
and third-largest (Gaithersburg) stations. We appreciate
the fact that adding stops to Train #877’s express service will lengthen commute times; however, limited-stop
service will be offered on Trains #875 at 4:25 PM and
879 at 5:35 PM.” Member Steve Erlitz, who sent this
report, added: “CSX refuses to bend on adding trains.
CSX wants the state to put in a third track. And while
West Virginia pays a small subsidy for service, Virginia
gives nothing even though a couple of hundred drive
over from Loudoun County to POR and Brunswick every day.”
MARC officials visited Bombardier’s manufacturing
facility in Quebec to meet with staff and view the progress on the construction of 54 bi-levels that were ordered late last year (December, 2011 and January,
2012 Bulletins). Deliveries are expected to begin next
April.
On July 2, Virginia’s Loudoun County Board voted to
commit financial support to the Silver Line project,
which will bring rail service to Dulles Airport. The project
will connect some of Virginia’s northern suburbs to
Washington, D.C. for the first time. Loudoun County will
commit about $270 million to the project. Thanks to
member Bill Vigrass for forwarding this report from Progressive Railroading.
Metrorail Green Line service between Fort Totten and
Prince George’s Plaza was disrupted for several hours
during the evening of July 6, due to a derailment that
was attributed to a “heat kink” in the rail caused by the
99-degree temperatures. Fortunately, this incident,
which took place near the West Hyattsville station,
15

yielded no injuries. A shuttle service was operated over
the weekend, but normal service resumed in time for
Monday morning’s commute.
Computer issues forced two suspensions of rail service in a 12-hour period between July 14 and 15. On
July 14, service was suspended for more than 30
minutes, beginning a little after 2 PM, when controllers
in the Operations Control Center reported that the computer system that enables them to monitor trains had
gone dark. About 44 trains were operating at the time.
All trains were told to hold at the nearest station until
the problem could be resolved. That occurred at 3 PM.
Then, between 12:30 and 1 AM, there was another
computer problem forcing trains to hold in stations temporarily. Thanks to member Jeff Erlitz for this report.
PITTSBURGH, PENNSYLVANIA
Port Authority Transit (PAT) approved a FY2013 budget on June 22, which included an immediate fare increase effective July 1, and a 35% service reduction on
September 2. One-zone fares went from $2.25/$1.10
(Full Fare/Half Fare) to $2.50/$1.25, while two-zone
fares, $3.25/$1.60, went to $3.75/$1.85. “T” system fare
surcharges for rides taken inbound (6-9 AM) or outbound (4-6 PM), of 75 cents and 35 cents were unchanged.
CHARLOTTE, NORTH CAROLINA
Fares were increased by 25% on local routes and
14.2% for all other fares on July 1. Marc and I were in
the Queen City on July 3, in advance of a trip to the
Spencer Shops in Salisbury for the Norfolk-Southern
Railway’s 30th anniversary celebration. I found that
since my last visit, the fleet has increased from 16 to 20
LRVs, numbered 101-120.
CHESTERTON, INDIANA
NICTD issued a new timetable effective June 9, which
replaces the February 15 edition. There were some minor time changes. Thanks to Jim Beeler for sending
copies.
CHICAGO, ILLINOIS
On various days between June 16 and September 3,
Metra is operating a “Special Event Schedule” on the
UP West (Elburn), UP Northwest (Harvard), UP North
(Kenosha), BNSF (Aurora), Rock Island (Joliet), Milwaukee North (Fox Lake), and Metra Electric Lines.
Metra is spending $115 million to upgrade 176
Amerail-built bi-levels (79 cabs and 97 trailers), which
were delivered between 1995 and 1998. Under this program, new toilets and restrooms, wheelchair lifts, power
outlets (19 per car), sensitive edges on doors, and composite floors and seats are being installed. Four LED
signs are also being installed. As of mid-July, 40 cars
had been completed, with the expectation that 60 would
be finished by the end of this year. This work is being
done at Metra’s 49th Street Shops along the Rock Island
Line. Four cars can be worked on at one time. The project should be completed in 2016.
(Continued on page 16)
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The Chicago Transit Authority (CTA), like most transit
agencies, is always searching for new revenue sources,
other than raising fares. The Chicago Daily Herald
reported that CTA would receive $1.8 million from the
marketer Groupon. Under an arrangement that was announced on June 13, Groupon will purchase 250,000
three-day passes for just over $7.50 apiece and sell
them for $9. The going rate, the one I paid when I visited Chicago in April, is $14. This is Groupon’s first venture in teaming up with a city transit agency. Besides
the Groupon deal, CTA has also awarded its first concession for a Starbucks at an El stop and also for a
gourmet doughnut shop. Available for the right price are
naming rights to 11 rail stations. Thanks to Jim Beeler
for this report.
More stations are being closed temporarily. The Morse
station (Red Line) was closed at 11:59 PM June 29 and
will not re-open for six weeks. During this time, crews
are performing much needed capital and maintenance
work on the Morse stationhouse, platform, viaduct, and
trackbed. Passengers were directed to use either the
nearby Jarvis or Loyola stations, which are approximately four blocks to the north and south, respectively.
Another option is to board a westbound #155 Devon
bus from Morse Avenue and travel to the Loyola station.
Still on the subject of stations, Granville, which closed
for renovation on June 1 (July Bulletin), re-opened on
July 13.
In addition to the upcoming closure of the Red Line
(July Bulletin), CTA reported that it had received $20
million for the 95th Street Terminal Improvement Project.
The funding is coming from the TIGER program.
After successfully debuting on the Pink Line on May 6,
the Bombardier 5000-series cars entered service on the
Green Line on July 1. The plan is to completely re-equip
the entire line during the summer and retire an equal
number of 2400-series cars.
Thanks to Robert Hansen for these four reports.
DALLAS, TEXAS
As was reported in the January Bulletin, the first
phase of DART’s Orange Line opened on July 30. The
5.4-mile line from Bachman to Irving Convention Center
added three stations: University of Dallas, Las Colinas
Urban Center, and Irving Convention Center. The Orange Line will run parallel with the Green Line through
Downtown Dallas to Bachman in Northwest Dallas.
From Bachman, the Orange Line heads northwest to
the Las Colinas Urban Center and Irving Convention
Center. It will be extended to Dallas/Fort Worth International Airport in 2014.
On the same day, three DART Rail and Trinity Railway
Express stations were renamed. The Pearl station became the Pearl/Arts District station; the Cityplace station was changed to the Cityplace/Uptown station; and
16

the South Irving station is now known as the Downtown
Irving/Heritage Crossing station. Thanks to Al Holtz for
sending these reports.
ALBUQUERQUE, NEW MEXICO
Anyone who watched or read the news during June
knew about the large number of fires that occurred in
the western United States, causing extensive property
damage. RailRunner reported that due to the “Romero
Fire” that was burning on the Bosque in Sandia Pueblo,
a bus bridge operated during the evening of June 20
between the Los Ranchos and US 550/Sandoval stations, where train service continued.
About a month after the introduction of its express
train on May 21, RailRunner announced that due to requests from riders who board at the Kewa station on
Santo Domingo Pueblo, the staff is looking into adding
this station to the morning express. Three minutes of
run time would be added. Between July 13 and July 20,
riders were permitted to submit comments on adding
this stop to the express. When the new schedules go
into effect on August 13, most afternoon trains will begin
departing five minutes later to address timing issues to
keep trains on schedule and improve on-time performance.
PORTLAND, OREGON
It has been several months since I reported on
TriMet’s fare enforcement project. In May, 1,665 citations for fare evasion were written, which is nearly ten
times as many as May, 2011. Riders caught without a
valid fare had a 79% chance of receiving a citation or
exclusion; in May, 2011 they had a 38% chance.
TriMet reports that the first new bridge to span the
Willamette River in 40-plus years was 41% complete at
the end of June. July 2 marked the second year of construction of this bridge, which is part of the 7.3-mile
Portland-Milwaukie LRT. A September, 2015 opening
date is planned.
Starting September 1, Fare Zones are being eliminated, including the Free Rail Zone. Most fares are increasing, and the “Go Anywhere” Adult ticket will cost
$2.50. Day passes will cost twice the single-fare. TriMet
is also changing schedules on 25 bus lines, eliminating
some low-ridership trips, but adding trips on seven lines
to alleviate overcrowding.
SAN FRANCISCO, CALIFORNIA
Member John Pappas sent a digital image of LRV
1471 “wrapped” to honor the 75th anniversary of the
Golden Gate Bridge. The official celebrations were held
on May 27.
John also reported that Muni got committed to running
two days of E line service in conjunction with the America’s Cup trials on August 25-16. John wrote: “The E
basically runs along the Embarcadero from Caltrain (4th/
Townsend) all the way to Fisherman’s Wharf. Below the
Ferry Building, E service would be mixed with the N/
Judah and T/Third LRT lines. North of there, it would
(Continued on page 17)
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mix with the F line. Five cars and a 15-minute service is
planned for about eight hours each day (10 AM-6 PM).
The only wrinkle is there is no place to turn cars at Caltrain, so only double-ended cars can be used. During
the morning of July 18, a crew was out along the Embarcadero checking out overhead frogs, track switches,
and signal circuits to make sure that the streetcars (as
opposed to the LRVs) would properly work their way
through the various crossovers. The car used (2015)
was one of Muni’s double-ended PCCs, referred to as
‘Torpedos’ because of their length.”

A pictogram describing the new MUNI boarding policy.
John Pappas photographs

“Torpedo” 1015 in pre-service testing on the Embarcadero.
John Pappas photographs

Muni fares were increased on July 1. Ira Haironson
reported that monthly passes went up $1 to $2. The
regular $2 cash fare, cash senior, disabled and youth
fares did not change.

Member Pete Donner reported that on July 1, Muni
implemented a new policy enabling people with passes
or valid transfers to board through any door on all vehicles. Passengers paying cash fares still have to board
through the front door. Pete believes MUNI is the largest agency (excluding those that are fare-free) to permit
passengers to use all doors on all routes.
HONOLULU, HAWAII
Even if former Governor Ben Cayetano would be successful in his bid to become the next Mayor, it is unlikely
that he would be able to cancel the light rail project and
instead use the funds for rebuilding the city’s infrastructure. Incumbent Mayor Peter Carlisle said the project
may be reaching a point where "there's a real question
of whether it can be stopped," while former city Managing Director Kirk Caldwell said the state lawmakers and
the City Council would have to buy into Cayetano's plan
as well. Thanks to David Erlitz for this report.
JERUSALEM, ISRAEL
Member Dave Klepper reported that on June 29, new
bus lines were introduced in the northeastern part of
Jerusalem and small changes were made to other lines,
with one line, the No. 2 from Central Bus Station to the
Western Wall, canceled. The rerouted No. 3 serves the
purpose of the No. 2 while continuing to serve the areas
it served exclusively. There is now a No. 52 bus with
headways between 12 and 20 minutes, between a stop
30 meters from his apartment door directly to the Ammunition Hill station of the Light Rail line, a two- or
three-minute ride, where before he had a ten minute
walk. “The bad part is that the No. 4 and No. 4-Aleph
route, the latter of which I rode twice today, now is diverted into the Givat HaMivtar (’Endurance Hill?’) station. All of the bus stops were reasonably convenient to
the station, but now the detour with what I consider ridiculous planning of the station layout from the bus in(Continued on page 18)
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Around New York’s Transit System
Bombardier Signs R-179 Contract
On June 4, 2012, Bombardier Transportation
announced that it signed its contract with MTA for 300
R-179 cars to be delivered to NYC Transit. Cost is
approximately $599 million. On March 28, MTA’s Board
of Directors approved the prospective purchase.
The company revealed that the new cars will be built
in its fully integrated manufacturing plant in Plattsburgh,
New York, incorporating state-of-the-art technology,
including MITRAC propulsion equipment with new
energy-efficient inverters. The propulsion and control
equipment will be supplied by Bombardier’s Propulsion
and Controls business unit in Plattsburgh.
The delivery of ten pilot cars, scheduled for the third
quarter of 2014, should be followed by the remaining
cars between mid-2015 and early 2017.
Meanwhile, NYC Transit is rehabilitating the 222 R32s, the oldest cars on the transit system. If they can

keep running until they are replaced by the R-179s, they
will be 53 years old.
MTA Awards Second Avenue Subway Contract
MTA has awarded a contract for construction of the
96th Street station of the Second Avenue Subway. This
$324.6 million, 42-month contract covering finishes,
mechanical, electrical, plumbing, ancillary buildings, and
station entrances was awarded to a joint venture
comprising E.E. Cruz and Company and Tully
Construction Company, Incorporated.
Station entrances will be located on the northeast and
southwest corners of E. 94th Street and Second Avenue
and on the west side of Second Avenue between E. 95th
and 96th Streets. The subway line is expected to open in
December, 2016. Q service will be extended from
midtown Manhattan to 96th Street with trains stopping at
72nd Street and 86th Street on Second Avenue.
Two contracts remain to be awarded on this project.

BART MARCHES FORWARD TO SAN JOSE
by James Mattina
On April 12, 2012 ground was finally broken for the
BART extension from Warm Springs to Berryessa.
This extension will be 10 miles long and will be the
first time BART enters Santa Clara County. Two stations
are planned. The first, in Milpitas, is named Montague/
Expressway, and the second is in Berreyessa with a
provision for a future fill in at Calvavras Boulevard. The
complete project to San Jose, which is 16 miles long, is
ongoing, but at the current time only money to Berryessa is available. In November, 2000 voters in Santa
Clara voted for a 30 year, ½-cent sales tax for the extension from Fremont to San Jose. In 2008 another ⅛cent tax was also voted.
Currently BART is building a 5.4 mile extension from

Fremont to the Santa Clara border in Warm Springs that
is scheduled to open in 2014. The final segment should
bring the line to the Caltrain station in San Jose; it includes a five-mille subway through San Jose. This $1.4
billion project is financed by $900 million from FTA, $1.4
billion by the sales taxes, and $250 million from a gasoline tax. The entire project was budgeted at $3.6 billion
in 2001 dollars. The line will be built on the former Union Pacific freight railroad right-of-way. This project was
approved in 2001 by the Santa Clara Valley Transportation Authority (VTA), which will be a major partner in
managing and operating costs. Opening is tentatively
set for 2018.

Commuter and Transit Notes

Israeli sources told Globes that the Chinese also consider the project to be important, as it fits in with China's
global strategy to strengthen critical trade routes. The
180-kilometer (112-mile) line will run through the Arava
Valley and Nahal Zinn. Netanyahu wants to cut travel
time between Tel Aviv and Eilat to two hours. The project is estimated to cost NIS 20 billion (US$5 billion).
FROM THE HISTORY FILES
85 Years ago: In August, 1927, the North Jersey Rapid
Transit Company cut back service to Ridgewood.
25 Years ago: NJ Transit operated its final trains powered by E-8s. These engines were last used in Newark/
Bay Head service.
News items and comments concerning this column may be
emailed to ERAnewseditor@gmail.com.

(Continued from page 17)

terchange standpoint may be slightly more convenient,
but can add 10 minutes to the travel time, and easily
force one to miss a bus connection that would have
been easy with the old arrangement. But most neighborhoods now have decent bus connections to the light
rail line.”
On July 3, it was reported that China and Israel signed
the necessary agreements to build the Eilat railway, a
high-speed line, and future projects, including the inland
canal port north of Eilat. Prime Minister Benjamin Netanyahu has declared the Eilat railway a national priority
project, because of its strategic and policy importance.
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HIGH-SPEED NYW&B CARS IN SERVICE 100 YEARS
AGO

The New York, Westchester & Boston Railway was a high-speed suburban line. There
were no steep grades, no sharp curves, and
no grade crossings. All bridges were made of
For general inquiries,
concrete and steel and were designed to carcontact us at bulletin@
ry heavy traffic at high speeds.
erausa.org or by phone
The cars were just as modern as the layout.
at (212) 986-4482 (voice
The initial order was for 28 steel passenger
mail available). ERA’s
website
is
coaches seating 78 passengers and two
www.erausa.org.
combination steel baggage and passenger
coaches built by the Pressed Steel Car ComEditorial Staff:
pany and designed by L.B. Stillwell.
Editor-in-Chief:
Cars had full vestibule platforms and center
Bernard Linder
News Editor:
side doors. Each platform was 4 feet 6⅛
Randy Glucksman
inches long and each end door was 39 inchContributing Editor:
es wide. The doors were operated by electric
Jeffrey Erlitz
switches in the vestibule. Most station platProduction Manager:
forms were on a level with the car floors, but
David Ross
the stations on New Haven’s Harlem River
Branch had low station platforms. To access
these platforms, the Conductor opened a trap
door at each end door and passengers
walked down three steps. Center doors were
©2012
Electric
not opened.
Railroaders’
The exterior of the car was painted standAssociation,
ard
New Haven green, while the interior was
Incorporated
finished in white enamel paint.
Cars were 70 feet 4 inches long and 9 feet
7¾ inches wide. There were 35 cross seats
and four longitudinal seats adjacent to the
center doors, giving the cars a seating caIn This Issue: pacity of 78 passengers.
Development of Heaters were mounted under the seats.
the Long Island Their circuits were controlled by thermostats,
Rail Road in the which maintained nearly constant temperature in the car.
Rockaways
Cars were illuminated by 45 40-watt tung(Continued)
sten lamps mounted on the lower deck and

...Page 2

spaced so that a lamp was directly above
each seat. These lamps were wired in multiple on a 110-volt circuit fed from a tap on the
main transformer. Emergency lighting was
supplied by 10 10-watt tungsten lamps connected to the 32-volt battery circuit.
Each car was equipped with two singlephase motors operated with forced draft ventilation. Each motor had an hourly rating of
175 HP and a continuous rating of 145 HP,
and was able to develop an acceleration of 1
mile per hour per second on straight, level
track. The acceleration was controlled by an
automatic relay, and there were three running
positions as well as three intermediate positions with resistance in circuit. In the three
running positions, the motors were connected without resistance to three different taps
on the transformer so that the equipment
could run continuously at any one of three
different speeds. An overspeed relay prevented the cars from exceeding a speed of
57 miles per hour. This relay consisted of two
coils, one connected in series with one of the
motors and the other connected in shunt
across the same armature.
Each car was equipped with two pantographs located at the center of each truck.
They could be raised or lowered by air cylinders controlled by electropneumatic valves
operated from push buttons at the master
controller. Either pantograph was sufficient,
but two were provided so that a spare was
always available.
Most signals were two-position semaphores
with counterweights to return by gravity to
horizontal. However, there were light signals
(Continued on page 8)

NEXT TRIP: DANBURY RAILWAY MUSEUM,
1
SUNDAY, SEPTEMBER 23

NEW YORK
DIVISION BULLETIN
OCTOBER,
ERA BULLETIN
- SEPTEMBER,
2012 2000

DEVELOPMENT OF THE LONG ISLAND RAIL ROAD
IN THE ROCKAWAYS
by George Chiasson
(Continued from August, 2012 issue)
on July 23. Starting from a curved siding on the north
side of the depot at Far Rockaway, Ocean Electric
streetcars paused at many local cross streets, though
the itinerary changed through time as the peninsula developed, and also used all existing LIRR depots between Far Rockaway and Rockaway Park. The terminal
at 5th Avenue (Beach 116th Street) was concurrently expanded by May of 1899 to include an upper level loop
for reversing Brooklyn Elevated (Broadway Ferry) and
other summertime specials, plus storage and maintenance facilities for the trolleys.
For rolling stock at this early stage the Ocean Electric
procured six 15-bench open trolley cars for its Far
Rockaway-Rockaway Park operation from the J.G. Brill
Company in Philadelphia (originally numbered E1-E6,
then 21-26); along with two 10-bench opens (1 and 2)
which were used on the shuttle from Far Rockaway to
Roche’s Beach. Patronage was noticeably stronger in
the wake of these improvements, and for the first time a
steam-powered shuttle train was assigned on October 1
to preserve Rockaway shuttle service through the winter months. The open-bench trolleys returned to both
Ocean Electric services on May 2, 1900, with the short
Roche’s Beach Branch then being extended across
Mott Avenue into a siding on the south side of the LIRR
depot on May 28. So things then remained for the rest
of the 1900 season, but during the branch’s winter shutdown this new siding was replaced by a loop, which
opened in June of 1901. It appears that steam-drawn
LIRR equipment was annually used on the Far Rockaway-Rockaway Park shuttle through the cold weather
months between October, 1900 and November, 1904,
when the Ocean Electric took delivery of two
“convertible” cars from J.G. Brill. These were doubletruck unit 15 and single-truck car 20, which could be
enclosed to eliminate drafts, but were not necessarily
heated inside.
On August 11, 1901 both Long Island Rail Road trains
and Ocean Electric surface cars began using a new
station located between Judson and Hollywood Avenues (now Beach 98th and Beach 100th Streets) that
served Steeplechase Park from spring through fall. This
was a classic transit-based amusement center that was
started by Coney Island entrepreneur George Tilyou,
built on land that had been in the hands of developer
James Remsen since the 1860’s. In fact, it was Remsen
who sold off a part of this property in 1867 to raise the

THE ROCKAWAYS’ FIRST ELECTRIFIED LINE:
THE OCEAN ELECTRIC
For local ridership on the Rockaway Peninsula, intramural (shuttle) “rapid transit” service, consisting of a
single horse-drawn coach, was instituted by the Long
Island Rail Road for the summer months starting on
June 25, 1881 from the depot at Mott Avenue to the
Neptune House terminal, via the South Side’s original
Far Rockaway Branch. Theoretically this was designed
to enable passengers to literally travel along the railroad
in block-to-block fashion (albeit that a “block” was then
still a relative concept in the Rockaways), thereby
avoiding the wait for scheduled service to and from distant points, or a walk of appreciable distance to the
nearest train station. Initially the shuttle was extended
to Rockaway Beach along with the Southern’s alignment in 1884, and remained as such through the summer of 1887. When the inner portion of the ex-Southern
Rockaway Branch was merged into the newer Rockaway line at New York & Rockaway Beach Junction in
May, 1888, the shuttle continued to use the former
Southern route from Far Rockaway to the Rockaway
Beach terminal in its entirety. On July 4, 1888 the intramural shuttle was diverted onto the original New York,
Woodhaven & Rockaway line as far as its westerly terminal after another connection was inserted from New
York & Rockaway Beach Junction to the newer Rockaway Beach alignment behind the existing Hammel’s
station, as it turned west near Fairview Avenue. Thus
was completed the so-called “Hammel’s Wye” in its earliest form, which rendered the ex-Southern right-of-way
to Rockaway Beach superfluous, and it was closed.
The intramural shuttle was maintained through the
years as a part-time, summer-only operation, then was
spun off and consolidated with the Rockaway Village
Railroad (which consisted of a short branch from Far
Rockaway to Roche’s Beach that dated from 1886) to
become the Far Rockaway Railroad Company in 1887.
The operation was then repurchased in March of 1898
and as normal, the railroad re-instituted the line’s seasonal operations on June 2. It was integrated back into
the Long Island Rail Road as the transaction was finalized over the summer, ultimately being re-established
as the Ocean Electric Railway in early August. After the
Far Rockaway Branch was double-tracked from Mott
Ave. to Hammel’s by June, 1899, overhead wire was
added and the Ocean Electric began offering the first
electrified railway service on the Rockaway Peninsula

(Continued on page 3)
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nals was then alternated with cars from Rockaway Park
(and Pelham Avenue) that served the Park Avenue
stub, which introduced some measure of confusion for
customers as a by-product, as there was no specific
signage on the cars for a number of years hence. As
mentioned above the Ocean Electric was granted space
for a few side tracks within the LIRR terminal to store its
equipment and perform maintenance, which could be
accessed through a short connection along Washington
Avenue between Eastern Avenue and the Rockaway
Park Branch. As a result of the trolley’s relocation to the
street west of Hammel’s, LIRR’s alignment beyond that
point reverted to the exclusive use of the railroad,
though the Ocean Electric streetcar line paralleled it by
just a block or so to the south.
In addition to the diversion of the Ocean Electric from
the LIRR Rockaway Park Branch to Rockaway Beach
Boulevard, by June 29, 1904 the Far Rockaway Branch
(in Queens) was widened to three tracks, with the outer
ones having overhead wire for the trolleys. West of Mott
Avenue there were platforms for all three LIRR stations
on all three tracks (Edgemere, Arverne-Straighton, and
“Olde Arverne” or Gaston), and nominally LIRR would
be switched to the center track at Hammel’s or Mott Avenue to run around any Ocean Electric surface cars that
were scheduled. This was no longer possible after suburban operations were initially electrified in late 1905,
however, as only the outside tracks were equipped with
third rail (and presumably all three with overhead wire),
which limited LIRR’s means of evading a conflicting surface car. To improve the timeliness of transfers and add
more storage space for commuter trains, the dedicated
balloon track for the Ocean Electric’s Far RockawayRockaway Park service and the loop for its Roche’s
Beach line were eliminated from the Mott Avenue terminal in June of 1907, with both trolley services converted
to a switch-back operation on either side of the Long
Island Rail Road depot.
In September, 1908, the Ocean Electric streetcar
route was entirely rerouted from the corner of Washington & 5th Avenues (Beach 116th Street), turning north to
pass in front of the Rockaway Park terminal, then west
on Newport to Pelham Avenue. It is worth noting that
this trackage was incorporated into the original streets
as constructed in 1904 as far as Winthrop Avenue
(Beach 128th Street), but lay dormant for the following
four years. During 1911 the trolley track was extended
through the newly-developed neighborhood of Belle
Harbor as far as Dover Avenue (Beach 138th Street),
which was as far as the actual streets had so far been
laid. By July 5, 1912, the Belle Harbor district had developed even more and the single-track streetcar line
was extended further west on Newport Avenue to a
southerly turn at Adirondack (Beach 142nd Street), then
another westward diversion onto Neponsit Avenue,
where it continued west to a terminal at Beach 147th

Development of the Long Island Rail Road in the
Rockaways
(Continued from page 2)

money he needed to back what became the Brooklyn,
Rockaway Beach & Canarsie excursion railroad
(ancestor of the present MTA Mew York City Transit L
train), which operated steamboats between its terminal
pier in southeast Brooklyn and Rockaway Beach. In any
case, an adjoining amusement park was also founded
by LaMarcus A. Thompson in 1902 as an annex to
Steeplechase, which then became an independent entity starting in 1905 and later evolved into the familiar
Playland theme park. Both venues combined to fairly
overwhelm the railroad with patrons from their creation,
so a large depot building was added at the station site
for the start of its third season in April, 1903. Despite
this expansion, neither the theme parks nor their railway
station saw any measureable wintertime activity until
about 1910, when the stop was finally kept open to
serve the area’s early, scattered residential developments.
In response to the mixed summertime multitude of
trains and trolleys which clogged the Rockaway Park
branch after the 1899 electrification, Ocean Electric operations were diverted onto nearby Fairview Avenue
(Beach 84th Street) and Rockaway Beach Boulevard to
open things up for the railroad. This alternative in-street
trackage stemmed from a dormant franchise that was
originally assigned to developer Remington Vernam but
was never executed; the Ocean Electric originally
sought to bypass Hammel’s Wye by connecting from
the Far Rockaway Branch to Rockaway Beach Boulevard via Park Avenue (Beach 75th Street), but had been
denied. On May 30, 1904 the first piece of surface track
was opened from the Park Avenue ”stub” (which would
remain as an alternate route) to the Rockaway Park
terminal via Rockaway Beach Boulevard. At that time
this artery pursued a slightly different alignment than it
does in 2012; it also partly paralleled and partly assumed the former South Side right-of-way that was discontinued in July, 1888. The new trolley line jiggled one
block north at Eastern Avenue (Beach 110th Street)
turned west again on Washington Avenue, and ran within a block of the Rockaway Park terminal. From there it
switched back to Washington Avenue (now Rockaway
Beach Boulevard), turned north on Lincoln Avenue (now
Beach 124th Street) and then headed a short distance
west on Newport Avenue to Pelham (Beach 126th
Street). The full realignment went into effect on June 19,
with trolleys from that date forward using LIRR between
Far Rockaway and Hammel’s, then turning from the
east-west leg of the wye onto Fairview Avenue, which
they followed south to Rockaway Beach Boulevard before heading west toward Rockaway Park. This new
through service between the two Rockaway LIRR termi-
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Sheepshead Bay Racetrack spur, circa 1908.
Photograph courtesy Long Island Photo Archives

Atlantic and Fifth Avenues, circa 1895.
Photograph courtesy Long Island Photo Archives

Stone Avenue, circa 1908.
Photograph courtesy Long Island Photo Archives

East New York, circa 1939.
Photograph courtesy Long Island Photo Archives

Jay Tower (Jamaica), circa 1913.
Photograph courtesy Long Island Photo Archives

Flushing Bridge Street station.
Photograph courtesy Long Island Photo Archives
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View from Hampton Street-91st Place overpass, Elmhurst.
Photograph courtesy Long Island Photo Archives

Between Union and Main Streets.
Photograph courtesy Long Island Photo Archives

Jamaica Bay trestle (Broad Channel), July 27, 1947.
Photograph courtesy Long Island Photo Archives

Manhasset Valley trestle, Port Washington Line.
Photograph courtesy Long Island Photo Archives

Air-conditioned 80-foot, 120-passenger commuter car. Pullman built
230 in 1955-6.
Bernard Linder collection

1,600 HP Alco general purpose locomotive, used in freight and
passenger service.
Bernard Linder collection

(Continued on page 6)
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and Arverne-Straighton Avenue which dated from 1892.
The trolley station located at Frank Avenue (later
Gleason Avenue, then Beach 44th Street) was also the
site of the “Halfway House,” an inn that was situated on
a large tract of land that originally belonged to the Mission of the Immaculate Virgin, an orphanage for boys.
This mission was administered by the Franciscan order
of nuns, and legend has it that the name “Frank Avenue” was a local slang reference to the ubiquitous, habited Franciscan Sisters that frequented the local
streets (and later the trolley station as well). The Ocean
Electric stop called Channel Avenue was so named for
nearby Norton’s Channel, and was situated at what is
now Beach 32nd Street. LIRR’s electric trains began
serving both of these locations (Frank and Channel Avenues) during 1922, with the railroad inheriting them on
a permanent basis (and making enhancements of their
own) when trolley operation on the LIRR right-of-way
ceased a few years later. As such the trolley stop located at Channel Avenue gave way to the original LIRR
station called Wavecrest in 1925 and a full-blown depot
at Frank Avenue at about the same time. Meanwhile the
other dedicated trolley stations at Grove (Beach 22nd)
Street , Cornaga Avenue, Vintimille Avenue (Beach
55th), and Cedar (Beach 73rd) never were assumed by
LIRR and disappeared in 1926 along with the Ocean
Electric’s surface cars to the Far Rockaway depot.
In preparation for its coming service from the Rockaways to Penn Station, LIRR had installed third rail on
the middle track of the Far Rockaway Branch (in
Queens) by June of 1910. It was then (again) used as a
runaround of the Ocean Electric, with small trolley platforms
seen
in
surviving
photos
on
the
“third” (northernmost) track while LIRR’s two platforms
provide access to all three tracks. Finally, 23 of the
Ocean Electric’s 26 rostered streetcars were equipped
with fold-up third rail shoes and storage batteries so
they would no longer require overhead on the LIRR reservation, and it was removed in September of 1911. It
then became the streetcar Conductors’ duty to raise or
lower the cars’ trolley poles and flip its third rail shoes
up or down while stopped at the back side of the Hammel’s depot. As may be construed from above, the
Ocean Electric system by this time boasted much more
of an equipment variety than at its humble beginnings in
1899, including ten 15-bench open cars, rebuilt in 1910
as semi-opens with permanent screened siding; six 47foot closed cars (delivered 1910); six 49-foot closed
cars (delivered 1909); a single-truck convertible
(delivered 1902); and three 10-bench opens, of which
two were the originals assigned to Roche’s Beach service since 1899. Seven other convertible cars that were
originally acquired for the Ocean Electric by its Long
Island Rail Road parent were assigned elsewhere in
1911 (specifically Huntington) and did not return until
1919.

Development of the Long Island Rail Road in the
Rockaways
(Continued from page 5)

Street. By the summer of 1914 the line had been double
-tracked through Belle Harbor as far as Dover Avenue,
then on June 8, 1916 the Ocean Electric finally reached
its ultimate destination at Beach 149th Street, which in
2012 remains the westerly limit of the Rockaways' residential street grid and borders on Jacob Riis Park. Without a doubt, this was an after-effect of electrification on
the Rockaway Beach Division, which brought about rapid and frequent train service from the Rockaway Peninsula to New York City. Its presence engendered a compact, lavish array of residential properties that has resisted time to remain a prime example of growth as it
was envisioned long ago. By late 1916, after the line’s
final initial extension, the outlying trackage had badly
deteriorated (it was built atop the natural, sandy surface), and was entirely replaced during 1917, after
which the double track was extended little by little as far
as Park Avenue (Beach 141st Street) in Belle Harbor by
1920.
Beginning on March 10, 1912 the Ocean Electric’s
service pattern was changed to an early type of “round
robin” configuration in an attempt to reduce operating
expenses which involved most, if not all trips continuing
east on Rockaway Beach Boulevard to the Park Avenue
stub, switching back to Fairview Avenue, and switching
back again to continue on their way to Hammel’s and
Far Rockaway. As might be expected this drew an immediate rebuke from angry riders, but it took several
more years before their pleas were officially addressed
and the lines reverted to their prior state, an interim in
which a number of passengers may have abandoned
their trolley rides in mid-stream to walk the long block to
the Hammel’s station instead. After 1916 the Park Avenue stub was increasingly operated as a shuttle to Fairview Avenue, a configuration which was completely and
permanently established some time in 1919 and remained such to the very end of its service life.
As mentioned above the stopping locations of the
Ocean Electric on the shared LIRR right-of-way to Far
Rockaway were a changeable affair that in the beginning included the existing depots (Mott Avenue-Far
Rockaway, Edgemere, Arverne-Straighton, Olde
Arverne, the back side of Hammel’s, and westward),
along with Cornaga, Park, and Lincoln Avenues in between. In September, 1905 there was some consternation when the Ocean Electric moved its Park Avenue
local stop (no relation to the Park Avenue spur described above) to Cedar Avenue (now Beach 73rd
Street). By 1909 the Ocean Electric had also established open-air stops on LIRR between Far Rockaway
and Edgemere at Grove Street and Channel Avenue;
and at Frank and Vintimille Avenues between the railroad’s existing depots at “Edgemere,” opened in 1895,

(Continued on page 7)
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of Breezy Point, but at that via the first alignment on the
former Washington Avenue. In subsequent decades, as
Green Bus achieved a “semi-public” standing in partner(Continued from page 6)
ship with the municipal system, the easterly portion of
The first part of the Ocean Electric system to be shut the former Ocean Electric was absorbed into the Q22
was the shortline to Roche’s Beach on September 14, bus route all the way from Mott Avenue to Beach 169th
1924. From 1906 until about 1922 this trolley branch Street, and is still being operated as such by MTA Bus
was extended to literally run above the ocean (in this in 2012. (The Q22 and Q35 routes meet at Beach 147th
case on a sand bar at “Hog Island” Beach), before the Street).
wooden trestle was washed out to sea. After June, 1907
Beginning as early as 1915, as few as one or as many
it originated at a siding off the south side of the LIRR as three of the Ocean Electric’s enclosed cars were
terminal, right in front of “FW” (Rock) Tower, of which a loaned out by the Long Island Rail Road for use on its
remnant lived on as
other third-rail powthe Railway Express
ered trolley shuttle
track until the elevabetween the Garden
tion of the Mott AveCity station and the
nue terminal began
Meadowbrook facility
in 1939. Third rail(a part recreational,
part military compowered trolley operpound that was also
ation along the Far
known as Camp
Rockaway Branch in
Black, later Camp
Queens was abanMills), which evolved
doned effective Sepinto the Mitchel Aviatember 9, 1926, being replaced by a two
tion
Field
during
-car MP-54 MU shutWorld War I. It aptle (at a 12¢ railroad
pears that just one
fare compared to the
car may have been
Ocean Electric’s ride
needed for this shutfor a nickel) that plied
14th Avenue underpass, College Point. tle in any case, dethe Long Island Rail
Photograph courtesy Long Island Photo Archives pending on the deRoad between Hammand, but some rosmels and Far Rockater juggling was neway and only made LIRR depot stops. This service uti- cessitated among LIRR’s various traction properties
lized the third (east-west) leg of Hammels Wye as the until six all-steel “Hog Island” cars were purchased from
Ocean Electric had done, but (not surprisingly) rider the Philadelphia Rapid Transit Company in 1918. These
response was tepid and it only lasted until around 1929. were modified with folding third rail shoes and used on
What was left of the Ocean Electric system after Sep- the Ocean Electric, numbered 36-41, until 1927 when
tember, 1926 was an all-surface route on Rockaway they were resold to the system in Atlantic City (which,
Beach Boulevard and Washington Avenue from the like LIRR, was a traction holding of the Pennsylvania
Beach 75th Street stub to Rockaway Park and its exten- Railroad). Starting in late 1927 and continuing after the
sion through Belle Harbor to Beach 149th Street. This final closure of the Ocean Electric, three of its 49-foot
final bit of trolley service was ultimately discontinued by closed cars (originally 31, 32 and 34, delivered by St.
its Long Island Rail Road parent on August 25, 1928 as Louis Car Company in 1909) were re-identified as Long
the original franchise expired. As a replacement the Island Rail Road 997-999 and used to shuttle passenShore Line Bus Company was established, providing gers between Country Life Press and Mitchell Field until
service between Rockaway Park and Neponsit starting sometime in 1933, when they were replaced by a short
on August 27 (which continues under MTA Bus as its train of electric MU cars. As a final note, the Belle HarQ35 route in 2012). Concurrent with this closure most of bor neighborhood in general was the subject of some
the remaining equipment, by that time including 9 fairly recent ignominy on November 11, 2001 when
closed cars and 8 convertibles of various types, was American Airlines Flight 587 crashed after its takeoff
retired outright. As for the rest of the Ocean Electric from JFK Airport and plowed into four homes at Newfranchise, its service vacuum was filled by Green Bus port Avenue and Beach 131st Street. This location had
Lines in October, 1928 when the former trolley route been known as Denison Avenue between 1908 and
was re-established as a motor coach line from Far 1928, in the time when Ocean Electric trolleys passed
Rockaway to Rockaway Park and (at least during the through the same intersection.
(Continued on page 8)
summer in those early years) on to the Roxbury section
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(To be continued)

during its quarter-century of operation.
Member Nate Gerstein sent us this interesting anecdote:
“When I was a little boy in 1947 and living in the
Bronx, I went on a trolley car with my father. As we
passed the old Westchester Avenue station near Whitlock Avenue, I asked him what the old building was. It
was decrepit even then. He told me that it was the old
station of the New Haven and the abandoned NYW&B
railroads. I asked him what the NYW&B stood for. He
told me it stood for the New York, Westchester & Boston
Railroad. He also told me that the neighborhood people
called it the ‘New York, Westchester & Back.’ Many
years later I was talking to the late Roger Arcara and
mentioned this to him. A smile came across his face and
he told me that he had not heard the old railroad called
that for many years. I wanted to share that with your
readers so that it will not get lost in history.”

High-Speed NYW&B Cars In Service 100 Years Ago
(Continued from page 5)

in the subway between Morris Park and Pelham Parkway. Automatic stops were not installed on the entire
system.
Track relays separated the 25-cycle traction current
from the 60-cycle signal current, which was supplied by
a motor-generator set.
The 11,000-volt, 25-cycle power supply was compatible with the New Haven’s power supply. Power was received from the New Haven’s Cos Cob power house
and was purchased at a flat rate.
Because the Westchester terminated in the Bronx, it
could not compete with the New Haven and the New
York Central, which furnished a one-seat ride to Grand
Central. NYW&B’s fares were about half of the New
Haven’s, but the Westchester never showed a profit

CORRECTION
Member Fred M. Perilstein informed us that there is
an error in the August, 2012 Bulletin. He states that the
picture at the top right of page 5 is not the Atlantic
Avenue Tunnel. Checking the picture carefully, he found
that it showed an English-style 0-4-4 locomotive circa
1830, wide gauge 7’0” tracks, and left-hand running.

Therefore, he concluded that it is an artist’s
representation of a tunnel mouth in Great Britain, which
resembled the Atlantic Avenue Tunnel.
Member Frank Pfuhler also concludes that this
drawing depicts a tunnel and locomotive in Great
Britain.
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NEW YORK CITY SUBWAY CAR UPDATE
by George Chiasson
used on the operating ends of trains, while those ending
in “1” and “6” would have the quarter cabs restored and
be used as “transition” cars to the single units.
R-142As 7671-80 were brought over from 4 to 6 at
the start of Subdivision “A”’s Summer Pick (July 1,
2012), as belated replacements for 7211-20, which
have been committed as pilot R-188 conversion cars. In
compensation, R-142s 6671-80 were shifted from 2 to
5 and 7051-60 from 5 to 4.
Subdivision “B” Events
The 2012 Subdivision “B” summer equipment swaps
began in a timely fashion on May 26. Two trains of Morrison-Knudsen-overhauled R-42s were added to the A
train over the Memorial Day weekend and another by
May 30, while in the same span an equal number of R46s (24) were imported from Jamaica. At the same time,
a significant number of the Phase I R-32s were assembled in 10-car trains and assigned to daily A service, a
duty that is expected to last through at least Labor Day.
As it turned out the car numbers weren’t really important, as all became temporary assignments with frequent changeover. Unlike in past seasons, it appears an
effort is being made to continue each of the cars’ inspection cycles at their “home” barns (East New York
for the Morrison-Knudsen-overhauled R-42s and Jamaica for the R-46s), which makes each set little more than
week-to-week “loaners.” By June 19 almost all of the
Morrison-Knudsen-overhauled R-42s that had first been
placed on A were gone, followed by many of the Jamaica R-46s (5482-5821 group) as June ended. By early August there were still two to three sets of MorrisonKnudsen-overhauled R-42s running in daily A service,
along with about 24 sets of Jamaica-assigned R-46s,
both mixed with Pitkin-assigned units and as complete
trains.
The use of R-68s (as opposed to R-68As) was again
resumed on G during late May, but in very limited number. As of August 7, 2012 R-68As continue to provide
most G service, with occasional appearances by R68s. The use of Coney Island-assigned R-68s (27842915) and R-68As on D (as was the practice during
that series’ long-term SMS) was discontinued with the
May 27 schedule changes, but this type of equipment
does continue to appear from time to time on N.
Jamaica R-46s once again almost disappeared from
F with the May 27 schedules in effect, being seen only
on occasion through early August, while Jamaica R160s (8653-8712 and 9193-9942) are also hard to find
on R any given day.
On June 5, the sudden appearance of an online pho-

Subdivision “A” Events
Again to fill a temporary shortage of Corona-assigned
R-62As as their SMS continues, 5-car linked sets 21715 and 2236-40 were exported from 1 to 7 on June 16,
2012.
An effort to permanently link at least 185 of the existing single-unit R-62As was begun in November, 2011 as
part of that fleet’s long-term SMS. The first such set,
consisting of 2151-5, was rolled out by the end of April,
2012, and then was subjected to a long series of tests
and examinations, which continued as of August 7. Subsequent, sequential sets of single units then began
moving through 207th Street Shops for similar treatment
through the spring and into summer, with all cars from
2126 to 2150 included in the overall unitization program
as of August 7. On August 6 the first of these was returned to revenue service on 7, as represented by cars
2141-5 and 2146-50. Unlike previously-unitized R-62As,
however, these cars have not been reconfigured with
full-width cabs but have retained their traditional, singleunit-like “quarter cabs” at each end.
To address the operational anomalies presented by
unitizing the majority of Corona’s single-unit fleet, consist make-up is being greatly altered from the combination of one 5-car link on the Times Square (south) end
along with 6 single-unit cars to a 5-car link at either end,
bracketing one single unit. As a result as well, a few of
the previously-existing 5-car links have had the fullwidth cabs removed on one end. It appears that ultimately all R-62A trains on the Flushing line will exhibit
this “5-1-5” makeup, but to avoid the necessity of locking two storm doors (those between the lone single unit
and each link) as well as a slight overall loss of passenger-carrying capacity, the links will retain a full-width cab
only at one end for use of the Train Operator, while the
other would nominally become a “transition” cab to be
used against the single unit. This would allow 7 Conductors to remain in their long-held positions (between
the 5th and 6th cars Times Square-bound and between
the 6th and 7th cars Main Street-bound), but would also
require that they again be stationed at a pair of off-set
quarter cabs as opposed to being contained within a
full-width cab. A handful of such “5-1-5” (link-single-link)
trains have been in service on 7 since July 6 in various
combinations, most often using two previously-existing
5-car sets at either end of a single unit, but not always
with a full-width cab positioned at the end of a train. By
August 7 the full-width cabs had been removed from
unitized R-62As 1651, 1656, and 1666, along with an
attendant restoration of stanchions and passenger seating. This suggests that in the future, unitized cars ending in “0” and “5” will retain their full-width cabs and be

(Continued on page 10)
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tograph revealed that retired R-44s were at last departing MTA New York City Transit property. The picture
showed the seemingly intact body of B-car 5417 being
toted down Broadway near 207th Street Shops on a lowboy cradle. The disposition of R-44s and other pieces of
retired and work equipment had been a matter-inwaiting for some time, and after weeks of subsequent
research it was learned that the first of up to 276 R-44s
(4-car unit 5410-3, separated into single car shipments)
had been the first to depart the 207th Street facility in a
similar manner on May 18. Cars have generally been
taken away in groups of two on consecutive business
days, following a pre-programmed “truck route” down
Broadway, W. 181st Street, and Fort Washington Avenue to the George Washington Bridge. In New Jersey,
these shipments use Exit 15E off the New Jersey Turnpike to access the scrap yard of Sims Metal Management (of which the former Naparano Iron & Metal Company is a component) near Newark, where the bodies
have been gathered on the ground awaiting their fate.
In contrast to previous dispositions, the R-44s’ trucks
have been retained by NYCT for possible future re-use
(as we know from car equipment history, they can be
used under R-46s), but there appears to be little effort
at otherwise salvaging major componentry from the departing bodies. By July 31, 2012 a total of 56 R-44s had
departed for Naparano, with a fair number of other cars
being prepped for shipment through early August. With
apologies to member Bill Zucker, their first scrap list
(and the first such tabulation in general since the year
2000) was as follows:
May, 2012: 5410 (ex-126), 5411 (ex-329), 5412 (ex116), 5413 (ex-153) (4)
June, 2012: 5256 (ex-276), 5257 (ex-325), 5258 (ex290), 5259 (ex-133); 5398 (ex-228), 5399 (ex-365),
5400 (ex-180), 5401 (ex-181); 5414 (ex-278), 5415 (ex279), 5416 (ex-210), 5417 (ex-289); 5446 (ex-386),
5447 (ex-387), 5448 (ex-334), 5449 (ex-335); 5470 (ex174), 5471 (ex-265), 5472 (ex-298), 5473 (ex-261);
5474 (ex-234), 5475 (ex-235), 5476 (ex-270), 5477 (ex271) (24)
July, 2012: 5210 (ex-348), 5211 (ex-349), 5212 (ex378), 5213 (ex-379); 5249 (ex-107), 5250 (ex-146),
5251 (ex-233), 5270 (ex-218); 5294 (ex-372), 5295 (ex373), 5296 (ex-262), 5297 (ex-319); 5324 (ex-152),
5325 (ex-117), 5326 (ex-246), 5327 (ex-185); 5342 (ex328), 5343 (ex-323) , 5344 (ex-368), 5345 (ex-369);
5346 (ex-186), 5347 (ex-169), 5348 (ex-280), 5349 (ex249) ; 5358 (ex-304), 5359 (ex-371), 5360 (ex-214),
5361 (ex-273) (28)
Phase I R-32s entered the Life Extension program
during this interval as follows:
April, 2012: 3446/7, 3460/1, 3932/3
May, 2012: 3419/3740, 3578/9, 3624/5, 3664/5, 3718/9,
10

3730/1, 3778/9, 3828/9
June, 2012: 3454/5, 3488/9, 3518/9, 3672/3, 3682/3,
3728/9, 3738/9, 3876/7, 3894/5
July, 2012: 3416/7, 3688/9, 3708/9, 3716/7, 3736/7,
3822/3, 3896/7.
As of July 31, 2012 a total of 128 Phase I R-32s had
been placed in the Life Extension SMS Program.
Phase I R-32s were completed during this interval as
follows:
April, 2012: 3548/3593, 3726/7, 3732/3, 3772/3, 3780/1,
3806/7, 3886/7, 3932/3
May, 2012: 3380/1, 3396/7, 3446/7, 3460/1, 3578/9,
3624/5, 3718/9, 3820/1
June, 2012: 3384/5, 3419/3740, 3454/5, 3664/5,
3682/3, 3730/1, 3778/9, 3828/9
July, 2012: 3488/9, 3518/9, 3672/3, 3728/9, 3738/9,
3876/7, 3894/5, 3896/7.
As of July 31, 2012 a total of 116 Phase I R-32s had
been completed in the Life Extension SMS Program.
Phase I R-32s were returned to service during this
interval as follows:
April, 2012: 3900/1
May, 2012: 3396/7, 3446/7, 3452/3, 3460/1, 3520/3891,
3610/1, 3621/3644, 3726/7, 3732/3, 3772/3, 3806/7,
3820/1, 3856/7, 3878/9, 3928/9
June, 2012: 3380/1, 3384/5, 3445/3468, 3548/3593,
3578/9, 3718/9, 3730/1, 3780/1, 3828/9, 3886/7, 3932/3
July, 2012: 3419/3740, 3454/5, 3624/5, 3654/5, 3664/5.
As of July 31, 2012 a total of 96 Phase I R-32s had
been restored to service from the Life Extension SMS
Program.
Phase I R-32 ceiling reinforcement revisited: To correct the item regarding ongoing structural repairs in the
June, 2012 Update, the large ceiling-mounted unit contained inside each end of the ceiling on the Phase I R32s is the combination evaporator and blower and not
the condenser, which is mounted beneath the car.
When the Stone Safety systems were installed at Morrison-Knudsen during the cars’ GOH (1988-90), these
weighty evaporator/blower units were mounted into the
original structure on the underside of the cars’ roofs,
using steel members (as originally built by Budd) which
were installed not to support air-conditioning systems
but rather the ventilation conduits and wiring harnesses
associated with the axiflow ceiling fans and lighting with
which the R-32s were delivered. In turn these original
members were sprayed with an asbestos coating. The
work being performed in this regard during the R-32 Life
Extension SMS includes mitigation of the original asbestos content, reinforcement of the original interior
structural framing, and the replacement of air conditioning componentry, including the evaporator and blower
units. This complication was somewhat of a latter discovery when the SMS process was being developed
and as such the first 28 Phase Is through the Life Extension program will be returned to Coney Island to
(Continued on page 20)
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METROPOLITAN TRANSPORTATION AUTHORITY
One other matter that was approved at the July 25
Board meeting (see last issue) concerned ticket expiration dates. Commuters and commuter advocates spoke
against reducing the validity dates at the November,
2009 fare increase hearings, but at that time their pleas
were of no avail and after June, 2010, the validity period
for single-ride and ten-trip Long Island Rail Road and
Metro-North tickets was severely reduced. The Board
voted to undo some of these changes effective September 4. Single-ride and round-trip tickets are now valid for
60 rather than 14 days and refundable for 60 rather
than 30 days. Ten-trip tickets continue to be valid for 6
months, but they will now be refundable for 6 months
rather than 30 days. Unfortunately, the $10 processing
fee for refunding tickets was continued.
Another fee that was reported by the news media was
a $1 surcharge for purchasing a new MetroCard. This
was approved along with the June, 2010 fare hikes, but
deferred. This time around, MTA is proposing this as a
“Green Fee” with the goal of reducing the number of
MetroCards that are printed, discarded, and ultimately
sent to landfills. This surcharge would also add an estimated $20 million a year in new revenues, according to
budget estimates.
MTA METRO-NORTH RAILROAD (EAST)
Metro-North’s territory really got hammered by storms,
as you will see in the following paragraphs. It started
during the afternoon of July 26, when meteorologists
and weather forecasters were warning of severe storms
arriving in the metropolitan area during the afternoon.
For many, it was almost a non-event; however, in parts
of northern Westchester County, it was quite a different
matter. The first email alert, sent at 7:04 PM, reported
downed trees between Peekskill and New Hamburg
(Hudson Line). Forty-five minutes later came notification
that the Harlem Line was out between North White
Plains and Wassaic, also due to multiple downed trees.
Limited service resumed three-quarters of an hour later,
and normal service by early the next morning. By 9 PM,
Hudson Line service was resumed. The New Canaan
Branch also saw delays due to fouled overhead wires.
Another day, another storm. This time it was Sunday
evening, August 5. Due to trees down between Cos Cob
and Greenwich, New Haven Line service was suspended between Stamford and Harrison starting shortly after
8:30 PM. Other New Haven Line services were subject
to delays and bus substitutions, including the New Canaan branch. At 10:53 PM, service began operating
east of Stamford and west of Harrison. Full service, with
some delays, was restored at 12:53 AM August 6. Service was reported as operating normally in time for the
11

No. 286
by Randy Glucksman

morning commute. However, around 10 AM another
tree fell onto the Connecticut Light and Power transmission lines carrying not only power to MNR but also to
much of the town of Greenwich, which was also left
powerless. CL&P crews removed the tree and restored
power to MNR around 3 PM. During the interim, to
quickly restore service, MNR operated diesel shuttles
between Stamford and New Rochelle, utilizing at least
three 7-car push-pull trains powered by P-32AC-DM
dual-mode locomotives. After two shuttles, through service was restored using diesel-powered trains between
Stamford and Grand Central Terminal. Near-normal
electric service on the mainline was restored before 3
PM. Buses provided substitute service on the New Canaan Branch due to a transformer failure that knocked
out the branch line's signal system. PM peak train service was operated, with trains operating under train orders. Regular train service on the branch was restored
at midnight.
Amtrak, after much delay, operated its NEC services
with combined electric trains towed by P-42 diesel locomotives tied onto their trains at Sunnyside Yard for the
run over the Hell Gate and over the powerless section
of MNR to New Haven. The first eastbound combined
train from New York Penn to Boston was observed as a
P-42, AEM-7, 8 Amfleet, HHP-8, former Metroliner, and
four Amfleet coaches. Seems like Sunnyside grabbed a
spare Harrisburg set to operate as part of this combo
train.
Twenty- to thirty-minute delays affected Upper Hudson
Line riders on August 9, due to fallen trees in the vicinity
of New Hamburg. This incident, which started at 6:30
PM, was cleared a half hour later.
The following afternoon, due to flooding, the State
Street station in New Haven was being served by buses. Normal service resumed at 7:40 PM.
Following a $45 million restoration, the 1890 Tarrytown station has been put on the market for leasing.
The lessee will be required to provide morning coffee
service on business days from 6 to 11 AM as a minimum. MTA is seeking an annual rental of $50,000 per
year with annual 3% increases. In its press release,
MTA reported: “For the history buffs: The fee interests in
the properties on the Hudson Line and Harlem Line are
owned by Midtown Trackage Ventures, LLC, a private
real estate company that is a successor-in-interest to
the Penn Central Railroad and leases the entirety of
such lines to the MTA, for operation by MTA MetroNorth, pursuant to a triple-net lease that is scheduled to
expire in 2274 (the ‘Harlem-Hudson Lease’).”
On August 14, Poughkeepsie became the seventh
(Continued on page 12)
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Metro-North station to be equipped with signs that display real-time train information on LCD monitors. Previous installations were at these stations: Harlem-125th
Street, Yankees-E. 153rd Street, White Plains, Fordham,
Larchmont, and Croton-Harmon. Next up are Stamford,
Tarrytown, and New Rochelle.
New Hudson Line (August 27-October 13) and Yankees-E. 153rd Street (August 27-October 3) timetables
were issued. On the Hudson Line, the switch work at
Croton-Harmon has been completed and weekend
trains have returned to their pre-July 2 timings.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
The M-8 update from July 31 shows 128 cars, with
122 in service and 6 undergoing Kawasaki inspection.
As of the third week of August, member Bill Zucker had
observed 9100-59, 9162-9211, and 9214-23.
The New Haven Line is the only commuter line in the
country still operating bar cars. When the M2-s with this
feature are retired, will there be similarly-equipped M-8s
to replace them? This is a question that for now has no
answer. Member David Cohen sent an article from The
New Haven Advocate, which reported that it depends
on who you ask. Jim Cameron, Chairman of the Connecticut Rail Commuter Council, says that CDOT promised (years ago) to replace the cars. It was believed that
in the last group, eight would be bar cars. CDOT
spokesman Kevin Nusick said: “The focus of our M-8
plans right now is not the bar cars. The decision [about
what to do with the bar cars] has not been made yet.
Money has not been allocated.” One estimate put the
cost of purchasing bar cars at more than $80 million.
Sticker-shocked CDOT officials turned that down, saying that they would rather retrofit the new cars, but no
formal estimates have been sought. There is an unlikely
possibility that the existing bar cars could continue to
run in trains of M-2/M-4/M-6s. If this project is undertaken, it will all be done at Connecticut’s expense, as Metro-North, which normally is responsible for 35% of New
Haven Line costs, does not want the cars. In fact, there
is a signed agreement between both states that only
CDOT would be involved.
When the M-2s were delivered, MTA (there was no
Metro-North at the time) included ten bar cars, numbered 8601-19. In 1987, due to a seating shortage, they
were converted to standard coaches and re-numbered
8453-71.
MTA LONG ISLAND RAIL ROAD
The three PM Peak trains that could have been canceled for four weeks starting July 9 (August Bulletin)
were restored as of July 30. Four other trains that had
schedules modified, returned to their former schedules.
Special timetables were issued as follows:
● PORT JEFFERSON BRANCH: To accommodate crossing renewal work at Pulaski Road in Huntington on
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two Saturdays, August 11 and 18, service to Huntington was reduced to hourly (from half-hourly) and
to Port Jefferson every two hours
● HEMPSTEAD, FAR ROCKAWAY, AND BABYLON BRANCHES, AND HILLSIDE FACILITY: Three timetable cards for
altered Saturday evening westbound service due to
the Port Jefferson Branch work
● Extra Montauk Branch service was provided on
summer Sunday afternoons from July 29 through
August 26 and Labor Day, September 3. An extra
train departed Amagansett at 2:55 PM, making all
stops to Patchogue, and was inserted between existing Trains #8703 (1:23 PM) and #8705 (3:33 PM)
from Montauk. This information was conveyed in a
5½” x 8½” paper handout.
● OYSTER BAY: Because of the Oyster Bay Triathlon,
August 26, service terminated at Locust Valley for
Train #6502 (8:52 AM Jamaica). Bus service was
provided to Oyster Bay. Trains #6505 and 6507
originated at Locust Valley, making all stops to Jamaica. Direct bus service was provided from Oyster
Bay to Mineola.
A color brochure was issued for the Barlcays PGA
Tour event at Bethpage Black, August 23 through August 26, with half-hourly service between 9 AM and 9
PM at Farmingdale. The Long Island Rail Road teamed
up with CooCoo, the Long Island technology firm, which
developed an app for this event. With LIRR/CooCoo
mobile ticketing, LIRR riders, for the first time, can print
bar-coded rail tickets at home or in the office or display
the ticket on a smart phone for validation.
For the U.S. Open (August 21-September 12), there
are two timetables: August 21-September 3 and September 4-9, the latter due to the September 4 timetable
change.
Once again, joint LIRR/NJT tickets to the
"Meadowlands" station for off-peak one-way, round-trip,
and ten-trip travel are being sold. At LIRR ticket machines, passengers have to select the button that reads
"...to Another Station", and then select "M," then
"Meadowlands Station.”
NJ TRANSIT
Effective August 1, NJ Transit made a change in its
fare policy that only round-trip tickets would be sold to
events at the Meadowlands.
The email alert was very mysterious: “MetLife Stadium: Large Crowd Expected at MetLife Stadium for Major Event — Wednesday, August 1, 2012 (Rain date:
August 2).” Passengers were advised to allow extra
time while traveling through Secaucus Junction. I
checked the NJ Transit website, and finding no details,
searched the Internet, all to no avail. On the way home I
asked a the Customer Service Agent at Secaucus Junction and was given just two words: “Agudath Israel.”
This time the Internet search gave details of a major
celebration for Orthodox Jews to mark the culmination
(Continued on page 13)
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of a 7½-year study of Talmud. The last time that this
event occurred, 7½ years ago, three venues in New
York City were used. MetLife Stadium can accommodate 90,000, and it was reported that the event was
sold out months in advance. Commuters were advised
to expect large crowds starting at 4 PM. The same rail
service plan that is used for football games and concerts where attendance is expected to exceed 50,000
was used.
On the afternoon of August 1, passing through Secaucus Junction, one could not help but notice the extreme
police presence. Tables were set up between the escalators adjacent to Tracks G and H for police to conduct
random searches. The one Meadowlands-bound train
that I saw had six multi-level cars, and originated at Secaucus Junction. “Regular” service operated from
Tracks E and F.
Between 2:41 and 8:31 PM on Saturday, August 11,
14 Meadowlands shuttles were operated for the
“Brothers of the Sun Concert” starring Kenny Chesney
and Tim McGraw. Westbound service was not provided
from Hoboken; only the last 4 of the 17 eastbound departures went to Hoboken, and this was only done because there were no longer any eastbound Bergen
County, Main or Pascack Valley Line trains operating
after 11:07 PM. Passengers headed to the concert had
limited options from Hoboken. A check of the timetables
shows that after 2:20 PM, and only counting the trains
until 8 PM, there are 11 Main/Bergen, 6 Pascack Valley,
and a pair of Port Jervis Line westbound trains. Eastbound to Hoboken, starting after the scheduled 8:03 PM
shuttle, arriving at Secaucus Junction at 8:16 PM, there
are only four Main/Bergen and one each Pascack Valley
and Port Jervis Line trains.
Meadowlands rail service was also provided on Saturday, August 18, for the Jets vs. Giants pre-season game
and at the same time, on-line ticketing was introduced.
Up to eight tickets can be purchased at a time.
The Pascack Valley Line, which I regularly ride, has
an on-time performance in the high-90s (%), so it was
unusual that on two consecutive days my trips were
disrupted. It began on Monday, August 6, when I left the
city early, riding Train #1621, which departed from Secaucus Junction at 2 PM. Shortly after the train arrived
at the next stop, Wood-Ridge, the Conductor announced that due to strong diesel fumes the train was
being removed from service. The approximately 70 passengers detrained and awaited the arrival of Train
#1653, which normally terminates at New Bridge Landing, but instead, went all the way to Spring Valley. The
Bergen Record reported that the train crew was taken
to a hospital due the diesel fumes. All told, we were delayed about one hour.
The next evening, en route to Secaucus Junction, I
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received an alert that due to a “trespasser incident,”
service was suspended on the Pascack Valley Line.
Customer Service at Secaucus Junction announced
that trains would operate to New Bridge Landing and
that there would be buses to take us the rest of the way.
My train was routed into the two sidings (Sack and
Cole) that are east of New Bridge Landing to enable
two trains that were being returned to Hoboken to proceed. Once we were on the buses (there were two
NABI buses), and the train had departed the station, an
advisory went out that service was being restored. This
delay had me arriving back at my car 40 minutes later.
The woman, who was hit, survived and was taken to a
hospital.
After the August Bulletin went to print, I spoke with a
Conductor on the Northeast Corridor who told me that
the first day that monthly and weekly tickets were inspected with the UV scanners (July 16), he heard about
30 commuters were arrested. Member Richie Schulman
corrected me — the security feature is not a hologram,
but rather printed in fluorescent ink, akin to getting a
rubber stamp applied to your hand that permits re-entry
to an event. The “five-pointed star” that appeared on the
July tickets was also used in August.
Comet V cab cars are making more frequent appearances on the Atlantic City Line, according to photos that
were sent by member Bob Vogel. On July 24, Bob spotted 6020 and 6045 assigned to Trains #4628 and 4631.
On August 7, P40 4802 was powering a train with 6045
as the cab car. Due to heavier riding caused by the Atlantic City Air Show, Bob reported that five-car trains
were operated on Friday, August 17.
PORT AUTHORITY TRANS-HUDSON CORPORATION
During the first half of this year, PATH reported that
ridership was up and projected to exceed last year’s
record. The 39 million riders from January through June
made for a 3.7% increase over the same period in 2011.
A projected 78 million riders would break last year’s record of 76.6 million passenger trips. Thanks to member
Al Holtz for sending this report.
PORT AUTHORITY OF NEW YORK AND NEW JERSEY
As I pass through the LIRR concourse in New York
Penn Station, I don’t take particular notice of the
AirtrainJFK brochures. However, Richie Schulman informed me that a new edition was issued in July. When
I compared the current edition with one dated March,
2009, it was apparent that peak hour service had been
reduced. Between 4 and 7:30 AM and 3 and 8 PM,
trains ran every five minutes; the service now operates
every 7 minutes. Trains still run every 15 minutes between 8 PM and 4 AM, and every 10 minutes from 7:30
AM to 3 PM.
METROPOLITAN AREA
On July 24, the City of New York acquired from CSX
the final segment of the High Line. The half-mile section, like the other two, was donated by the railroad.
(Continued on page 14)
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Design of this section is already underway and construction is expected to begin later this year. The High
Line is owned by the city, but maintained by the nonprofit group, Friends of the High Line.
AMTRAK
A
preliminary
proposal
for
a
highspeed Amtrak corridor through Philadelphia has been
lofted in the press. Undated and attributed to unnamed
"Amtrak and city officials," it has a new 200 mph line,
largely in tunnel, diverging from the present Amtrak line
south of the Philadelphia airport, running through
the city, and rejoining the present Amtrak main line
north of the city. New stations would be located at the
airport and where the new tunnel would pass under the
present Market East station, which is served by SEPTAs
regional
rail
and
Market-Frankford
El. Preliminary budgeted costs are in the neighborhood
of $3 billion, with no firm funding of any kind in
sight. Notably, the line would bypass 30th Street Station,
presently Amtrak's second busiest, which would continue to be served by present Northeast Corridor trains. An
Amtrak spokesman stated that the existing line via 30th
Street was too congested and curvy to allow true highspeed service. At a public meeting held in Philadelphia
on August 20, a spokesperson from FRA said that
"several alternatives will be unveiled in spring, 2013."
By spring, 2014 these options will be narrowed to
"reasonable" alternatives, with a final "preferred alternative" due in March, 2015. A DVARP spokesman said the
group they will not take a position on the routing until
engineering and financial studies have been completed,
but already protests are being heard about the cost
of tunneling, and about bypassing 30th Street Station.
The last are apparently largely for sentimental and aesthetic reasons. The project website is http://
www.necfuture.com. Thanks to member Dave Safford
for this news.
MISCELLANEOUS
The Fayette Central Railroad, a tourist road, announced on July 23 that it would cease passenger operations at the end of this year due to a sharp increase in
freight traffic. According to a report that was forwarded
by Al Holtz, the Fayette Central began service on Memorial Day weekend, 2006 and operates over a former
Baltimore & Ohio line that was sold by CSX in 1996 to
the Fay-Penn Industrial Development Corporation. The
Southwest Pennsylvania Railroad handles freight service on the line.
On August 2, the U.S. Senate Finance Committee
passed a bill that would restore the transit benefit to
$240, matching what auto commuters are allowed. This
provision was part of the last transportation bill, MAP-21
(August Bulletin), but removed before final Congres14

sional approval. Senator Charles Schumer (D-NY), one
of the bill’s sponsors, said that the bill had bi-partisan
support.
Transportation Secretary Ray LaHood has announced
that $473 million in unspent highway funds will become
available for states to use on eligible highway, transit,
passenger rail, or port projects. The states must identify
the projects they plan to use the funds for by October 1
and must obligate them by December 31, 2012. Thanks
to Progressive Railroading for this report.
HSR Updates reported on August 20 that the presumptive Republican nominee for President, Mitt Romney, has threatened to eliminate subsidies to Amtrak. In
fact, other presidential candidates have made this same
statement; however, Congress has a lot more to say
about this and generally votes to retain funding, even if
the levels are reduced.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
This fall, MBTA will begin to increase service on the
Framingham/Worcester Line. Seven weekday roundtrips are set to be added to the current 13. Initially, three
trips will be added, following the final deed transfer. The
remaining trips will appear sometime in 2013, after the
new Rotem bi-levels arrive.
The South Coast Rail (SCR) project, which has been
under study for many years, continues to “chug along.”
Over the past seven months, studies regarding noise,
crossings, and public safety, along with environmental
impact studies concerning water quality and coastal
development management for this $1.9 billion project,
have been wrapped up. SCR would provide service
from Fall River and New Bedford to South Station using
new trackage and the existing Providence/Stoughton
Line. It is estimated that the line would carry between
8,000 to 9,000 daily riders. A trip from Fall River to Boston using electric power is estimated at 73 minutes and
by diesel power, 83 minutes. The New Bedford estimates are 76 (electric) and 85 minutes (diesel).
Although 25 world-wide companies initially expressed
interest in operating MBTA’s commuter rail system,
when it came down to bid opening time, the “T” was
disappointed to see that only two firms submitted bids
— the French company, Keolis, and Massachusetts Bay
Commuter Rail (MBCR), the current operator. MBTA
officials believed that the other companies were scared
off, believing that MBCR had the inside track. With less
than a year until the expiration of the current contract,
the “T” is exploring its options.
During the week of August 13, MBTA unveiled countdown (LED) clocks for the Red Line at South Station to
inform riders down to the minute when the next trains
will arrive. The pilot program could expand by year’s
end to all 51 Red, Blue, and Orange Line stations.
Hyundai-Rotem was scheduled to give its first reports
(Continued on page 15)
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on the delivery status of the 75 bi-level cars that are
under construction at the end of August. There will be
an update in next month’s Bulletin. Thanks to member
Todd Glickman for these reports from The Boston
Globe and The Boston Herald.
Alstom has recently won two contracts to overhaul
rolling stock for MBTA. The recent contract, valued at
$114.7 million, is for the overhaul of 74 Kawasaki bilevel coaches. NETransit reported that the cars are
700-749, 1700-9, and 1711-24. This group was delivered between 1990-1. Options were included to repair
wreck-damaged 1710 and to overhaul 750-781. Back
on June 6, Alstom was awarded a $104 million contract
to overhaul 86 Kawasaki Type 7 LRVs, delivered 19868. This contract also came with options for up to 20 additional cars. Thanks to The Hornell Evening Tribune
for this news.
PHILADELPHIA, PENNSYLVANIA
From Cinders: Between 50 and 70 passengers rode
the final train that was composed of one each Silverliner
II (9010) and Silverliner III (235) on its run from Cynwyd
to Market East. SEPTA graciously extended the run of
this trip, rather than route the train to Powellton Yard.
These two cars were the last survivors of a fleet of a
once 75-car fleet. There were also six Silverliner Is, long
since retired. Details of the last month of service were
published in the August Bulletin. Cinders also answered the question of what comprises the current
SEPTA fleet. In addition to 120 Silverliner Vs (please
see below), there are 231 Silverliner IVs, 45 Bombardier push/pulls (10 cabs and 35 trailers), and 8 exNJ Transit Comet Is (2 cabs and 6 trailers), for a total of
386. Powering the push/pulls are seven AEM-7s and
one ALP-44. SEPTA also owns six diesel-electric
switchers and two de-motored cab control units.
As of July 10, 102 Silverliner Vs (701-734 and 801868) were on the property. Hyundai-Rotem must still
deliver 18 cars. The N-5 cars involved in the July 6 Norristown HSL crash (August Bulletin) were 134 (lead
car) and 151. Regional Rail timetables will be replaced
effective September 9 (except for the Airport Line
(September 5) and Warminster Line (September 8)), not
September 2, as was reported last month.
SEPTA will receive $5 million to make improvements
at the 69th Street terminal, the western terminus of the
Market-Frankford line. 69th Street is also the terminus
for three light rail lines and fifteen bus routes. Thanks to
Dave Safford for this news.
Track work is being done in two phases on the Airport
Line between September 5 and October 7 and then
from October 8 to mid-November. Train times were adjusted and there was some bus replacement service.
Thanks to member Lee Winson for this report.
Several members emailed that SEPTA was named the
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best large transit system in North America on July 26,
by the American Public Transportation Association
(APTA). This award recognizes the authority’s efforts to
“enhance service, efficiencies and overall effectiveness.” APTA cited SEPTA’s consolidated control center,
environmentally friendly construction programs, large
fleet of hybrid buses, and financial management.
A consultant has been hired by SEPTA to conduct the
Alternatives Analysis and Draft Environmental Impact
Statement Planning Study for the extension of the Norristown High-Speed Line to King of Prussia. This project
would extend the line by approximately four miles.
Thanks to member Ira Haironson for this news.
WASHINGTON, D.C. AREA
Metro waived its “no drinking” policy for July 18, in
consideration of the National Weather Service’s heat
advisory. However, this only applied to water in stations
and on board trains, buses, and MetroAccess vehicles.
Starting at 10 PM, for the weekend of September 7-9,
there will be no late night Metro Red Line between
Dupont Circle and NoMa Gallaudet University. In addition to any other inconveniences, this affects one MARC
train, #452, scheduled to depart from Union Station at
10:30 PM on September 7. Riders were advised that
shuttle bus service is being provided and they should
plan their trips accordingly.
Due to extremely high temperatures, there were additional days of reduced speeds for Virginia Railway Express (VRE) trains in July.
At 7:07 AM, August 2, Fredericksburg Line riders were
notified of a possible 45-minute delay due to an 8,500foot long freight train with brakes in emergency in
Woodbridge. Trains were reported moving at 7:31 AM.
VRE reported that through online forums, riders have
been reported that Conductors are not thoroughly
checking tickets. VRE wanted riders to know that its
Conductors are checking tickets and are on the lookout
for counterfeit tickets. Some such tickets have been
confiscated.
Member Howard Mann sent a report from Bloomberg
News titled “Why Metro is Terrible.” The article reported:
“WMATA’s dysfunction is best exemplified by two ongoing operational failures that the agency cannot seem to
fix. One is that the Automatic Train Operation system on
Metrorail malfunctioned in 2009, which led to a train
crash that killed nine people. The crash was three years
ago and the agency still has not been able to fix and
reactivate the ATO system. The system was designed
(at great expense) to run automatically — manual operation reduces capacity and also leads to jerky stops and
starts in stations.” WMATA was also taken to task for
the poor performance of its escalators. Where the goal
is to have 89% availability, last summer the performance fell to 80%.
ATLANTA, GEORGIA
In conjunction with a primary election that was held on
(Continued on page 16)
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July 31, voters were asked to approve a 1% sales tax to
fund transportation for ten years. It failed to pass, 63%37%. Atlanta’s population has grown by more than 4
million in the past four decades, and is expected to continue growing. Metro Atlanta had the most to gain from
the plan, and organizers spent $8 million trying to sell
the tax to voters. The 10-county region was expected to
raise $8.4 billion over the next decade on dozens of
road and transit projects that supporters said would create jobs, ease congestion, and improve frustrated commuters' quality of life. Thanks to Production Manager
David Ross for this report.
TAMPA, FLORIDA
With ridership falling 23% since 2010, the 2.7-mile
TECO Line will be in need of an annual $304,000 subsidy by 2018. That amount could double by 2023 and
increase in future years. Although when the line opened
in 2002 TECO had a $5 million endowment, money is
being drawn out at a faster rate than initially planned.
The city must come up with funding to keep the system
running or else it will be forced to repay some of the
$55 million that was provided by the federal government. The City Council is considering a property assessment in the downtown area. Thanks to member
Dennis Zaccardi for this news.
SOUTH FLORIDA
The following news was originally planned to appear
in the May Bulletin, but was removed due to lack of
space. On March 23, Florida East Coast Industries announced that it planned to start a new passenger service to be called “All Aboard Florida” between Miami,
Cocoa, and Orlando. The 240-mile line, operating over
existing Florida East Coast (FEC) trackage, would require 40 miles of new tracks. In the future there could
be extensions to Tampa and Jacksonville. A 2014 start
has been mentioned for the $1 billion project that will
create approximately 6,000 direct jobs and over 1,000
jobs to maintain the service. Thanks to Dennis Zaccardi
for this news.
Member Larry Sell reported that on July 30, “All
Aboard Florida” had named a prominent architectural
firm to be the Lead Architect and develop the initial concepts for four stations and associated transit-oriented
developments to be located in Miami, Fort Lauderdale,
West Palm Beach, and Orlando. Larry added: “I am
amazed a private rail carrier is making a serious effort
to restore passenger service, and good, moderately fast
service. Three hours between Miami and Orlando is
very good. It beats flying and driving. I am surprised
that even local media* (Orlando) has not even mentioned ‘All Aboard Florida.’ The plan is to build into Orlando International Airport (OIA), but the FEC says it will
connect with Sun Rail. How, I don’t know, since Sun
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Rail will not serve OIA. And I am particularly interested
in how FEC will route from Cocoa to Orlando. The
Beachline Expressway seems logical since it’s a direct
shot from Cocoa to OIA. As with most Florida Expressways, most all cross streets are circumvented by the
Beachline with overhead bridges, not underpasses. It
would seem to be a very expensive proposition to build
rail bridges in the center of the expressway. FEC will
use its own right of way from Miami to West Palm
(where Tri-Rail should have been built in the first place).
I guess if you live in West Palm, FEC will be a great
alternative for express service out of Miami and close to
city centers (unlike Tri-Rail).
“Using the Beachline as an easement into Orlando
would be quite expensive, and the bridgework would be
intensive. But in the articles I have read, the government may have a limited participation. The Beachline in
Orlando is an 8-lane deal, but quickly falls to four lanes
past the Greenway Expressway. Maybe the State will
invest in bridge widening for the future expansion of the
Beachline to six or eight lanes. The State is doing
catch-up in widening expressways. The 95 is still years
away of the road being 6 lanes all the way from the
Florida-Georgia line to West Palm. But if the government participates, FEC may be years away from getting
into Orlando. Then again, maybe I’m wrong. FEC is a
land company and could acquire right-of-way. But with
that scenario, the NIMBY’S will most probably explode.”
*Update – Larry sent a link to an article from The Miami Herald (August 9) that reported this project.
CHESTERTON, INDIANA
Extra westbound service after Notre Dame home football games is being provided by NICTD. The extra train
departs from South Bend Airport 90 minutes after the
conclusion of the game. Regularly scheduled departures are at 5:45 (Train #508) and 10:16 PM (Train
#510). To get to the stadium, a shuttle bus operated by
Free Enterprise, a private company, is available at a
$10 one-way fare or $15 round trip that drops riders off
in front of the stadium. Representatives from this company ride selected eastbound trains to sell bus tickets.
CHICAGO, ILLINOIS
On July 1, Metra launched a beta version of its new
“Rail-Time Tracker” feature on its website. This is available on desktop and mobile websites and allows riders
to check the status of the next train at every Metra station.
Metra is taking another step into the 21st century as it
prepares to introduce paperless ticketing using an app
similar to the ones to be used by Metro-North and
MBTA. The free app will be available to iPhone, Android, or Blackberry users and will enable the purchase
of one-way, 10-ride, and monthly tickets using debit or
credit cards. The “ticket” then shows up on the phone
screen to be checked by the Conductor. No start date
(Continued on page 17)
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has been given.
A dedication ceremony was held on July 19 in Rochelle, Illinois to celebrate Nippon Sharyo’s new car
manufacturing plant, which will produce 160 new Highliners ($577 million) for the Metra Electric Line. Eighty
car shells will be produced in Japan and shipped to Rochelle for completion. The remaining shells will be completed at the 465,000 square foot plant. Nippon Sharyo
received some incentives to place the plant at this location, and it in turn promised to create at least 250 jobs
within three years and retain 15 workers from its previous office in Arlington Heights, Illinois, which now employs 150. The company is hoping to fill its order book
beyond what it already has: 12 DMUs for SMART
(Sonoma, California), 18 DMUs for Metrolinx (Toronto),
and eight bi-levels for VRE. Thanks to member Jim
Beeler for these two news items.
Member Pete Donner sent a report that the Chicago
Transit Authority’s 5000-series cars feature LED signs
that correspond to the color of the line to which they
have been assigned. When CTA originally contracted
for the cars, color electronic displays were not readily
available, and when the technology became more advanced, CTA approved two change orders, upgrading to
the full-color LED signs. The color LED signs will not
cost CTA additional money; the change orders are factored into the purchase price of $1.137 billion contract
for the 706-car order. The first 114 cars, built without the
color signs, will be retrofitted starting this fall. All remaining cars will be delivered with the new signs already installed.
CTA added $15 million to the Red Line Northern
Branch renovation project for track and viaduct repairs.
When completed, slow zones will be eliminated, resulting in a two- to three-minute faster commute. Work on
the Granville and Morse stations was completed, and
Thorndale was scheduled closed August 17, for about a
month. About 1.3 miles of deteriorated track and rail will
be replaced at the Lawrence, Granville, and Jarvis stations, as well as portions of track between Berwyn,
Thorndale, Granville, and Loyola. Waterproofing and
track replacement will also occur between Loyola and
Morse. In addition, viaducts over Pratt and Lawrence
avenues will be repaired, officials said.
The completion of work that started this spring on seven stations is still slated to be completed by the end of
this year, with the additional track and station components set to wrap up by next February, officials said.
Some stations, possibly including Jarvis, Thorndale,
and Lawrence and Foster Street and South Boulevard
in Evanston on the Purple Line, could close permanently under options CTA is considering for its multibilliondollar Red-Purple modernization program. Alternate
access at nearby stations would be provided, officials
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said. Thanks to Ira Haironson for this news.
MINNEAPOLIS, MINNESOTA
Effective August 1, Northstar reduced fares for most
weekday trips by $1. This program will be in effect
through April 30, 2013.
AUSTIN, TEXAS
Capital Metro carried its one millionth rider on August
15. From October, 2011 through June, 2012, ridership
increased by more than a million trips compared with
the same period a year earlier. MetroRail ridership
soared by more than 49%, or 133,000 trips. Bus ridership increased 3.9%. Service was begun on March
22, 2010.
DENTON, TEXAS
The Denton County Transportation Authority held a
community celebration on August 18 to celebrate the
arrival of the Stadler DMUs and new midday service.
Effective August 20, the midday bus shuttles are gone
— replaced by DMU service.
HOUSTON, TEXAS
There was a controversy involving the proposed $823
million Southeast LRT Line because the routing crosses
the property of the University of Houston. Until a resolution was reached, this issue had the potential to delay
the project, which is scheduled to open in 2014. University officials agreed to accept $1.5 million to permit construction along Wheeler Avenue to proceed. Metro will
construct an alternative access road to relieve potential
problems along Wheeler Avenue.
PORTLAND, OREGON
For the first time in its 43-year history, TriMet ridership
exceeded 102 million trips on MAX, WES Commuter
Rail, and bus lines. This equates to a 2.2% gain for FY
2012 vs. FY 2011. The details are MAX (+2.0%), WES
(+12.8%), and buses (+2.4%).
TriMet awarded a $73 million contract to Siemens for
18 model S-70 LRVs on May 24. The cars were purchased as part of the 7.3-mile Portland-Milwaukie LRT
project, which is scheduled to open in 2015. They have
been designated as Type 5, and from the image on
TriMet’s website, the cars will be in the 500-series. The
last order for cars in 2009 was for 22 Type 4s.
SAN FRANCISCO, CALIFORNIA
In the July edition of Progressive Railroading, General Manager Grace Crunican said, “Not all future BART
service will operate with traditional rail cars. The agency
is examining different rolling stock options.” As an example, the Oakland Airport Connector, which will replace the existing AirBART bus shuttle between the Coliseum station and Oakland International Airport, will feature automated people movers. Construction on this
$484 million project began in 2010 and is expected to
be completed in 2014. Also in 2010, construction began
on the $462 million East Contra Costa County Extension; a 10-mile line that line will utilize DMUs. Project
completion is scheduled for 2016-7.
(Continued on page 18)
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Member John Pappas wrote: “In case any of you were
feeling sorry for me with my tough job of commuting to
San Francisco regularly for work, I got to spend the
morning (August 8) playing on PCC 1008 during its
burn-in rounds. We rode a round trip from West Portal
to Beach (Geneva) Division via the M Line, including
looping the carhouse and a nice speed run on the 19th
Avenue r/w. Angel, our Operator, was kind enough to
give us opportunities for photo stops along the way. The
car rides and performs beautifully. The whole propulsion
package was replaced by a new Polish Westinghouse
design (think Konstal, which is now Bombardier). Gone
is the familiar GE ‘cluck.’ Angel said the acceleration
and performance is every bit as good. Once again
we've resisted going electronic. The paint scheme is the
as-delivered in 1948 colors and layout. The interior has
the usual modern F Line green and cream separated at
the windows. Unlike the three ‘Torpedoes’ that went
through the Morrison-Knudsen rehab in 1994, the sliding ventilator control above the windshield was renewed
to original condition. It is good news that the shop has
gotten a jump on the burn-in, as it would be nice to use
this car for the demonstration E Line service on August
25 and 26. It is one more needed double-ender, giving
us nominally seven, counting 1, 162, and 496.”
E Line service, using the double-ended PCCs, did in
fact operate for the America’s Cup World Series event
on August 25-26. This was the routing: Fisherman’s
Wharf past the Ferry Building, but where the F Line
turns west to head up Market Street, the E Line cars
continue south on track built years ago just for them,
connecting with the Muni Metro N and T Lines where
they emerge from the subway at the Embarcadero and
Folsom Street. From there, the cars share tracks, but
not platforms, with the N and T Lines to the Caltrain Depot. Thanks to Pete Donner for this news.

John Pappas photographs

LOS ANGELES, CALIFORNIA
With the start of the collegiate football season, specifically the University of Southern California (USC), the
Los Angeles County Metropolitan Transportation Authority advised that Metro's Expo Line to the Expo/
Vermont or Expo Park/USC stations provides convenient access to the Coliseum and campus. Expo trains
run approximately every six minutes before and after
games, with connections to the Red, Purple, Blue, and
Gold Lines. Metro's Silver (BRT) Line can also be used
to the 37th Street/USC station, just a short walk from the
stadium. Buses run every 20 minutes during the day,
and extra service will be added 20 minutes after each
game.
SAN DIEGO, CALIFORNIA
Member Bill Vigrass sent a report that effective September 2, San Diego Trolley restructured some of its
routes, and all now go downtown. Trips will be quicker
by transferring to/from the Green Line at the 12th & Imperial Transit Center. Transfers between the Orange
and Green Lines will also be at Santa Fe Depot. At
America Plaza, Blue Line trains will arrive and depart on
the track closest to Santa Fe Depot. Orange Line trains
will arrive and depart on the track closest to the America
Plaza office/retail building. Below are the details:
● BLUE LINE: Operates between San Ysidro and
America Plaza. Weekday early morning frequency
increased to every 7-8 minutes
● GREEN LINE: Extended through Old Town to the 12th
& Imperial Transit Center. Frequency increased on
Saturday mornings and on Sunday
● ORANGE LINE: Operates between the El Cajon
Transit Center and Santa Fe Depot. Frequency increased on Saturday mornings and on Sunday.
●
HONOLULU, HAWAII
A plan to add 10 seats to each railcar has been approved. This will be done at an additional cost of be(Continued on page 19)
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tween $1.5 and $1.9 million, according to the report
sent by member David Erlitz. Last year, a consultant
hired by the federal government determined that a lack
of seating might make commuters less willing to utilize
the system. The two-car trains being built by Ansaldo
would hold 318 passengers, but the city planned to provide seats for only 76. That meant up to 242 riders
would be required to stand.
TORONTO, ONTARIO, CANADA
Starting July 29 and continuing through the spring of
2013, the Route 509/Harbourfront streetcar line is being
replaced by buses to enable a rebuilding of the Queens
Quay West. This work includes utility upgrades, new
storm, sanitary, and water main infrastructure, as well
as new tracks and overhead wires.
BRAZIL
Member Allen Morrison sent a report that Brazil will
invest $66 billion to improve its road and rail systems.
This work is being undertaken to solve transportation
bottlenecks and to increase employment. 62,000 miles
of new tracks will be installed and more than 4,500
miles of federal highways will be improved.
SHANGHAI, CHINA
Todd Glickman reports from Shanghai, China, an interesting story of transit and weather together. "The
third typhoon in a week struck China in early August,
and on August 8, typhoon ‘Haikui’ slammed into the China coastline about 200 miles south of Shanghai. For
two days, nearly all commerce in the Shanghai megaplex came to a halt. Over 2,000,000 people were evacuated, and both city airports and the seaport were shut
down. I was in Nanjing (about 200 miles north of
Shanghai) when the typhoon hit, having arrived via the
Shanghai-Nanjing high-speed (186 mph) train earlier on
August 7. On the afternoon of August 8, I was dropped
at the train station for my return to Shanghai at 2 PM,
where I learned that all high-speed service had been
canceled. I was offered ‘standing room only’ on a fivehour local, which I quickly rejected, having seen the
chaos on a train about to leave. Rather, I bought a ticket
for the first high-speed departure, at 5:53 AM the following morning, August 9.
“So I went back to the hotel I had just checked out
from, and stayed overnight. I took a taxi back to the
train station at 5 AM on August 9, only to be told that all
high-speed trains would be suspended again for the
day, and local slow trains were all sold out, even for
standing room! I exchanged my ticket for the 5:53 AM
departure on August 10, and checked back into the hotel. But at noontime the Concierge told me that train
service would return that afternoon. Since in China
there's no way to look at seat availability online, I had to
take my chance and go to the train station — maybe the
third time would be a charm? I prepared to leave the
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hotel at 1:30 PM, but there were still strong squalls of
wind and rain with frequent lightning. The Bellman told
me it would be impossible to get a taxi, but there was a
Metro station a block away. It didn't take me long to
agree! Fortunately there was a break in the rain, and I
made it to the station without getting soaked. The Nanjing Metro is only seven years old, and for my very short
trip (two stations), was quite efficient. I bought a fare
‘token’ (RFID-encoded chip) for 2RMB (~$0.30) at a
vending machine that displays route selections in both
Chinese and English. Fares are distance-based. The
fare control system is exactly the same as the Bangkok
MRT, where you touch the token to the turnstile reader
to enter, and deposit it in a slot to exit. Frequent users
can also have stored-value and unlimited fare RFID
cards. The train I rode was a six-car unitized set manufactured by Alstom, with the ability to walk through the
entire train. Announcements were only in Chinese, but
signage was in both Chinese and English.
“I arrived at the Nanjing train station at 2 PM, and by
2:15 PM had secured a ticket for a high-speed train at
3:21 PM. The journey time was scheduled for two
hours, as this train made seven stops to Shanghai. Some super-express runs are as short as 1:27. The
train left right on time with a light load, but filled up at
intermediate stops. Nearly every seat was taken in my
first class coach (there are 4 first-class cars and 12 second-class cars on the train, composed of two eight-car
unitized sets coupled in a two-set EMU. Total train seating capacity is 1,220). As I have noted in the past, the
ride was remarkably smooth, with very little sense of
acceleration or lateral movement. I arrived at Shanghai
Station one minute late at 5:22 PM. The storm also shut
down Shanghai's famed Maglev train that links Pudong
International Airport and Shanghai for the first time, as
well as outdoor sections of the city's Metro system. As
of Friday, August 10, the storm is gone and things are
back to normal.”
Todd rode the Maglev and sent a photo that displayed
431 km/h (268 mph). In answer to my question whether
it was the fastest that he had ever traveled on land,
Todd replied, “Yes.”
This blurb was in the Shanghai Daily: "The world's
first super-capacitor light-rail train rolls off the production line yesterday in Zhuzhou City, Hunan Province.
There will be no need to install overhead power cables
along railways that such trains will run on. The train was
built by CSR Zhuzhou Electric Railway Company and
can be fully charged in 30 seconds when it stops at a
station." The photo, which accompanied the email,
showed a two-car trainset that resembled a typical EMU
or DMU set.
FROM THE HISTORY FILES
105 YEARS AGO: On September 3, 1907, after only 13
months of service, the Miami Electric Railway Company
ended trolley service. According to Headlights (March,
(Continued on page 20)
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Around New York’s Transit System
Tunnel Boring Machines Finish Digging
For nearly five years, a fleet of 200-ton tunnel boring
machines have been digging 16 brand new concretelined tunnels. Recently, the last tunnel boring machine
completed its work under the Long Island Rail Road
main line in Queens as part of the East Side Access
Project. This machine was named “Molina” for MTA’s
construction chief’s granddaughter. The other machine,
“Tess” (Tunnel Excavation Sunnyside) was also used for
this project. Both machines will be scrapped. The other
East Side Access machines, “Robbins” and “Seli,”
named for the manufacturers, finished their work in
2010. “Robbins” was dismantled and removed, while
“Seli” was buried under Park Avenue near E. 37th Street.

Two other machines digging the city-financed
extension of the 7 line finished their runs underneath
the Port Authority Bus Terminal in 2010. They were
named “Georgina” and “Emma” for Mayor Bloomberg’s
daughters. The machines were dismantled.
In September, 2011, the tunnel boring machine
completed its work in the Second Avenue Subway. After
reaching 63rd Street, it was refurbished and shipped to
Indianapolis for another project. This machine was
named “Adi” for MTA’s President of Capital
Construction’s granddaughter.
Several years will elapse before trains start running
through these tunnels.

New York City Subway Car Update

the new generation rider cars (RD400-RD441) to be
lost, and its remains will probably be scrapped as part
of the disposition effort presently centering on the R44s. As for the single-unit, ex-Flushing Line
“Redbirds” (R-33S series), they stand as thus in late
July, 2012:
(30 cars active)
At Corona: 9308, 9309, 9323
At 207th Street: 9307, 9310, 9315, 9319, 9322, 9325,
9330, 9331, 9333, 9334, 9335, 9336, 9337, 9340, 9341,
9342, 9344, 9345
At 239th Street: 9311, 9312, 9314, 9316, 9318, 9324,
9326, 9329, 9332
(6 cars retired)
9313, 9317, 9320, 9328, 9338, 9343 stored.

(Continued from page 10)

have them performed retroactively, after the balance of
the fleet has been completed by mid-2013.
The train of stored Phase I R-32s that had been laid
up at Fresh Pond Yard since October, 2010 (3370/1,
3630/1, 3786/7, 3836/7) was relocated to East New
York in late July, 2012, but remains out of service.
Retired Equipment and Non-Revenue Events
Omitted from prior updates was the loss of former
“Redbird” rider car RD407, which was extensively damaged in a derailment near DeKalb Avenue on May 17,
2011. The car body (ex-R-33 8869) was wedged into
the tunnel roof and partly crushed after the work train to
which it was attached split a switch. This is the first of
Commuter and Transit Notes
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1974), “the line closed down for a complete ‘overhaul.’ It
never reopened.” Late in 1915, another electric operation, the Miami Traction Company, began operating a
fleet of single-truck battery cars, eventually reaching
Flagler Street. Due to low ridership and a car barn fire,
service ended. Recognizing that some form of rail transit was required, the city of Miami purchased eight single-truck Birneys and leased the operation to the Miami

Beach Railway Company. Over the years the fleet grew
until all service was abandoned on November 14, 1940.
25 YEARS AGO: On September 18, 1987, the Budd
Company sold its Red Lion plant in Philadelphia as well
as its designs to Thyssen. As Dave Safford reported in
the August Bulletin, “Its 2,500 workers lost their jobs,
and the plant was demolished for a golf course in the
late '90s. As a coda, the golf course is also now out of
business.”
News items and comments concerning this column may be
emailed to ERAnewseditor@gmail.com.
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NEW YORK & QUEENS CARS QUIT 75 YEARS AGO
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depend on short-haul business instead.
Deficits, which had been increasing for several years, rose rapidly during and after
World War I because of the rising cost of labor and materials. But Mayor Hylan and the
other city officials insisted on keeping the
five-cent fare.
In the early 1920s, IRT, which subsidized
NY&Q, was on the verge of bankruptcy, but
was able to remain solvent by reducing its
work force. It converted more than a thousand cars to MUDC (Multiple Unit Door Control) and installed turnstiles in most of the
stations. The IRT Directors revealed that they
had already advanced $7 million to the trolley
companies and could not afford to advance
additional funds. IRT allowed NY&Q to default on a December 1, 1921 $5,000 interest
payment due on a $1.5 million mortgage that
NY&Q assumed when it absorbed the original Steinway lines in 1896. The company
also defaulted on the next $45,000 interest
payment. A half-year later, January 15, 1923,
IRT announced it could no longer subsidize
NY&Q, Long Island Electric, and New York &
Long Island Traction. The bondholders
promptly applied for receivership and the
court ordered old Steinway routes separated
from NY&Q.
S.W. Huff, Third Avenue’s President, and
R.C. Lee, an insurance broker, were appointed receivers of the Steinway Lines. They applied for a separate 5-cent fare, which was
upheld by the court. All transfer privileges
between the two companies’ lines were cancelled.
On January 15, 1923, General Andrews
was appointed receiver of NY&Q, which operated the following lines:
(Continued on page 4)
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THE GENESIS OF “DASHING DAN”
Part One—Rapid Transit and Early Electrification
on the Long Island Rail Road
by George Chiasson
(Continued from September, 2012 issue)
As part of the process of restoring operations from
Flatbush Avenue, LIRR instituted “rapid transit” train
service as far as the Howard House, a wayside hotel
located at Alabama Avenue in East New York, on August 13, 1877. Such trains traveled across the Atlantic
main line, on which double track was laid as far as
Schenk Avenue, and shared the railroad with regularly
scheduled passenger service to Jamaica station and
points beyond. In November of 1878 a connecting rapid
transit shuttle was being offered from the Howard
House to “Van Wicklen’s” (a lumber yard at Linwood
Street), and the double track then extended to this point
on July 26, 1879. As of August 29, 1880, the former
Brooklyn & Jamaica main line had been double-tracked
all the way to Woodhaven Junction as part of the deal to
establish service to the Rockaways. Some rapid transit
service was thus extended to the Woodhaven station
(87th Street) until December 31 of that year, by which
time rapid transit trains to Van Wicklen’s were running
at intervals of as little as ten minutes in rush hours and
one hour or less all day, serving a multitude of “local”
stations en route in the grade-level median of Atlantic
Avenue. Half-hourly service to Woodhaven through the
day and evening was finally established on June 4,
1884, then extended all the way to (old) Jamaica as of
May 9, 1887. By 1884 rush hour rapid transit service
between Flatbush and Van Wicklen’s was on an 8minute headway; by 1887 it was down to 7 minutes,
and the Main Line just east of Jamaica (that shared with
rapid transit service from Brooklyn) was double-tracked
as far as New York Avenue to handle the added traffic
burden. Station stops at that time included Flatbush Avenue, Vanderbilt Avenue, Washington Avenue, Bedford
Avenue, Nostrand Avenue, Brooklyn Avenue, Albany
Avenue, Schenectady Avenue, Rochester Avenue,
Ralph Avenue, Rockaway Avenue, Manhattan Beach
Crossing (alternatively known as East New York), Howard House, Van Wicklen’s (Linwood Street), Cypress
Avenue (Crescent Street), Union Course (Rockaway
Blvd.), Woodhaven (87th Street), Woodhaven Junction
(96th Street), Clarenceville (Greenwood Avenue), Morris
Park (Lefferts Avenue), and Jamaica.
In a manner almost like the Ninth Avenue El in Manhattan, smaller, slower “0-4-0” engines (no pilot wheels,
four drivers, no trailing wheels, and no tank, all made by
the Baldwin Locomotive Works) were used when rapid

THE LONG ISLAND RAIL ROAD’S ATLANTIC
DIVISION “RAPID TRANSIT” TRAINS
Though it was part of original terminal trackage used
by LIRR as early as 1836, the inner portion of the
Brooklyn & Jamaica (née “Atlantic”) main line, from the
“South” Ferry (located at the foot of Atlantic Avenue) to
East New York, was forcibly closed on September 30,
1861 due to a Brooklyn city ordinance (in effect but disputed since 1855) that prohibited the use of steam as
motive power inward of the East New York depot. As a
result all passenger trains from the Jamaica station
were diverted to a new terminal at Hunters Point in
Long Island City (previously opened on May 10, 1861),
with some schedules being maintained out of the station at East New York for various destinations. Through
this was formed the original (and surviving) LIRR “Main
Line” from Jamaica to Long Island City by way of Woodside. In 1877 the city of Brooklyn relented and agreed to
once again allow steam-drawn trains to run, but this
time the Long Island Rail Road’s operations were terminated at the a new surface level depot at Flatbush Avenue, while the trackage continuing to South Ferry
(including the 1844-built, stone-lined Boerum Hill tunnel
from Columbia to Boerum Streets) was not revived but
rather abandoned permanently. In addition, the
Douglass Street horse car line of the Atlantic Avenue
Railroad, which had succeeded the Long Island Rail
Road on Atlantic Avenue between Fifth and Washington
Avenues when it was removed in 1861, ceded its trackage back to the railroad (with which it was shared for a
few years), then built its own set of tracks on the south
side of LIRR between the same two points in 1883. As
the St. John’s Place streetcar line, it was electrified by
1896 and operated by Nassau Electric until it fell to the
Brooklyn Rapid Transit Company in 1900. To enable
LIRR to lay temporary tracks in the shared part of Atlantic Avenue so its new tunnel to Flatbush Avenue could
be excavated, BRT agreed to temporarily reroute the
car line to Bergen Street in 1903. Later in time, operation of the 5/St. John’s Place streetcar route was assumed by successor BMT in 1923, then eventually by
the city’s Board of Transportation in June, 1940, under
which it was converted to bus operation in August,
1947. It remains in 2012 as the B45 line of MTA New
York City Bus, and still uses Atlantic Avenue (now
above the LIRR tunnel) from Flatbush to Washington
Avenues.

(Continued on page 3)
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el was joined to the Rockaway Beach Branch on the
upper, a separate stop created on the connecting track
and the original station at Woodhaven (87th Street) eliminated entirely.
By June of 1897, a few rapid transit trips were going
still further beyond Rockaway Junction to Valley
Stream, with stops at Springfield and Rosedale, and
one or two even to Far Rockaway. At that time the list of
local stations had changed yet again and was comprised of Flatbush Avenue, Vanderbilt Avenue, Grand
Avenue, Bedford Avenue, Nostrand Avenue, Brooklyn
Avenue, Kingston Avenue, Troy Avenue, Utica Avenue,
Ralph Avenue, Saratoga Avenue, Rockaway Avenue,
Manhattan Beach Crossing, Howard House, Pennsylvania Avenue, Van Siclen Avenue, Van Wicklen’s, Norwood Avenue, Chestnut Street, Enfield Street, Union
Course, Woodhaven Junction, Chester Park, Clarenceville, Morris Park, Dunton, (old) Jamaica, New York Avenue, Canal Street, and Rockaway Junction. In 1898 the
railroad began working in tandem with the Brooklyn Elevated Railway system to make joint use of available
lines in search of greater convenience for its riders and
some relief for itself, but by this time it was also clear
that LIRR was bearing too heavy a burden when it
came to the onerous, specialized task of linking city with
suburb. Subsequently the company joined in pursuit of
a greater efficiency through alternative technology, and
thus its quest to electrify was initiated. In addition the
State of New York had sanctioned an ongoing commission to investigate the growing infrastructure needs of
this intense operation in 1896, and devise appropriate
improvements for the city’s landscape.
Not long after the Atlantic Avenue Commission’s final
report was adopted by the State of New York in the fall
of 1897, the Long Island Rail Road began a steady progression of changes aimed at amalgamating and otherwise condensing its slow, ungainly rapid transit service
across Brooklyn and Queens in advance of its implementation. During April of 1898 the stop at Chestnut
Street was pre-empted by installation of the new ramp
from the Atlantic Division main line to the Brooklyn Elevated’s structure on nearby Fulton Street. A replacement station was provided four blocks to the east at
Railroad (now Autumn) Avenue, at which point the connecting trackage was again level with the existing rightof-way. A few months later, on November 13, 1898, no
less than thirteen of the local stations across Brooklyn
were permanently shut: Vanderbilt Avenue, Grand Avenue, Nostrand Avenue, Brooklyn Avenue, Kingston Avenue, Troy Avenue, Utica Avenue, Ralph Avenue, Saratoga Avenue, Rockaway Avenue, Pennsylvania Avenue,
Van Siclen Avenue, and Van Wicklen’s. This was essentially the area encompassed by all four sections of the
projected Atlantic Avenue Improvements, less the two
most indispensable locations at Bedford Avenue and
East New York (including both stops at Manhattan
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transit service was first initiated, soon to be supplemented, then replaced by slightly larger and more powerful, but not necessarily newer, locomotives with 2-42T, 2-4-0T and 0-4-4T wheel arrangements that could
support longer trains than the one or two coaches at
first being toted around. LIRR then procured a group of
16 4-4-0s with separate tenders through the early
1880s, which were helpful in supporting its local operations but did require a “turn” after each trip, using one of
LIRR’s nearby turntables at Flatbush Avenue, Jamaica,
and, soon afterward, Woodhaven Junction and Morris
Park. As described above, rush hour service was intense with very tight headways, but not for the entire
length of the line. Ridership continued to grow at a prodigious rate as a result, and within a short time rebuilt
second-hand “tank” engines were being assigned to
rapid transit runs just to keep up with the demand for
equipment. Ten Forney-type 0-4-4T locomotives were
added in 1892, along with 10 that were recycled from
the Chicago “L” system in 1898, not only for rapid transit service on the Atlantic Avenue line but two other
routes. One was maintained from Manhattan Beach
Crossing at East New York to Long Island City via Fresh
Pond Junction from 1883 to 1889 and 1893 to 1903,
while another short-lived local was operated along the
(present-day) Montauk Secondary between Long Island
City and (old) Jamaica from February to December of
1895. Overall through its life, the Long Island Rail
Road’s steam-powered rapid transit operation utilized
approximately 74 locomotives of various types, along
with more than 125 wooden coaches (arranged in consists up to three cars in length) during the preelectrification era.
In 1890, double-track on that portion of the Main Line
used jointly by Atlantic Division rapid transit trains was
extended again to “Rockaway Junction,” where LIRR’s
ex-New York & Rockaway branch of 1872 diverged.
Beginning on June 24 most scheduled rapid transit service was extended to that point, and as of September
15, 1890 its litany of stops had been altered significantly
to include Flatbush Avenue, Vanderbilt Avenue, Bedford
Avenue, Nostrand Avenue, Brooklyn Avenue, Troy Avenue, Utica Avenue, East New York (Manhattan Beach
Crossing), Howard House, Pennsylvania Avenue, Van
Wicklen’s, Norwood Avenue, Woodhaven, Woodhaven
Jct., Clarenceville, Morris Park, Dunton, Jamaica, New
York Avenue (located at the present Guy R. Brewer
Boulevard), and Canal (now 168th) Street before terminating at Rockaway Junction. Another station was added at “Chester Park” (104th Street) in May of 1891 and
then further alterations proceeded in ensuing years.
This included the relocation at Woodhaven Junction in
July of 1895 wherein the station that served Atlantic
Division rapid transit service on its “lower” (ground) lev-

(Continued on page 7)
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New York & Queens 24, last car on Northern Boulevard Line, at
Sanford Avenue.
Bernard Linder collection

New York & Queens 34 in College Point.
Bernard Linder collection

New York & Queens 43 in Woodside in 1935.
Bernard Linder collection

New York & Queens 332 in 1936.
Bernard Linder collection

A New York & Queens car in 1936.
Bernard Linder collection

Main Street near Roosevelt Avenue.
Bernard Linder collection

(Continued on page 19)
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THE STORY OF NYCT SUBWAY CAR AIR-CONDITIONING
by Henry Raudenbush
split system, as was normal on railroad cars, with the
compressor-condenser unit underfloor, and evaporator
units overhead at each end. The system was effective.
At that time the media were full of a series of ads for
L&M cigarettes claiming "they said it couldn't be done
(low tar and good taste) but L&M did it!"
The Hudson & Manhattan ran an ad in all the New
York newspapers with bold type at the top: “THEY
SAID...subway trains couldn't be air conditioned...Now
smart commuters ...ride in 70 degree comfort on the
Hudson Rapid Tubes.“ Railfans, critical of NYCT's toe-in
the water approach, really enjoyed this ad. David slugging Goliath! It must have caused a bit of embarrassment at NYCT. Irrespective of the embarrassment, however, NYCT went on buying non-air-conditioned cars (R21 through R-42).
Eventually, in the 1960s, New York City Mayor John
Lindsay pressured NYCT to go ahead and DO it. When
it had to, NYCT could. It equipped 10 R-38 cars with AC
with 18 or 20 tons capacity (5 of each), ran extensive
tests, and concluded that about 18 tons was necessary.
R-42 was the first contract in which all cars were airconditioned, but half of the cars in the R-40 class also
were. Later NYCT had air conditioning retrofitted to
many cars in earlier series all of which (except the R32) have since been retired and reefed.
Another early installation of air-conditioning in rapid
transit cars was Chicago's Pullman-built 2000-series
(now retired). These had a rather low-budget installation. The evaporator unit hung below the ceiling at the
middle of the car, and there were no ducts to distribute
the cooled air along the car; the unit just blew furiously
in both directions to get cool air toward the ends of the
car. CTA's next order, the 2200s from Budd, had a proper system, as have all subsequent CTA cars.
London Underground is debating what to do for its
deep-level tube lines. They have already had heatsinking problems, with increased performance and longer trains. These tunnels are only ventilated at occasional shafts, although with fans. A recent suggestion was to
add large water tanks on the cars, to store the heat
pumped out of the interior while in the tunnel, and then
cool this water when the train is running above ground
on the outer ends of the line. But this could be selfdefeating, as the weight of that water would add to the
power demand in acceleration, and the heat rejection in
braking.

NYCT did not welcome the idea of air conditioning, for
two somewhat reasonable points:
1. It would just move heat from inside the car to the
outside, resulting in heating up the subways and stations
2. It would add something like 5% to the power consumption of the trains, putting more load on the substations, which were already seeing increased load due to
postwar cars having a bit higher performance, and longer trains on many lines. Like every watt put into the subway for any purpose, this additional energy would end
up as heat in the tunnels and stations, aggravating the
first item.
3. It would add a significant car maintenance requirement.
Up to 1945, air conditioning had only been applied to
long-distance trains — starting in the late 1920s with
sleepers and diners. It was not seen to be necessary on
commuter trains where the rides were relatively short.
But postwar, it began to be provided on commuter cars
— LIRR double-deckers (with a rather weak AC, about
half the capacity later found to be needed), New York
Central 4500 EMUs, and New Haven 4400's (both with
more system capacity).
One R-15 car (6239) was equipped with airconditioning. I do not know what kind of system it was,
or what finally happened to it.
About 1956, ten R-17 cars (6800-9) were equipped
with four small air-conditioning units in the overhead.
Each of these units had a capacity of 1.5 tons; total 6
tons. This was found to be inadequate. No surprise;
intercity cars had 8 tons, with only a small number of
passengers, end doors only, and infrequent stops; subway cars may carry 200 passengers and have many
doors which are opened about every 2 minutes in local
service. These cars were rebuilt with 6 units, making 9
tons capacity. They still had openable windows
(although there was a decal saying they should remain
closed), and no more insulation than was traditional to
keep winter cold out. It was found that they were reasonably pleasant in off-peak hours, but could not cope
in the rush hour. The system was also quite noisy.
NYCT did not proceed further at that time.
In 1959, the Hudson & Manhattan and Pennsylvania
Railroads (partners in the Joint Service to Newark)
bought 50 new cars. Built by St Louis Car, these were
designed from the start to be air-conditioned and had
sealed windows and adequate insulation. This was a

(Continued on page 6)
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While New York City subway passengers were riding in these…

Interior of R-21 7278 in E. 180th Street Yard, June 11, 1957.
Bernard Linder photograph

R-22 7666 at 207th Street station, Broadway-Seventh Avenue
Line, April 25, 1959.
Bernard Linder collection

Hudson & Manhattan passengers were riding in these.

MP-51 1219 at Newark, September 19, 1959.
Bernard Linder photograph

MP-51/Class K interior, July, 1958.
Bernard Linder collection

A couple of experiments in New York City subway car air-conditioning...

R-38s 4142-3 in Jamaica Yard.
Bernard Linder photograph

Interior of R-15 6239, apparently after fans were restored.
Bernard Linder collection
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transit trains continued to serve stations at Flatbush Avenue, Bedford Avenue, East New York, Howard House,
Bradford Street, Linwood Street, Railroad Avenue, Union Course, Woodhaven Junction, Clarenceville, Morris
Park, Dunton, (old) Jamaica, New York Avenue and
Rockaway Junction.

The Genesis of “Dashing Dan”
(Continued from page 3)

Beach Crossing and Howard House) that were used by
through trains to outlying points as well as rapid transit
trips to Rockaway Junction. The rush for immediate
work to begin proved ill-timed, however, as a series of
franchise missteps and legal challenges ultimately postponed the project’s start for another three years. Outraged users did enjoy some brief redress as a result, as
the stations at Pennsylvania and Van Siclen Avenues,
along with Van Wicklen’s, were forced to reopen on January 10, 1899. Yet again to prepare for the projected
needs of the improvement scheme, Pennsylvania and
Van Siclen Avenues were abandoned for a second time
on July 19, being replaced by a new stop located between them at Bradford Street. Also discontinued were
Norwood Avenue, Enfield Street, Chester Park, and
even Canal Street, just past (old) Jamaica, as the summer construction season arrived, but work was again
shelved as the railroad’s entanglements continued
through the rest of 1899 and into 1900. Through this
entire time, steam-powered Long Island Rail Road rapid

LONG ISLAND RAIL ROAD SERVICE BY EL
NUMBER 1-THE CHESTNUT STREET
CONNECTION
29 years after the South Side Railroad began running
full-scale railway trains to the Rockaways, the Brooklyn
Elevated Railroad provided its first taste of rapid transit
operations. On July 17, 1898 seasonal, joint through
service was instituted from Broadway Ferry to Rockaway Beach, with steam-powered elevated trains running
along the Broadway (Brooklyn) elevated to East New
York and continuing up the Jamaica Line (as then configured to Cypress Hills) through the Norwood Avenue
station. From that point they swung one block south on
a short new elevated structure, erected above Chestnut
Street, to a specially-constructed ramp that descended
to merge with the Long Island Rail Road’s Atlantic Divi-

(Continued on page 8)
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14th Avenue underpass, College Point.
Photograph courtesy Long Island Photo Archives

spanned some 20 warm weather seasons (1898-1917)
such a potential certainly existed, but even as the center express track was open on the Broadway-Brooklyn
line for its last summer the service was in a precipitous
decline by that time and its probability uncertain.
When the peak of summer traffic to the beach resort
waned for 1898, the Brooklyn Elevated and LIRR cooperated on a cold weather service alternative from
Broadway Ferry on the Broadway-Brooklyn El to the
Rockaway Junction station. When begun on October 4,
these trains also used the Chestnut Street ramp to
reach the Atlantic Division mainline, then continued
through “Old” Jamaica Station to their ultimate destination, complete with a steam-powered Brooklyn Elevated
consist and a LIRR crew. Such an undertaking served
to aid LIRR’s stressed rapid transit service both operationally and financially, but was apparently not as successful as hoped since it was discontinued on January
10, 1899. Steam-powered trains from both the Brooklyn

sion main line just west of its new rapid transit stop at
Railroad Avenue. Once on LIRR these “visiting” elevated trains proceeded onto the Rockaway Beach Branch
at Woodhaven Junction and then continued to Rockaway Park, where the Brooklyn Elevated even established its own “depot.” Service was operated with both
Brooklyn Elevated Railroad and Long Island Rail Road
steam-powered equipment in 1898, and ran on a generous schedule throughout the day during the summer
months. A premium fare was collected on these
“Rockaway Beach Specials,” for which they paused on
the Chestnut Street Connection, but on the BroadwayBrooklyn elevated line they made all local stops as far
as East New York (with advertised free connections
from Downtown Brooklyn and Lower Manhattan via the
Lexington Avenue El at Gates Avenue), then no stops at
all for the remainder of the trip; vice versa toward
Broadway Ferry. Through “express” trains were initially
projected, but it is unknown if they ever actually materialized over the relatively long life of this service. As it

(Continued on page 9)
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ramp to have a unique conductive shoe "adjuster" installed at its base to enable the Long Island Rail Road
MU and BRT el cars’ third rail shoes to be either raised
or lowered slightly so they could run on both companies’
lines. Use of these adjusters required that all rolling
stock that (slowly) passed through them be modified
with “Boyd” cam-mounted shoes, and so equipped were
the LIRR MP-41s plus BRT’s 1200-, 1300-, and 1400series motors. The T-39 wooden cars and BRT trailers
were powered by jumper cables and did not have third
rail shoe beams at all.
Although most Broadway-Brooklyn elevated service
was rerouted from Broadway Ferry to the new Delancey
Street stub in Manhattan via the Williamsburg Bridge in
September of 1908, its start occurred too late for implementation on that summer’s BRT/LIRR trains to Rockaway Park. These were finally extended at the start of
the following season on May 30, 1909 and remained as
such for the next five summers. BRT’s own elevated
service to Broadway-Brooklyn, Cypress Hills, and Canarsie, along with the Rockaway Beach Specials, were
extended as one from Delancey Street to the new
Chambers Street terminal on August 4, 1913. Initially
they only used the northern and western tracks of the
new subway under Delancey and Centre Streets (now
J2 and J4) in an ironic preview of their consolidation 91
years later. This changed again when the first BRT subway trains began running into Chambers Street off the
Manhattan Bridge on June 22, 1915 and all runs toward
the Williamsburg Bridge, including the joint Rockaway
Park service, were switched over to Track J1 through
the Canal Street and Bowery stations.
In any case, BRT and LIRR did manage to run specials from Chambers Street to Rockaway Park through
the summer of 1917, by which time the United States
was involved in the Great War in Europe. As joint service for that year ended on September 3, its patronage
was down to less than a third of that enjoyed before
1910. This combined with the mentality of wartime
made such perceived frivolities as “beach trains” to be
frowned upon in general, and the Public Service Commission imposed an order to cease its operation. The
Chestnut Street connection was partially stripped of
track in 1921 and never again regularly used, while the
LIRR ramp, the one-block connecting structure, and the
former BRT tower at Chestnut Street were finally demolished in 1942 to provide scrap material for World War II.
Nevertheless, the “ghost” of a structural remnant was
still visible until the aged steel girder work at Chestnut
Street was replaced as part of the capital reconstruction
of this portion of NYCTA’s J line in 1981-3.
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Elevated and LIRR then continued to be utilized on the
annual service to Rockaway Park for the next few summers, even though the Broadway-Brooklyn elevated
itself was electrified on July 1, 1900 after the Brooklyn
Rapid Transit Company had assumed control. With all
BRT trains electrified prior to the 1905 season, LIRR
then had to provide all the rolling stock for this jointly
operated service because they still rostered the
“Forney” locomotives that were required once off of the
BRT’s Jamaica elevated, along with about 50 earlier
wooden “rapid transit” coaches dating from the 1877-9
period.
Another significant change in that time was addition of
the two outer tracks to the Atlantic Division mainline in
the first half of 1905, as well as the installation of a
more elaborate interlocking at Woodhaven Junction, all
to add capacity in anticipation of its imminent electrification. The two new tracks were added from the base of
the Chestnut Street ramp to Woodhaven Junction, and
were intended for use by “rapid transits” to Rockaway
Junction along with LIRR’s Rockaway Local trains,
while joint BRT/LIRR Rockaway Beach Specials would
continue to operate as express trains and use the
(original) middle irons. Even after the Atlantic Division
and Rockaway Beach Branches were initially electrified
in July of 1905, the joint BRT Specials were still required to use steam-powered rolling stock because the
Chestnut Street ramp had not as yet been equipped
with third rail. This finally changed when BRT integrated
the former Brooklyn, Rockaway Beach & Canarsie excursion railroad into its elevated system on July 28,
1906, at which time all Rockaway Beach Specials also
began to utilize electric third rail for motive purposes.
The two operators then resumed the former sharing of
equipment and crews, with LIRR supplying sets of MP41 MUs bracketing T-39 wooden gate cars for its portion of the joint service (this after the original BroadwayBrooklyn El was reinforced for the added weight).
Through the years Rockaway Beach Specials used
BRT personnel from its terminal at the Brooklyn (later
Manhattan) end as far as Chestnut Street Tower, and
LIRR Engineers and Conductors from there to Rockaway Park, even though both crews apparently rode
through to both terminals (and were members of the
same union—the Brotherhood of Locomotive Engineers). Of further interest was the observation that the
Broadway and Jamaica Els were then still using
an early form of third rail that was closer to the running
rail, open-topped and slightly higher than the woodenguarded, LIRR type. This required the newly-electrified

(To be continued)
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METROPOLITAN TRANSPORTATION AUTHORITY
As I write this at the end of August, it has been one
year since Tropical Storm Irene caused devastation
along the eastern United States. On August 27, MTA
reported that it had submitted its Federal Emergency
Management Agency (FEMA) and insurance claims to
recover the $65 million in losses it suffered due to flood
and wind damage to the infrastructure. FEMA has so far
approved a total of 59-project worksheets system-wide
totaling $27.7 million covering multiple locations
throughout the MTA service area. Each "project worksheet" was verified, including site visits and document
reviews. Copies of contractors' bids and contracts, audited payrolls including overtime payments, invoices for
material procurement, project completion, and more
were included in the thousands of pages that were submitted to FEMA and more than 13 companies that insure MTA. Typically FEMA reimburses about 75% of
approved costs. This recovery is expected to cover a
significant portion of the MTA's $25 million insurance
deductible. Metro-North's claim for losses is approximately $27 million, of which $21 million is dedicated
towards the west-of-Hudson. Metro-North repairs came
in well below initial estimates made immediately after
the storm and were completed in less than three
months. Details of this service disruption were reported
starting with the October, 2011 Bulletin and continuing
through the March, 2012 Bulletin. Other MTA agencies
also submitted claims.
MTA METRO-NORTH RAILROAD (EAST)
Shortly before 4 PM August 20, a contractor cut a signal cable in the vicinity of Glenwood/Yonkers, causing
delays of up to 30 minutes and train cancelations. Riders were offered the option of using the Harlem Line.
Metro-North employees worked through the night to
make repairs and were able to return two of the four
tracks to service for a normal morning inbound commute. Outbound commuters were told to expect up to
20-minute delays, later reduced to 5-10 minutes. MetroNorth issued this statement: “The underground cables
are located on railroad property adjacent to an old power substation currently being renovated by a private developer. Both at the site and in writing, Metro-North officials have repeatedly warned the contractor and developer to cease all work until the proper approvals were in
place and told the parties that there were Metro-North
utilities buried in the area. The complete disregard of
these directives is inexcusable. As a result of this damage, trains had to operate at a severely restricted speed
of 15 mph through this area, resulting in delays.” At 3:39
PM, almost 24 hours after the incident began, trains
were reported as operating on or close to schedule.
10

No. 287
by Randy Glucksman

As was reported in last month’s Bulletin, new timetables were issued for the Hudson Line, effective August
27. Although there were no changes, the Harlem and
New Haven Lines (July 2-October 13) also got revised
editions due to the change in ticket refund policy. The
August 27 Hudson Line timetable included a note that
the change would go into effect on September 4.
Busing on the Waterbury Branch, which began on July
2 and was scheduled to end on September 2, has been
extended until September 23. Rail service was scheduled to return the next day.
There were Madonna concerts at Yankee Stadium on
Thursday, September 6 and Saturday, September 8.
PDF versions of the schedules were on the Metro-North
website. Service was similar to what is operated for
Yankee games. According to news reports, the concerts
were sold out.
The 2012 edition of Metro-North’s Service to Football Games at the Meadowlands was available during
the first week of September, in time for the September 9
game featuring the Jets vs. Buffalo. The service is one
train in each direction, as has been done in recent
years. Train #3137 departs New Haven at 8:48 AM and
the return, Train #3148, departs from New York Penn
Station at 5:54 PM. Details of the service are included
under NJ TRANSIT, below.
Midday service on the New Canaan Branch was replaced by buses between September 10 and October 5
to permit track maintenance work. Affected are trains
departing from New Canaan between 9:36 AM (Train
#1745) and 3:27 PM (Train #1771) and from Stamford,
9:06 AM (Train #1712) and 2:57 PM (Train #1734).
Metro-North is holding four information sessions in the
Bronx between September 10 and October 22 on the
Penn Station Access Study, which would add service in
the east Bronx and new stations at Co-op City, Morris
Park, Parkchester, and Hunts Point via the Hell Gate
Bridge to New York Penn Station.
MTA METRO-NORTH RAILROAD (WEST)
Metro-North issued a revised April 1 Port Jervis/
Pascack Valley Line timetable effective September 4, to
reflect the new ticket refund policy.
Bus service was provided between Ramsey/Route 17
and Port Jervis over the weekend of September 21-24
to enable replacement of the switch at Central Valley, as
well as culvert maintenance work at Sloatsburg. Riders
were told to expect 20-55 minutes of additional travel
time. Leprechaun Bus Lines provided the buses for this
work and for the midday weekday work to accommodate a separate tie replacement project between Middletown and Salisbury Mills. This work is scheduled to
(Continued on page 11)
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continue through November 9.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
M-8 status remains unchanged from July 31, showing
128 cars with 122 in service and 6 undergoing Kawasaki inspection. Meanwhile, member Bill Zucker has observed 9100-9211, 9214-25, 9230-3, and 9238-43. The
latter six cars were being tested.
The first train of M-8s entered service on May 10,
2011 (July Bulletin), and it took until September 4 for
me to take my first ride in this equipment. I chose this
day because I was taking care of my grandson. Upon
arrival at Grand Central Terminal, the departure board
showed a local train (#1326) leaving at 11:37 AM, which
had M-8s. It was an uneventful trip, and the cars are
quite comfortable. My grandson enjoyed the ride as
well. After detraining at Stamford, we went over to the
westbound platform and caught Train #1559, an express composed of M-2/M-4/M-6s, and being it was
past my grandson’s naptime, he slept all the way back
to Grand Central Terminal.
MTA LONG ISLAND RAIL ROAD
New timetables were issued for the period September
4-November 11. This edition includes some of the trains
that were canceled due to the budget cuts in June, 2010
and have been restored per MTA Board action (August
Bulletin). With these PM Peak restorations, one train to
Huntington and two trains to Ronkonkoma, which had
stops added to their runs, have had them removed. In
anticipation of the opening of Barclays Center Arena in
Brooklyn, evening service to and from Atlantic Terminal
is adjusted between 1 and 5 minutes on five late-night
trains to improve connections and open up capacity for
event-specific service. Timetables were also issued for
Mets-Willets Point, September 4 and Belmont Park Fall
Meet, September 8-October 28.
The next round of track work, which is taking place
during weekday middays and on weekends, has caused
some adjustments to trains:
● MAIN LINE: Concrete tie replacement work results in
two of four tracks between Jamaica and Queens
Village being out of service. Three late night/early
morning trains are adjusted 1 to 7 minutes later to
accommodate this work. On work weekends
(October 27-28 and November 3-4, 10-11, and 1718), westbound riders at Hollis and Queens Village
have replacement bus service
● HUNTINGTON/PORT JEFFERSON: To allow tie work to
occur between Syosset and Huntington, some midday Huntington and Port Jefferson trains are adjusted between 1 minute earlier and 1 minute later than
usual
● OYSTER BAY: Because of the track outage on the
Montauk Branch between Freeport and Wantagh for
third rail replacement, five westbound Oyster Bay
11

trains are moved 10 minutes later to accommodate
connections in Jamaica
● LONG BEACH AND BABYLON: Over the weekends of
September 8, 15 and 29, one of four tracks was out
of service for switch resurfacing and replacement in
Valley Stream. On September 8, van service was
provided for St. Albans riders between Jamaica and
Rockville Centre, and a timetable card was issued
● BABYLON/MONTAUK: One of two tracks is out of service midday between Freeport and Wantagh so that
third rail can be replaced. All eastbound and westbound express trains are cancelled midday weekdays. Patchogue/Speonk/Montauk Scoot connections have been moved to connect with local trains,
both eastbound and westbound. Westbound trains
have been moved 5 to 10 minutes later and eastbound riders will experience up to 17 minutes of
additional travel time.
Special timetables for the Far Rockaway and Long
Beach Branches and timetable cards for the Hempstead, Babylon, and Montauk Branches were issued for
two Saturdays, September 15 and 29, to enable switch
work to be performed at Valley Interlocking. Departure
times are 3-19 minutes earlier than the normal train
times.
These special timetables were also issued:
● Port Jefferson — September 22, switch renewal
and track work. Service reduced to hourly at Huntington and every two hours at Port Jefferson
● Ronkonkoma — September 22, Sperry Rail Testing
during the overnight. Bus service was operated between Ronkonkoma and Hicksville.
Member Howie Mann sent a report that LIRR ended
the use of Train Orders on its railroad on September 2.
This took place when Train #8743 (11:52 PM Southampton/Jamaica) was issued a directive at 11:43 PM
that the train should operate at restricted speed at
Ocean Avenue in Patchogue. There was one final Train
Order at 11:59 PM, which formally retired the use of the
form. Its replacement is “Form L,” which is similar to
what Metro-North uses. Both forms are used to issue
instructions to crews and other personnel and evolved
from the NORAC (Northeast Operating Rules Advisory
Committee) rules, which are used by many railroads in
the northeastern United States.
NJ TRANSIT
The Atlantic City Line got a new timetable effective
September 9 to enable Sunday-Thursday night busing.
Academy Bus is providing the service between Lindenwold and 30th Street Station. There is an additional note
about SEPTA’s work on its Airport Line (September Bulletin). Riders were advised to check SEPTA’s website
for schedule information. Regular service returns on
November 18.
The dates that Meadowlands rail service operates are
being presented differently this year. In past years there
(Continued on page 12)

NEW YORK
BULLETIN
OCTOBER,
ERADIVISION
BULLETIN
- OCTOBER,
2012 2000
Commuter and Transit Notes
(Continued from page 11)

was a listing of dates and the events on a page. To access this information now, once at the NJ Transit website, select Ticket Options/Meadowlands Ticketing. Next
to “Event,” there is a dropdown menu listing all of the
events and dates. At the same time, you can order
Round-Trip Adult Tickets, also by way of a dropdown.
Effective August 1, only round-trip tickets are sold to this
venue (September Bulletin). Below are the dates that
rail service did or will operate through the end of this
year. The dates that are bolded reflect 1 PM games
with Metro-North service from New Haven. The December 2 and 30 (*) games could change from 1 PM due to
the National Football League’s (NFL) Flexible Scheduling, and if so there would not be service from New Haven. Only events scheduled through the end of this year
are currently listed.
DATE
August 24
August 26
August 29
September 5
September 8
September 9
September 16
September 19, 21, 22
September 30
October 7
October 8
October 14
October 21
October 28
November 4
November 22
November 25
December 2*
December 9
December 23
December 30*

EVENT
Giants vs. Bears
Jets vs. Panthers
Giants vs. Patriots.
Giants vs. Dallas Cowboys
Syracuse vs. USC College
Jets vs. Buffalo Bills
Giants vs. Tampa Bay Buccaneers
Bruce Springsteen and E Street Band
Jets vs. San Francisco 49ers
Giants vs. Cleveland Browns
Jets vs. Houston Texans
Jets vs. Indianapolis Colts
Giants vs. Washington Redskins
Jets vs. Miami Dolphins
Giants vs. Pittsburgh Steelers
Jets vs. New England Patriots
Giants vs. Green Bay Packers
Jets vs. Arizona Cardinals
Giants vs. New Orleans Saints
Jets vs. San Diego Chargers
Giants vs. Philadelphia Eagles

To provide additional service to the “Rock The Bells”
Concert at the PNC Arts Center on September 1 and 2,
four trains that normally operate as shuttles between
New York Penn and Secaucus Junction were extended
to Aberdeen-Matawan. Those trains are: #7629 (8:51
AM), #7633 (9:50 AM), #7637 (10:54 AM), and #7641
(11:55 AM). There was also additional return service:
Trains #7670 and 7672, which departed from AberdeenMatawan at 11:15 and 11:45 PM, making most station
stops to New York Penn Station.
The New Jersey Association of Railroad Passengers,
in the August 29 edition of its Newsletter Report, reported that a last-minute change in the August Board
Agenda removed “1208-45 RAIL ROLLING STOCK
PROGRAM: ENGINEERING ASSISTANCE CONTRACT AMENDMENT FOR DESIGN OF MULTILEVEL
12

POWER CARS”. Its approval would have started the
process for the design of multi-level cars as motor cars,
not trailers. This concept was reported in the June Bulletin. Member Jack May, who is also an NJ-ARP VicePresident, delivered a statement with numerous questions. While it is known that these cars would replace
the Arrow IIIs, how many would be purchased is unknown. Also to be answered is how many of the 230
Arrow IIIs would be retained, as there is an on-going
project to rehab an unspecified number of them. These
cars can be identified by their gray roofs.
Jack May rode the Princeton “Dinky” during August
and reported that during the shutdown (August Bulletin), “the work done was nothing short of a first-class
rehab. The vegetation along the entire ROW has been
cut back and removed. The overhead powertransmission wire has been replaced. The track lubrication system has been replaced before the (squealing)
curve at the Junction. Major tie replacement and ballast
renewal was (subsequently completed). Best of all, the
rail was reversed — the equivalent of rotating tires —
providing a brand new wear surface to the wheels.”
I received an email advisory that beginning on or
about September 14 and continuing through the end of
October, platform work on the west end of Tracks 5-10
in New York Penn Station would be underway. Amtrak
placed barricades on the platform along the west end of
Tracks 5-6, 7-8, and 9-10 as work on the Moynihan Station project continues.
During mid-August, yellow decals were applied to the
recently installed scanners on the fare gates at Secaucus Junction (Upper Level). These decals contain two
QR codes plus a clear glass protecting the reader.
Please see photo below.

For the third consecutive month, the security icon on
monthly and weekly tickets is a star.
Several members sent reports about the ALP-45DPs,
and I’ll start off with Jack May and member (NJ-ARP
(Continued on page 13)
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Director) Phil Craig, who reported that as of August 8,
six of the eight weekday starts on the non-electrified
portion of the Montclair-Boonton Line (between Dover
and Hackettstown), including those trains routed via the
Morris & Essex east of Denville, are being propelled by
ALP-45DP locomotives. These engines are capable of
powering 10-car trains of multi-levels in electric mode
and 8-car trains in diesel mode. The nine additional
ALP-45DPs were ordered because nine additional locomotives were needed, and it was determined that it
would be better to absorb the extra cost (between dual
modes and straight diesels) instead of adding a new
class of locomotive (with different parts and maintenance methods) to the roster.
Next up was this one from member Bruce Russell,
who wrote: “I see them racing through South Orange
where I live, taking current from their single pantograph.
From Dover to Mt. Olive or Netcong they run as dieselelectrics. Finally, the Pascack Valley Line train that I
rode home from Secaucus Junction on August 31 had
4509. For me, it was the first time that I had ridden a
train powered by this type of engine.”
PORT AUTHORITY TRANS-HUDSON CORPORATION
On August 26, PATH unveiled its new $66 million Control Center. According to the report in The Star Ledger,
when it becomes operational in the coming months,
trains will be able to operate at four-minute headways
rather than ten minutes. (Editor’s Note: That is not correct,
as there are presently four-minute headways on the Newark/
World Trade Center route.) The main control room of the
new center includes a bank of 192 video screens that
display multiple live images of all 13 stations, a feature
officials said will enhance security. Thanks to Al Holtz
for sending this report.
PORT AUTHORITY OF NEW YORK & NEW JERSEY
One hundred forty AirTrain JFK passengers aboard
three two-car trains were stranded for nearly two hours
during the evening of August 25. All ultimately had to be
escorted nearly a mile by Port Authority Police along the
roadway to the nearest (unnamed) station where buses
were waiting to bring them to their destinations. This
incident began at 5:33 PM. According to the report in
The New York Times, there was a lack of information
and at one point, the air-conditioning shut down. PA
later reported that the cause was a computer malfunction that was eventually traced to a loose wire in the
main computer. Service was restored at 10:18 PM. PA
has a contract with Bombardier, which is responsible for
maintaining AirTrain JFK, and promised a full investigation into the delay in notification.
METROPOLITAN AREA
Member Frank Pfuhler forwarded a press release reporting that on August 26, Governor Dannel P. Malloy
and Democratic state legislators from the East Haven
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area announced that the State Bond Commission was
expected to approve a $1 million state grant for the
Shore Line Trolley Museum (Branford) to construct new
trolley storage buildings above the flood plain. (Editor’s
Note: At a recent ERA meeting, member Jeff Hakner gave a
presentation about this project.) Museum General Manager Wayne Sandford said a majority of the museum's
collection of 100 trolleys, which are an average 100
years old, will be moved from their current location on a
flood plain to two new buildings that will be constructed
above the 500-year flood level and several feet above
the high-water mark of the 1938 New England Hurricane, which is considered the most devastating New
England hurricane in recent history and which buried
the trolley property under 12 feet of water. Sandford has
spent the past 18 months fundraising from museum
members and the public to fund the estimated $2 million
cost of building the new trolley sheds and track. The
value of the trolley collection is estimated at tens of millions of dollars, he said. This action by the state will preserve an important part of Connecticut's heritage for
many, many years to come. "This grant will help get
these trolleys out of harm’s way. It means so much to
us. It's huge." Frank reported that the Connecticut Bond
Authority approved the bond issue.
In a subsequent email, Frank wrote: “Our capital campaign is now at the 75% mark, and the finish line is in
sight. The State grant ensures that the project phases
of site work and construction of both buildings are fully
funded. Final bids are now being received from 4 different bidders, and construction will start on November 1,
with a groundbreaking ceremony at the museum on
November 3. By early 2013, both buildings are expected to be up! But now is not the time to rest. With
help from our loyal members and supporters, we will
complete this campaign and enter 2013 knowing that
the entire project will be accomplished.”
The 130-year old Sparta train station on the New York
Susquehanna & Western was destroyed by a fire, which
was reported by a passing motorist at 3:49 AM, September 3. The Star-Ledger reported that the building
was being renovated by its owners, Station Holdings
LLC, for office space use. The four-acre site, which includes the new Sparta PAL building, includes a former
Superfund cleanup site. Passenger service at Sparta
ended in 1935. The cause of the fire was under investigation.
AMTRAK
In advance of Hurricane Isaac, Amtrak on August 27
announced a suspension of service on August 28 and
29 into New Orleans. This affected Trains #1/2 (The
Sunset Limited), Trains #19/20 (The Crescent), and
Trains #58/59 (The City of New Orleans). Those trains
were terminated/dispatched from San Antonio, Atlanta,
and Memphis, respectively. Well, that was the plan;
however, Isaac had other ideas. Because of severe
(Continued on page 14)
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PROJECT

TOTAL
COST
(MILLIONS)

LENGTH

Cincinnati Streetcar

$110

3.6 miles

Kansas City Downtown Streetcar

$100

2.2 miles

Atlanta Streetcar

$93

2.7 miles

End of 2013

Ft. Lauderdale
Wave Streetcar

$83

2.7 miles

Early 2016

Salt Lake City Sugar House Streetcar

$56

2.0 miles

End of 2013

(Continued from page 13)

flooding, power outages, and track damage, service did
not return on The Crescent until September 2 and on
The City of New Orleans until September 4. Thanks to
Al Holtz for these reports.
During late July, Amtrak issued a Master Plan for a $7
billion upgrade of Union Station in Washington, D.C.
Part of the plan would enable the station to accommodate high-speed plans in the future.
Over the past few years, Amtrak has assigned its sole
remaining Dome Car, Ocean View, now numbered
10031, to routes where Fall foliage can be seen. Al
Holtz kindly forwarded this information, which shows
when and where this car will be in operation.
DATES

DAYS

TRAIN

September 13October 20

Mondays,
Thursdays,
Saturdays

Adirondack
#69

September 14October 21

Tuesdays,
Fridays,
Sundays

Adirondack
#68

October 27;
November 3, 10, 17
October 26;
November 2, 9, 16

Saturdays
Fridays

Cardinal
#50
Cardinal
#51

ROUTE
Albany, NY
and
Montreal, Quebec
Chicago and
Washington,
D.C.

Member Todd Glickman reported that Downeaster
schedules are being changed effective October 15, and
on November 1, service will be extended to Brunswick
seven days a week by two trips in each direction. There
is also one round trip each day between Portland and
Brunswick.
MISCELLANEOUS
At its national convention in Tampa, Florida, the Republican Party approved its platform, which calls for the
end to federal funding for Amtrak and for high-speed rail
in favor of allocating more federal transportation dollars
for highway projects instead of other transportation options, such as public transit, bicycling, and pedestrian
programs. Progressive Railroading included the following: “In particular, the platform takes a tough stance
on Amtrak, calling it an ‘extremely expensive railroad.’”
Earlier during the month of August, the Republicans’
soon-to-be nominee, Mitt Romney, told Fortune Magazine in an interview that his deficit-cutting plans included eliminating subsidies to Amtrak.
INDUSTRY
Members Joe Canfield and Allan Breen sent copies of
a Wall Street Journal article (August 15) with the headline, “Streetcar Plans Plow Ahead.” In this article, mention is made of all of the cities in the United States that
are either considering or planning LRT. Those cities, for
which construction is already underway, appear in the
table below.

COMPLETION
DATE
Late 2014Early 2015
Sometime in
2015

OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
As was reported in last month’s Bulletin, MBTA officials met with representatives of Hyundai-Rotem and
were informed of the delivery schedule for the agency’s
75-car bi-level order. Under the original $190 million
contract, the firm was expected to deliver rail cars in the
spring of 2011. In September, 2010, “T” officials agreed
to push the timeline back, with delivery dates beginning
this past January. Since delivery did not occur, “T” officials have been frustrated by Hyundai-Rotem’s failure to
provide specific data so they can track progress. The
temporary result is that Jonathan R. Davis, the Acting
General Manager, flew to Seoul, Korea, along with a
member of MBTA’s engineering staff in early September
to meet with company officials. Mr. Davis said: “We’re
very concerned that we don’t have a production schedule that they can commit to and deliver the product.”
The state’s top transportation officials called HyundaiRotem’s president, Min Ho Lee, to Boston in June for
questioning before the MBTA and Department of Transportation’s Board of Directors, threatening to go so far
as to terminate the contract and sue the company —
moves that would potentially cost MBTA more money
and push the clock back years, forcing a new start with
another manufacturer.
On September 11, The Boston Globe reported that
Acting GM Davis was “guardedly optimistic” that all 75
cars would begin arriving next year. In addition, Mr. Davis said: “I told them in no uncertain terms that they
have to deliver on their most recent, revised schedule. ..
They also have to deliver quality cars.’’ That schedule
calls for the first cars to arrive in January or February
with the final deliveries in July, 2014. In order to meet
that schedule, Hyundai-Rotem added a second production line.
Governor Deval Patrick notified all five members of
the state Transportation Board on August 23 that they
had been dismissed. This was the first step in the process of appointing members to a new seven-member
Board that was created by the State Legislature in July.
State Transportation Commissioner Richard Davey said
(Continued on page 15)
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that the administration pushed the reorganization
through the Legislature with the hope of adding more
expertise to the Board, by expanding it to seven members and by making the Secretary of Transportation an
ex officio member. The reorganization also eliminated a
system in which the same five-member Board acted
separately to oversee MassDOT and the Massachusetts Bay Transportation Authority. Two members who
have been especially critical of the Massachusetts Bay
Transportation Company and MBTA indicated that they
would like to continue serving, but questioned whether
this would work against them. In the end, four of the five
were appointed, including one of the members cited in
the previous sentence. The other found it discouraging
that she was not appointed.
In spite of the July 1 fare increases, which averaged
23%, MBTA reported that ridership held steady. Average
weekday ridership was 1.28 million, which was -.1%,
not the projected -5%. Thanks to Todd Glickman for
these reports.
Member John Aurelius corrected something that I
wrote in last month’s Bulletin, and with an explanation
that I am including for the information of our members.
“The Boston Type 7 light rail cars, like the Dallas,
HBLR, City Subway, and Seattle cars (and others) were
made by KinkiSharyo (not Kawasaki). Type 7 cars are
high-floor. Dallas cars were high-floor but have been
lengthened with a low-floor center section. HBLR/City
Subway was the firm’s first 70% low-floor car. Seattle’s
are also 70% low-floor. As a general comment, these
cars have been delivered on time and have gone into
service with few glitches. The firm has produced a prototype 100% low-floor streetcar (the ‘AmeriTRAM’) for
the U.S. market and has shown it in Charlotte, N.C. and
Dallas (probably other places too). I am not aware that
they have any orders for it yet. The prototype has a LiIon battery that the firm claims can run the car for a few
miles without overhead power.”
PROVIDENCE, RHODE ISLAND
Todd also reported that since rail service was extended from Providence to T.F. Green Airport on December
6, 2010 the average ridership has doubled from less
than 100 to 200 riders per day. Now, for the first time
other than a weekday, special train service to New England Patriot games (September 6, October 7 and 21,
November 11 and 18, and December 10, 16, and 30) is
being operated from T.F. Green Airport via the Northeast
Corridor to Gillette Stadium in Foxboro. There is also
the usual service from South Station via the Franklin
Line (branch off south of Walpole). The same NFL Flexible Scheduling is in effect for Weeks 11-17, but unlike
the service to MetLife Stadium for the Giants and Jets,
train schedules would be adjusted.

PHILADELPHIA, PENNSYLVANIA
SEPTA has added a new feature, InMotion I A Video
Program For Customers. According to SEPTA,
“InMotion aims to provide a new level of Customer Service to the people who travel, work and do business
with SEPTA. From travel tips to online presentations,
InMotion is the program to watch and learn about anything new and great happening around SEPTA.” Thanks
to member Lee Winson for this news.
Allan Breen, while at the Market East station on August 11, found that SEPTA had set up a 48-panel display with the results of the 11th edition of the Brunel
Awards (2011) for outstanding visual design in railway
transportation. Allan wrote: “Founded in 1985, the
award ceremony was held on October 14, 2011 in
Washington, D.C. Transportation secretary Ray LaHood
presented the awards to the 44 winners from 150 entries. The awards ranged from bicycle racks, light rail,
freight railroads, and airports to commuter rail. SEPTA
won for its Fort Washington Station (Lansdale/
Doylestown Line). Metro-North received its own awards
(May Bulletin).”
Member Bob Wright wrote: “I noted your lack of success trying to ride a Silverliner V on a weekend (August
Bulletin). I'm on the train occasionally on weekends
and it seems to be very hit or miss — in late April/early
May, on a couple of consecutive Saturdays, I managed
to get a Silverliner V train on the Norristown Line, but
not since. This past Saturday (August 18), on a roundtrip to town, I saw no Silverliner Vs at all. One of my
'regular' Conductors attributes this to the retrofit of the
cars on the property taking place, which according to
him, are concentrated on weekends (to allow the maximum number of Silverliner Vs in service on weekdays),
although he also said that many crews would prefer to
have a train of Silverliner IVs anyway. I've noticed that
some Conductors on weekend trains prefer to hang out
in the vestibules and the Silverliner Vs, which have
none, don't provide the same sort of 'hiding place.’
Speaking of the Silverliner Vs, I finally saw the elusive
702 in service on a Norristown Line train headed outbound when I arrived at Market East last Friday.”
From Cinders: As of mid-August, 108 of the 120 Silverliner Vs were delivered, and 79 were in revenue service. Single cars 735 and 736 and married pair 871-2,
which were funded by the state of Delaware, were the
latest to arrive. A ceremony was held in Wilmington on
August 30 to mark their arrival.
It was expected that all remaining cars would be on
SEPTA’s property by late September, but a report in
The Philadelphia Inquirer, sent by member Dave Safford, reported, "‘The more things change, the more they
are the same’ is an old saw, but Hyundai Rotem seems
to have adopted it as their motto. Having consistently missed all published delivery dates for
SEPTA’s Silverliner Vs, they are carrying that consisten(Continued on page 16)
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cy to the wire. With only 10 (of 120) new cars to go, five
of the AWOL ten should show up by the end of September, but the last five won't make it until sometime in October. The reason? They don't have enough parts, such
as (so help me!) ‘drain plugs.’ One may only trust that
their arithmetically challenged purchasing department
manages to get the count right this time.”
WILMINGTON, DELAWARE
Delaware On Line reported that SEPTA would expand service to Wilmington and Newark, Delaware, using four new Silverliner Vs owned by the State of Delaware. (Please see above.) Annual ridership is up 74%
compared to a decade ago. Effective September 9, daily
trains to Wilmington and Claymont went from 35 to 36,
and trains serving Newark and Churchman’s Crossing
were increased from 17 to 20. Also added is a morning
peak express from Philadelphia to Delaware for reverse
commuters. Thanks to Lee Winson for this news.
PITTSBURGH, PENNSYLVANIA
Mass Transit Magazine reported that after receiving
concessions from Amalgamated Transit Union Local 85
valued at $60 million, PAT announced that the service
cuts that were to take place last month have been deferred. The cuts, announced in January as the authority
began the 2012-3 budget process, would have reduced
service by 35%, and ended nearly all service to Allegheny County's suburban areas and most weekend and
evening service as well. There would have also been
layoffs of hundreds of authority employees.
CHICAGO, ILLINOIS
Metra’s Cicero Station (BNSF Aurora Line) was described by CEO Alex Clifford as the system’s most decrepit. As a result, the station, which was built in the
1970s, will be getting a $4.5 million facelift. Although
used by only 250 riders per day, ridership is comparable
to other close-in Chicago stations. When the project is
completed in 18 months, passengers will find an enclosed, heated waiting area on the inbound platform, an
enclosed warming area on the outbound side, highintensity lighting, and landscaping, plus a new 136-car
parking lot. Thanks to member Jim Beeler for this news.
Two other Metra stations, Ravenswood (UP North
Line) and Fox River Grove (UP Northwest Line) are being renovated. Groundbreaking ceremonies were held
in August. Riders will benefit from improvements from
longer platforms that can accommodate 7- and 8-car
trains, warming shelters, expanded parking lots, lighting, utilities, high-intensity lighting, and ADA accessibility.
On December 16, the Chicago Transit Authority (CTA)
will add service on its most congested rail lines. All lines
except the Pink and Yellow will get additional trains and
more frequent service under the plan, with the Red,
16

Blue, and Brown Lines seeing the biggest increases
during the morning and evening rush periods. The goal
is to reduce the number of passengers on cars from 8090 during the busiest travel times, to 70-75 per car on
average. The Red Line would gain two extra runs in the
AM and three in the PM. By slowing the retirement of its
oldest cars, the fleet will increase by 76 cars. The CTA
Board approved this plan on September 4. Thanks to
member Ira Haironson for sending this news.
DALLAS, TEXAS
On August 29, the Dallas Regional Area Transit
(DART) announced that a new fare system would be
implemented that makes it easier and cheaper to transfer from buses to trains and establishes a new moneysaving midday pass, which will be valid between 9:30
AM and 3:30 PM on weekdays. There are no changes
to the reduced fare structure and the price of a paratransit fare remains at $3. The new system takes effect
December 3 when the second section of the Orange
Line light rail from Las Colinas to DFW Airport property
and the Blue Line extension linking Garland and Rowlett
opens. The current single-ride ticket ($1.75) is being
replaced by a two-hour pass ($2.50). With the new pass
passengers may ride any DART bus or rail service or
Trinity Railway Express between Union and CentrePort/
DFW Airport stations and is designed to encourage ridership during the parts of the day when DART has additional capacity.
Other major changes include:
● Consolidation of three general fare classes (Local,
System, and Regional) into two classes (Local and
Regional)
● Local Base Fare and Day Pass increase from $1.75
and $4, respectively, to $2.50 and $5
● The current System Base Fare and Day Pass decreases from $3.50 and $7, respectively, to $2.50
and $5
● Simplification of corporate annual passes to reflect
a price equal to 75% of the individual annual pass
price
EL PASO, TEXAS
Now this is really interesting. The City of El Paso hired
a consultant to do the preliminary engineering and environmental study for a possible return of trolleys. After
the study was completed, the recommendation was to
go forward with the project, but here is where it gets
interesting. The consultant recommended that doubleended replica vintage trolleys be used because it would
be cheaper and faster to obtain the cars. However, the
City Council selected its long-stored PCCs as their preferred alternative. According to PCC Cars of North
America by Dr. Harold E. Cox, El Paso City Lines purchased 20 PCCs from San Diego between 1950-2.
Those were part of a 28-car order that was constructed
by the St. Louis Car Company in 1937-8. Six of those
(Continued on page 17)
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cars remain and are stored near the airport. Should this
plan come to fruition, these cars would become the oldest PCCs in regular service. They would bump the
PCCs used on the Mattapan/Ashmont Line (1945-6) to
second place. Those cars were rebuilt twice, 1978-83
and 1999-2005.
Obtaining replica cars would take from nine months to
one year and cost about $1.2 million per car vs. rebuilding the PCCs, which could take up to 18 months and
cost $1.6 to $2.5 million to restore each car. One Councilmember said: “To the greatest extent possible, we
would like to stay true to El Paso’s routes. The idea of
bringing the PCCs back that were in place from 1949 to
1974 is going to be met with great enthusiasm.” When
last used in 1974, the line crossed over the border into
Juarez, Mexico, something that is not being contemplated. The 5.2-mile line would operate from downtown
El Paso to the Glory Road Transfer Center in the Cincinnati Entertainment District. The environmental study
was expected to be completed at the end of last month
and the design work in January or February, 2013.
Thanks to member Al Holtz for sending this news.
ALBUQUERQUE, NEW MEXICO
Special Rail Runner service operated over Labor Day
weekend for the 25th annual Wine Festival. The event
took place near the Sandoval/US 550 station and for
those who did not care to take the short walk, free shuttle bus service was available.
SEATTLE, WASHINGTON
Sounder service to Lakewood is scheduled to begin
on October 8, extending south, about ten miles from
Tacoma, and an intermediate station at South Tacoma.
The first five of ten inbound and the last five outbound
trains run from/to Lakewood. The remaining five trains
in each direction only run between Seattle and Tacoma
(Dome). The trip from Lakewood to Seattle has a
scheduled running time of one hour ten minutes. Free
rides were given on Saturday, October 6.
A construction kick-off ceremony for the 4.3-mile
Northgate Light Rail extension was held on August 17.
At $2.1 billion, Sound Transit reported this to be the biggest Sound Transit 2 construction project to date. The
line will extend from Husky Stadium to stations serving
the U District, Roosevelt, and Northgate, and will run
mostly underground through one of the most congested
travel corridors in the region. This project will add to the
goal of delivering 36 miles of light rail extensions that
were approved by voters in 2008. A 2021 opening is
planned.
PORTLAND, OREGON
Bob Wright was recently in Portland for a couple of
weeks visiting family and noticed that the Tri-Met MAX
Type 1 cars (now in service for 26 years) have all
seemed to be repainted in the new scheme. “The light
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rail bridge across the Willamette River for the Milwaukie
extension is underway — it's a bit odd that it takes the
line slightly in the wrong direction, going from southwest
to northeast to cross the river at a perpendicular angle. I
also got to ride the sky tram from the Streetcar connection on Moody Avenue up the hill to the U of O health
services complex for the first time — at $4 round trip, a
short and expensive but scenic ride.”
Portland Streetcar's Eastside Line opened on September 22, following three years of construction. To be
known as the Central Loop Line (CLL) on the west side
of the city, the new 3.3-mile long streetcar line shares
trackage with the North-South Line along 11th Avenue
southbound and 10th Avenue northbound, looping via
SW Market Street. The CLL crosses over the Willamette
River on the Broadway Bridge, which connects Portland's northwest and northeast areas. The
Broadway Bridge — which had streetcar tracks in the
past — is located north of the Steel Bridge; the latter
is a lift bridge with its upper deck being used by motor
vehicles and all four of Tri-Met's light rail lines and its
lower deck by Amtrak and the Union Pacific Railroad.
After crossing the Broadway Bridge and running in the
east side of the city primarily along Martin Luther King
Boulevard
(southbound)
and
Grand
Avenue
(northbound), the CLL will have a temporary terminal at
the Oregon Museum of Science and Industry (OMSI),
located on SE Water Avenue. In 2015, the Central Loop
Line will cross the Willamette River for a second time on
a new transit-only cable stay bridge using joint trackage
with Tri-Met's Orange Line, now under construction. The
CLL will then join the South Waterfront end of the existing North-South Line and follow it north through Portland State University to 10th and 11th Avenues to create
a bi-directional streetcar loop serving both sides of the
city. Tri-Met's Orange Line, its fifth light rail route, will
run from Union Station to Milwaukee via the Transit Mall
on 5th and 6th Avenues. Service was free on September
22 and 23. Thanks to Phil Craig for this report.
Tri-Met sent an email advisory that since September
1, its ticket machines only dispense “validated” tickets,
which are time-stamped and ready for immediate use.
Riders can still buy un-validated tickets in books of 10
at most Albertsons, Fred Meyer, and Safeway stored,
and the Tri-Met ticket office in Pioneer Courthouse
Square, and online.
SAN FRANCISCO, CALIFORNIA
Member Howard Golk forwarded a report from the
Market Street Railway that E line service did in fact
begin on August 25. Single-ended PCC 1008, resplendent in SF Muni green/cream colors, made its debut in service. Its return to service followed 1,000 miles
of burn-in testing.
LOS ANGELES, CALIFORNIA
With the release of the Draft Environmental Impact
Report, the Metro Gold Line Foothill Extension Con(Continued on page 18)
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struction Authority began soliciting bids for the extension from Azusa to Montclair, California. The proposed
12.3-mile light rail extension includes six new stations
and two new grade-separated crossings. The evaluation
proposes mitigation measures to lessen impacts where
possible. The entire Metro Gold Line Foothill Extension
is a 24-mile extension of the Metro Gold Line light rail
system. The project is planned in two segments: from
Pasadena to Azusa, and from Azusa to Montclair. Segment 1 is fully funded by Los Angeles County’s Measure
R and is on schedule to be completed in late 2015. Segment 2 is still in the planning stage and not yet funded.
Thanks to member Bill Vigrass for this report.
Member Pete Donner sent news of several changes
that were made by the Los Angeles Country Metropolitan Transportation Authority (LACMTA). Light rail stations have been renamed as follows:
LINE
Blue / Green
Blue

OLD NAME
Imperial/Wilmington
103rd Street

Green
Green
Gold

Vermont
Hawthorne
Mission

NEW NAME
Willowbrook
103rd Street/Watts
Tower
Vermont/Athens
Hawthorne/Lennox
South Pasadena

Like many other transit systems, Metro uses a series
of color-coded circles to identify its rail lines. The newly
opened Expo Line uses teal as its designated color. Unfortunately, the teal color can be mistaken for the
Blue Line color. To help passengers differentiate lines, a
block capital "E" has been placed in the center of the
teal colored circle.
Metrolink has stored a number of former NJ Transit
Comets on the Antelope Valley Line in the NewhallSanta Clarita area. Although stored on a siding with full
fencing, many of the cars are in deplorable condition
due to vandalism, which may or may not have occurred
at the current location, a sad end to a series of cars,
which provided many years of reliable service. It is appears Metrolink has replaced the majority (if not all) of
the Bombardier cab cars with new units built by Hyundai
-Rotem. My son Marc was in Newhall in April (May Bulletin) and reviewing his photos, the cars were, with only
two exceptions, untouched by graffiti.
On September 10, Metrolink unveiled its first train with
positive train control (PTC). This system was mandated
by Congress in the Rail Safety Act of 2008. It followed
the tragic accident in Chatsworth, California, which took
place on September 12, 2008, killing 25, including the
train’s Engineer. Railroads meeting certain requirements are mandated to have this system in place by
December 31, 2015. In the New York metropolitan area,
PTC would overlay the existing signal systems, and
provide additional protections. If a train is moving in unauthorized areas or going too fast, PTC can override
18

the error that caused the movement and stop the train
before an incident occurs.
HONOLULU, HAWAII
Hawaii’s Supreme Court halted construction on Honolulu’s 20-mile LRT project on August 24, until a complete archaeological survey has been completed. According to city officials, every month that there is not
work cost $7-10 million. The location of old burial
grounds along the proposed right-of-way caused the
court to stop the project. It is possible that there could
be a nine-month delay. Thanks to member David Erlitz
for this report from the Honolulu Star-Advertiser.
MONTREAL, QUEBEC, CANADA
The twenty ALP-45DP locomotives that were ordered
by AMT remain out of service as a result of the derailment in Central Station shortly after the first one entered
service last December 9 (January Bulletin). Jack May
sent an article from The Montreal Gazette in which
AMT chief executive Paul Côté said in an interview during the first week of September, that “we won’t celebrate
the first anniversary without them on the tracks.” In July,
the TVA network quoted an internal study commissioned by AMT and CN that indicated CN tracks at Central Station may have been defective and could not support the new locomotive, which is more powerful than
others in the AMT fleet. AMT spokesperson Brigitte Léonard said AMT has hired an external engineering firm
to provide “a range of possible solutions” that would
allow the locomotives to be return to service. “It could
be different solutions — the scope is very large. It could
be changes to the tracks or to the (locomotives),” she
said. TSBC spokesperson John Cottreau said the
Board’s investigation is in progress. He could not say
when it may be completed. On average, it takes the
agency 16 months to complete rail investigations.
TORONTO, ONTARIO, CANADA
Member Julien Wolfe reported: “The last day for passenger service for the Ontario Northland Railway (ONR)
between Toronto and Cochrane was September 28. For
those who have not ridden the Northland, it was one of
the more unusual trains in North America (non-Amfleet,
non-LRC, non-Superliner, non-post-war lightweight
cars). It was one of the last, and perhaps the last (other
than what runs up in Labrador) non-Amtrak, non-VIA
long distance trains, which again makes it well worth
riding. The service from Cochrane to Moosonee is not
affected, and ONR buses will continue to serve the
communities that lost rail service. The Algoma Central
from Sault Ste. Marie, Ontario to Hearst, Ontario (296
miles), and now operated by CNR, is of course another
non-Amtrak, non-VIA commercial passenger service.
They use refurbished former Tempo cars that they actually had built for them by Hawker Siddeley (HS) in 1967
to add capacity for the Montreal Expo, but these only
ran between Toronto and Windsor, and then went to the
Ski Train in Denver before going to the Algoma Cen(Continued on page 19)
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ation, and now only lose 5 instead of ten minutes. There
are two crossings of the LR tracks within the station
complex and one major road crossing of the tracks
nearby. Some Egged drivers are doing their best to
make the complex work better, including dropping connecting passengers off at the first platform corner
reached before stopping at the assigned loadingunloading spot, plus waiting for connecting passengers
seen on the platforms. But we now have a maintenance
situation. In proper shape, the light rail cars are as quiet
inside and out as a well-maintained PCC. But some are
beginning to sound like something between a Boston Type 5 and a Baltimore PCC in its very last days!
Apparently either lubrication isn't frequent enough or the
right lubricants aren't used. I also heard one major flat
wheel situation. One of the sharp curves is near a
friend's window, and there is an occasional loud
screech, possibly because of incorrect tread profiling. I
have seen no evidence of flange oilers as yet. And one
garage occasionally omits the engine-compartment
noise shields on normally quiet low-floor buses, giving
passengers and the environment a real racket.” Thanks
to member David Klepper for this report.
FROM THE HISTORY FILES
50 years ago: In October, 1962, a crossover at PATH’s
9th Street station, which had been removed in October,
1918, was re-installed.
40 years ago: On October 12, 1972, the State of the
Art Cars (SOAC) were delivered to the USDOT Test
Center in Pueblo, Colorado. They were built from NYCT
R-44 shells, and subsequently saw service on NYCT’s
ADE and N lines, MBTA’s Red Line, SEPTA’s Broad
Street Subway, CTA’s Skokie Swift, and PATCO. One
car had suburban seating, the other subway seating.
These were acquired by the Seashore Trolley Museum
in Kennebunkport, Maine.
News items and comments concerning this column may be
emailed to ERAnewseditor@gmail.com.
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tral. The ONR cars on the "Northlander" were originally
single-level aluminum cars built by HS for GO Transit
(their original cars), and Ontario Northland in their North
Bay shops rebuilt them for long distance travel (put in
traps, better seats, etc.) and they have been on the
Northlander for many years. The Northlander has had
some unusual equipment in its life, as starting around
1978 they ran Trans Europe Express (TEE) sets on it,
that used to run between Amsterdam and Zurich behind
a large Dutch built diesel. These were replaced by F
units after a few years, and ultimately most of the TEE
sets were withdrawn and scrapped, though one made it
back to Europe and a group is trying to rebuild it.”
Between September 4 and the end of October, visitors
to the Evergreen Brick Works had an opportunity to see
one of the new Flexity Freedom LRVs that will soon be
on the streets of Toronto, specifically on the new Eglinton-Scarborough Crosstown LRT and eventually on the
Sheppard and Finch Lines. Thanks to Jack May for this
report.
CALGARY, ALBERTA, CANADA
On August 25, Calgary Transit extended service 1.8
miles on its Northwest LRT Line from McKnightWestwinds by two stations, Martindale and Saddletowne. Regular service began on August 27.
More LRT news: the West LRT, a four-mile extension
from 7th Avenue to 69th Street, with six stations, is likely
to open in December, rather than in 2013. Work began
on this project in February, 2010, but according to the
report sent by Al Holtz, due to an excellent summer
construction season, the opening date may be moved
up.
JERUSALEM, ISRAEL
“Buses using the Givat HaMitvar Sation have improved performance because of better traffic light oper-

Steinway
The company lost $6,000 during the first year and
could not afford to pay the assessed $339,000 for paving Jackson Avenue. Fortunately, the Transit Commission allowed the company to charge a 6-cent fare effective June 30, 1924. Flushing civic organizations fought
this increased fare for several years until it was reduced
to 5 cents on August 16, 1931.
The company made a profit in the 1930s, but was
forced to convert to bus because of political pressure
from the city administration. The following lines were
converted:

New York & Queens Cars Quit 75 Years Ago
(Continued from page 1)

●
●
●

●

Flushing-Jamaica
Flushing-College Point
Calvary (Borden Avenue) cars that ran from the 34th
Street Ferry to Metropolitan Avenue were isolated
from the rest of the system. They were allowed to
run on Steinway’s tracks to lay up in the Woodside
barn
Jackson Avenue (Northern Boulevard) cars discontinued through service between Flushing and Long
Island City. NY&Q operated cars from Flushing to
the Woodside barn, where passengers transferred
and paid an additional nickel on Long Island Citybound Steinway cars. NY&Q rented the eastern half
of the Woodside barn and outside storage space to

DATE

LINE

August 23, 1937

College Point-Flushing-Jamaica

September 5, 1937

Northern Boulevard

October 30, 1937

Calvary
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MANHATTAN & QUEENS TRACTION COMPANY — QUEENS
BOULEVARD TROLLEY CONVERTED TO BUS APRIL 17, 1937

Manhattan & Queens Traction Company operation along Queens
Boulevard in 1935.
Bernard Linder collection

Manhattan & Queens Traction Company sweeper 8.
Bernard Linder collection

Manhattan & Queens Traction Company car 102 at Queens Boulevard and Roosevelt Avenue.
Bernard Linder collection

Manhattan & Queens Traction car 112 at Queens Plaza.
Bernard Linder collection

Manhattan & Queens Traction Company car 135.
Bernard Linder collection

Manhattan & Queens Traction Company car 136 at Queens Boulevard and Roosevelt Avenue.
Bernard Linder collection
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LAST YONKERS TROLLEY CAR RAN 60 YEARS AGO

The last trolley line, 7/Yonkers Avenue,
which ceased operating on November 9,
1952, was originally part of a large system.
Third Avenue Railway operated streetcars
over a large area extending from Park Row,
Manhattan through the Bronx and WestchesFor general inquiries,
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1947. Because the city officials were not sure
whether buses could give adequate service,
the Mayor appointed a Transit Committee,
whose members were Joseph A. Sinopoli,
James L. Smith, and John W. Fisher, who
was awarded Electric Railroaders’ Association Honorary Membership #1244 on May 5,
1949 for “signal efforts in Yonkers toward
retention of trolley service.” Their report, issued on May 6, 1949, concluded that motorization would not ease traffic congestion, because three buses were needed to replace
two streetcars to give equivalent service. The
committee recommended that streetcars be
retained on 1/Broadway-Warburton Avenue,
2/Broadway-Park Avenue, 4/McLean Avenue,
5/Nepperhan Avenue, and 7/Yonkers Avenue, all of which carried heavy rush hour
loads. The committee also recommended
that the other lines be replaced by buses.
The company ordered 115 Mack buses,
because it was sure it would receive a bus
franchise. But they never operated in Yonkers, because Third Avenue never received
permission to motorize. Eventually, the
Macks were sold to the Board of Transportation, which renumbered them to 5000-5114
and operated them in Manhattan.
Since 1945, Yonkers cars had been operating at a deficit. Track and roadway needed
extensive repairs, which could have cost as
much as $2.5 million. When the company
officials saw this estimate, they decided to
continue operating trolley cars on unsafe
tracks until they were replaced by buses. But
it had to substitute buses on portions of the
following lines, after trolley cars derailed
there:

(Continued)
...Page 2
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THE GENESIS OF “DASHING DAN”
Part One—Rapid Transit and Early Electrification
on the Long Island Rail Road
by George Chiasson
(Continued from October, 2012 issue)
a new ramp into its modified surface level Carlton Avenue Yard, it was never actually used as such after the
(temporary) surface and elevated terminals were closed
on November 5, 1905 and all LIRR passenger operations from Flatbush Avenue permanently electrified.
Though the LIRR and BRT lines did remain physically
joined until October, 1921, third rail was never extended
beyond the immediate connection with the Fifth Avenue
El and the structure only used for steam-powered
freight operations associated with the Long Island Merchandise Terminal after it was rebuilt as part of the reconstructed terminal, surviving in this role until its removal from service in 1937.
A joint Brooklyn Elevated/LIRR Summer Sunday-only
service was also instituted on July 30, 1899 from the
original 1885 Fulton Ferry terminal under the Brooklyn
Bridge to Rockaway Park. This followed the “Old Main
Line” along York Street (with a stop at Bridge Street),
ran along Hudson Avenue to the Fifth Avenue turnout,
then used the Fifth Avenue El (including a stop at Flatbush Avenue) to reach the ramp described above.
Trains then descended to the Atlantic Division mainline
before turning off at Woodhaven Junction to gain a
heading toward Rockaway Park, and ran express as far
as Hammel’s. As the Old Main Line was never electrified, these summer-only trains from (old) Fulton Ferry to
Rockaway Park required steam-drawn equipment and
were not resumed after the 1903 season ended that
September. The Old Main Line itself was closed on April
11, 1904 and subsequently removed.

LONG ISLAND RAIL ROAD SERVICE BY EL
NUMBER 2 — THE ATLANTIC AVENUE
CONNECTION
As previously described in the History of the A
Train, the Long Island Rail Road instituted its own local
rapid transit services originating at the Brooklyn Elevated’s Sands Street Loop on May 24, 1899, one to Rockaway Junction via Jamaica Station and another to Valley Stream via Woodhaven Junction and Far Rockaway.
From Sands Street these trains used the Fifth Avenue
El to Atlantic Avenue, turned east onto a short elevated
extension, passed the Merchandise Terminal above the
existing (1892-built) Flatbush Avenue terminal, and
went down a ramp through Carlton Avenue Yard to assume the LIRR Atlantic Division mainline, which was
then located at grade. En route they also stopped at the
Johnson Avenue station of the Myrtle Avenue Line (later
Adams Street, later still City Hall) and the Fulton Street
station of the Fifth Avenue El, then went around the railway’s Flatbush Avenue terminal as they navigated the
ramp. LIRR supplied both crews and equipment for the
Rockaway Junction Line while the Brooklyn Elevated
provided them for the service to Far Rockaway and Valley Stream, as both companies’ employees were then
commonly unionized. Both routes were year-round in
nature and aimed at commuters, with the latter apparently only operated between Monday and Saturday. On
Sundays the Brooklyn Elevated ran its trains to Rockaway Park instead, as an express between the Fulton
Street el station and Hammel’s. As part of the massive
terminal reconstruction underway around the Flatbush
Avenue LIRR terminal in December, 1903, the connecting LIRR el structure above Atlantic Avenue was
fitted with platforms and used as part of a temporary
terminal for steam-powered LIRR consists until it was
completely converted to an electrically-powered underground facility in November, 1905. Both joint service
routes to Sands Street then added this as a “Flatbush
Avenue” stop as they passed through while making their
way to and from BRT until they were discontinued on
April 8, 1905. At the same time, LIRR trains used the
same makeshift elevated platforms as an end point in
lieu of the pre-existing ground level station, which was
demolished to make way for the underground terminal
in late May of 1905. While LIRR originally expressed its
intention to maintain connections between the new Atlantic Avenue Tunnel and the Fifth Avenue El, by way of

ROLLING STOCK USED IN LIRR/BRT JOINT
SERVICE, 1898-1917
To provide for joint operation on the Brooklyn elevateds (both to Sands Street and Broadway Ferry), the
Long Island Rail Road initially deployed ten Forney-type
locomotives of its own (numbered 217-226) that were
purchased second-hand from Chicago’s Lake Street
Elevated in 1898, disposed of by that company after it
was electrified in 1896 and originally acquired as units
160-169. Along with the Forneys went 55 elevated-style
“Gate” coaches, which had the center doors required to
operate through to Manhattan via the Brooklyn Bridge.
The first 25 of these (852-876, delivered 1898) were
built in Chicago at the Pullman works while the balance
(877-906, delivered 1899) were made by the Wason
Company of Springfield, Massachusetts, but despite
(Continued on page 3)
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three of its namesake points, in 1917. More precisely,
WB&A was a direct, high-speed passenger system that
connected the downtowns of Baltimore and Washington, D.C., and had very little in-street trackage, which
suited such former rapid transit and suburban equipment well. Once there the ex-LIRR trailers were numbered in the 301-354 series and again used in the same
manner behind WB&A’s heavyweight motor cars, beginning with specials that were operated out of Camp
Meade (later Fort Meade, near Odenton) during World
War I. In their second life, WB&A never used the center
doors, which were sealed off and their openings
blocked by a standard 2-by-2 seat on one side and a
coal stove on the other. WB&A also installed MCB couplers and drawbars with reinforced yokes in place of
LIRR’s Van Dorn assemblies. In the years between
1917 and 1935, three cars (345, 352, and 354) were
rebuilt without center doors; three (321, 323, and 325)
were converted to mail cars; and 305 was transformed
into to a line car, 310 to a box car, and 314 to a flat car.
Twelve others (numbers unknown) were rebuilt without
center doors for post-bankruptcy service on the Baltimore & Annapolis, and at least some probably survived
as late as February, 1950, when the remaining interurban system was replaced by buses. This would represent an ultimate irony, as their former operating mates,
the last surviving MP-41 steel motors on the Long Island Rail Road, were removed from service in the same
year. As for LIRR’s other T-39s, the former 1888 Gilbert
& Bush rapid transit cars, they were eventually pedaled
to the Transit Equipment Company of Brooklyn, a vehicle and parts brokerage related to the Brooklyn Rapid
Transit Company, but unlike the Brooklyn Bridge cars
never rolled very far again and were scrapped in 1924.

The Genesis of “Dashing Dan”
(Continued from page 2)

such expense and preparation, LIRR was never permitted to actually operate its own trains across the Brooklyn Bridge to Manhattan. The Long Island Rail Road
also procured three ex-Manhattan Railway “K-class”
Forneys from the electrified IRT in 1903, numbered 310,
312, and 316. These were also probably used in joint
service over the Brooklyn elevated system until its electrification, possibly as LIRR units 232-234.
The wooden “Brooklyn Bridge” coaches of 1898-9
were reconfigured into “T-39” class trailers at the
Springfield Sheds during 1905 to be mated with LIRR’s
MP-41 steel motors and reassigned to suburban service. They were then replaced in joint operation during
the summers of 1905 and 1906 by 24 steam-drawn
LIRR “rapid transit” coaches (827-841 and 843-851,
built by Gilbert & Bush in 1888) made available by
LIRR’s initial electric conversions. Following the July,
1906 electrification of the Chestnut Street Connection,
mixed LIRR consists of MP-41s and ex-Brooklyn Bridge
T-39 class gate cars (852-907 group), along with BRT
elevated equipment, were again jointly used on the
Rockaway Beach Specials through the 1907 season.
The former Brooklyn Bridge cars were then reassigned
to electric suburban service, and the LIRR rapid transit
coaches from 1888 (827-851 group) modified for electric operation as T-39 trailers for the 1908 season, being
used between each pair of MP-41 motors in Rockaway
Beach Specials through September, 1914, when they
were ordered out of service by the Public Service Commission effective that December 17. The steel MP-41
motors then soldiered on alone against BRT’s equipment allocations starting in 1915, representing the only
cars that the Long Island Rail Road could assign to
Rockaway Beach service, as they were built to the 9foot loading gauge (width of threshold at the platform)
compatible with the Broadway-Brooklyn line until December of 1916, while the newer MP-54 models were
too large and too heavy to negotiate BRT’s structures.
As an epilogue, all of the Forney and Tank-type steam
locomotives that were provided for the joint service on
the Brooklyn elevateds were sold off by the end of
1906. The 54 surviving “Brooklyn Bridge” T-39 MU trailers (852-875 and 877-906) that LIRR had originally purchased as elevated steam coaches in 1898-9 and modified for compatibility with the MP-41s in 1905 were assigned to suburban electric service after the 1907 summer season and also lasted there until December, 1914.
It appears that the 55th car (876) was converted for
“elevated baggage” service at some point between
1905 and 1908, as was 1888 Gilbert & Bush car 842.
The Brooklyn Bridge cars then ended up sitting idle on
railroad property for a while, being scooped up by the
Washington, Baltimore & Annapolis Railway, an interurban line that plied suburban Maryland between all

SETTING THE TABLE FOR ELECTRIFICATION
OF THE LIRR NUMBER 1 — STAGE I ATLANTIC
AVENUE IMPROVEMENTS
After years of discussion, controversy and even a little
formal planning, the Atlantic Avenue Commission was
created by an act of the New York State Assembly in
April, 1896. It was charged with the responsibility of examining the very chaotic situation of the Long Island
Rail Road’s corridor along Atlantic Avenue and how it
interacted with and affected its fast-growing surroundings. Studies were done, hearings held along the line,
and, though its scope was officially designated as the
area from Flatbush to Atkins Avenues in Brooklyn, its
final recommendations as submitted to the Governor in
May of 1897 set the tone for a multitude of improvements that were carried out on the Long Island Rail
Road across Brooklyn and into Queens, as well as easing its inevitable union with the Pennsylvania Railroad.
Then one of America’s single most important corporations, PRR was seeking to establish a firm base of operations in Manhattan, which the nation’s extensive rail(Continued on page 6)
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Last Yonkers Trolley Car Ran 60 Years Ago
(Continued from page 1)

Car 720 on temporary track; side-of-road operation during construction of bridge over new section, Saw Mill River Parkway, February
9, 1935.
Bernard Linder collection

Cars meeting on single track, 5/Nepperhan Avenue Line.
Bernard Linder collection

Car 25 on the McLean Avenue Line at Getty Square, 1936.
Bernard Linder collection

Signal for single-tracking, Point Street and Warburton Avenue.
Bernard Linder collection

Yonkers-bound car coming off new bridge over the then-beingconstructed Saw Mill River Parkway, February 9, 1935.
Bernard Linder collection

Broadway and 242nd Street Yonkers trolley terminal after
rebuilding—removing crossover, June, 1938.
Bernard Linder collection

(Continued on page 5)
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Last Yonkers Trolley Car Ran 60 Years Ago
(Continued from page 4)

Getty Square.
Bernard Linder collection

242nd Street and Broadway, August 18, 1951.
Bernard Linder collection

Derail on Palisade Avenue north of Elm Street, October 25, 1952.
Bernard Linder photograph

Interior of car 340, Riverdale Avenue and City Line, October 25,
1952.
Bernard Linder photograph

Interior of car 141 at Main Street Car Barn, Yonkers, November 12,
1952.
Bernard Linder photograph

Car 362 at Main Street Car Barn, Yonkers, November 12, 1952.
Bernard Linder photograph

(Continued on page 8)
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Brooklyn, New York City. Years after initial land surveys
were conducted and formal plans drawn up by LIRR
civil engineering staff, relocation work was started on
the first portion of the Atlantic Division mainline on December 3, 1901, as financed by bonds sold through the
State of New York for the benefit of the Atlantic Avenue
Commission. The affected area included all right-of-way
between the terminal at Flatbush Avenue and Atkins
Avenue in East New York, which was then the site of a
large railway yard east of the existing rapid transit station at Linwood Street. In 2012 this location has long
since been lost in the long, dark (and somewhat claustrophobic) tunnel through which MTA-LIRR trains roar
between East New York and Jamaica.
Altogether the mainline was divided into four sections,
with the two longest to be relocated onto a steel elevated structure, identical to those then employed by the
Manhattan Railway and Brooklyn Rapid Transit Companies, and two to be depressed below ground level, dependent on the prevailing grade of Atlantic Avenue in
any particular area. In addition, provisions were required to keep as many freight sidings as possible, and
the Atkins and Montauk Avenue Yards, in a functional

The Genesis of “Dashing Dan”
(Continued from page 3)

way network had to that time failed to penetrate (at least
from the western geographies) in any consequential
way. Electrification of the Long Island Rail Road on Atlantic Avenue was a paramount ingredient to the execution of the Commission’s overall recommendations. In
addition it provided a basis for the Commission’s extended reach into the realm of speculation, wherein it
gave credence to and actively proposed an extension of
its suggested tunnel under Atlantic Avenue to, and even
through, lower Manhattan.
From that time forward, a series of small enhancements were implemented around the Long Island Rail
Road system that collectively supported the establishment of what amounted to a new subway-elevated trunk
line across the Borough of Brooklyn. And though the
proposed tunnel extension was never acted upon, these
upgrades became a major catalyst to greater mobility
when they were further combined with the burgeoning
Interborough subway network and its own expansion
from Manhattan into the now- (and new) Borough of

(Continued on page 7)
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tion. This was to be a rapid transit-style installation with
a high-level island platform made of wood and a fairly
ornate station house. At its easterly end (Shepherd Avenue), the mainline was brought back to earth with sufficient distance to maintain a grade-level approach to the
freight yards at Atkins and Montauk Avenues. The rapid
transit station at Norwood Avenue had been closed in
July of 1899, but switches near there which were controlled by the adjacent Tower 64 supported freight operations and enabled express trains to run around locals
on the existing double track, so it was used on a temporary basis as a holding point (but not necessarily as a
stop for passengers).
On November 23, 1903 the other steel elevated structure was placed in service from just east of Bedford Avenue to just west of Howard Avenue, likewise completely supplanting the surface level trackage between these
two points. Unlike the first section there were no existing station stops within this increment of track at the
time, but to provide for the maintenance of local transportation service LIRR had a functional trolley line built
beneath its structure where the original Atlantic Division
trackage had been, which ultimately was never used.
Also as with the earlier opening, construction got underway by sometime in 1904 to build a new station on the
structure at Nostrand Avenue, consisting of a pair of
outside platforms with connecting stairways and ramps.
There had been a surface level LIRR station there previously (as shown in timetables dating between 1878
and 1897, it was on the long list of closures for November 13, 1898), but in fact the new one was intended to
replace the surviving surface level stop at Bedford Avenue (also known as “Bedford Depot”), where construction was already underway to depress the tracks below
ground. In fact, the line west of Bedford Avenue and
east of Howard Avenue was by this time entirely located
on a temporary right-of-way that had single tracks
astride of the ongoing tunnel excavations, thus leaving
room only for the narrowest of traffic lanes and sidewalks.
The third relocation of the Atlantic Division mainline
was opened almost a year later as a concrete-lined tunnel between Howard Avenue and Stone Avenue (now
Eastern Parkway), a segment that remained open at its
roof at several locations for a couple of years to enable
the proper venting of passing steam engines. As with
the first elevated portion, eastbound trains were placed
into the new tunnel first on September 16, 1904, being
followed by the westbound side on October 1. There
were again no existing stations within this brief portion,
which descended straight into its tunnel from the elevated structure that had opened in November, 1903, and
rose gradually to the surface to reconnect with the preexisting right-of-way by the time it reached Sackman
Street, immediately west of the station stop at Manhattan Beach Crossing. At the innermost end of the Atlantic

The Genesis of “Dashing Dan”
(Continued from page 6)

state, and also to consolidate and depress existing
yards at Carlton and Vanderbilt Avenues. The Carlton
Avenue Yard and an express facility attached to the
Flatbush Avenue terminal would facilitate continued
freight operations; both Carlton Avenue and Vanderbilt
Yards would also increasingly aid in off-peak train storage as time progressed.
Whereas the two elevated structures were far easier
to build than the two tunnels, they progressed at a much
faster pace and were ready for use in fairly short order.
As a result, operations between Williams and Shepherd
Avenues were transferred from their erstwhile position
on the ground to a rapid transit-style steel elevated
structure in two phases, with eastbound traffic being
diverted on May 28 and westbound trains as of July 20,
1903. In practical terms, this meant that all trains ascended a ramp to the new structure immediately east of
the existing station at East New York, which was located
on the west side of the original 1878 grade-level crossing and connection that that had been established between the Atlantic Avenue and New York & Manhattan
Beach Railroads in 1883. This is now where the Bay
Ridge Division mainline passes beneath both LIRR’s
Atlantic Division and the ex-BMT elevated complex at
Broadway and Van Sinderen Avenue in a tunnel, following a major project to relocate and depress it in 1915.
The entire interlocking as it then existed was under the
control of Tower 63 (as shown in timetables of 1905),
soon to be renamed “NO” (as listed by 1907). As for the
Howard House, it was eliminated as a LIRR station stop
in 1902 to provide for elevation of the tracks at Alabama
Avenue, while the new structure’s initial opening
brought about a corresponding closure of the rapid
transit stations at Bradford and Linwood Streets.
The ramp from East New York to the new elevated
above Atlantic Avenue was a substantial stone structure
that divided the roadway into two narrow traffic lanes.
Once on the structure, trains proceeded a distance of
about one mile to a corresponding down-ramp that
brought them back to ground level near the former rapid
transit stop at Norwood Avenue. As they ramped upward from East New York, the two Atlantic Division
tracks were joined by two more from the Bay Ridge
Line, and thus created a 4-track structure as far as
Pennsylvania Avenue, where they again merged into
two at a location later coined “PR” Cabin. The new el
structure was also noted for containing an elevated
freight siding which served the Luzerne Coal Company
at Hendrix Street (between Van Siclen and Schenck
Avenues), its lead crossing the eastward main at grade
to reach the westbound iron. Work also began around
June of 1904 to construct a new station stop at Warwick
Street (three blocks west of the former Van Wicklen’s),
that would open upon completion of the line’s electrifica-

(Continued on page 8)
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Queens, the Bronx, and southern Westchester County.
As described above, while the existing Flatbush Avenue
LIRR terminal was reduced in scope during its relocation underground, the ramp connection to BRT’s Fifth
Avenue Elevated was actually used as temporary terminal of sorts after December, 1903. Initial, complete replacement of the original depot site was then accomplished through the installation of three temporary
tracks and two platforms on the roof of the new Atlantic
Avenue Tunnel, a bit to the east of the Flatbush Avenue
“triangle” down toward Sixth Avenue, which were placed
in service on April 24, 1905.

The Genesis of “Dashing Dan”
(Continued from page 7)

Division after the main line relocations of 1903 and
1904, steam-powered trains continued to run on the
surface of Atlantic Avenue to the “old” terminal at Flatbush Avenue, though excavation of the new underground facility was well underway all around the site
and its spoils being used in part to fabricate a future
right-of-way for the New York Connecting Railroad, a
Pennsylvania franchise in the works to connect the New
York Terminal with New England via new trackage in

(To be continued)

Last Yonkers Trolley Car Ran 60 Years Ago

LINE

(Continued from page 5)

DATE

1/Broadway-Warburton Avenue

November 2, 1952

2/Broadway-Park Avenue

November 2, 1952

North of Roberts Avenue

4/McLean Avenue

November 2, 1952

July 20, 1952

North of Glenwood Avenue

7/Yonkers Avenue

November 9, 1952

About August
8, 1952

North of Oneida Street

(A) Alternate #6 buses followed the route of the #9 trolley

LINE

DATE

LOCATION

5/Nepperhan Avenue

July 13, 1952

1/Warburton Avenue
5/Nepperhan Avenue

The last Yonkers trolley, a special, departed from the
foot of Main Street at 12:40 AM November 9 accompanied by continuous clanging of the bell. When the car
pulled into the Mount Vernon terminal, the Mayor of
Mount Vernon, city officials, and the company’s President participated in a brief ceremony, after which they
boarded the car for the return trip. When car 397
reached the car house, the railfans squabbled for the
honor of being the last to leave the car. The last passengers, who remained anonymous, were ordered out
of the car at about 3 AM.
This trip marked the end of nearly a century of continuous street railway service by Third Avenue Transit and
its predecessors.

Shortly after becoming independent on September 26,
1952, the Yonkers Railroad Company asked the Public
Service Commission for permission to substitute buses
for trolley cars. As soon as it received permission, it
wasted no time converting to bus. The following were
converted:
LINE

DATE

5/Nepperhan Avenue

October 26, 1952

6/Tuckahoe Road

October 26, 1952 (A)

8/Riverdale Avenue

October 26, 1952

9/Elm and Walnut Streets

October 26, 1952

wiring.
Following is a summary of the service change
schedule for the last few months of 2012:

Around New York’s Transit System
(Continued from page 20)

11.6 million passengers annually.
New Entrance to Atlantic Avenue Station
Barclays Center, an entertainment and sports arena,
opened recently at Flatbush and Atlantic Avenues in
Brooklyn. To accommodate the crowds entering and
leaving the center, a new stairway was opened on the
southeast corner of Flatbush and Atlantic Avenues. A
new passageway, leading to the south end of the
Brighton (BQ) Line platform, is connected to a longunused passageway leading to the south end of the
Eastern Parkway (2345) Line platforms.
NYC Transit’s Fastrack Program
Under this successful maintenance program, there are
partial line closures weeknights from 10 PM to 5 AM the
next morning. Because trains are not running,
employees can work continuously and safely. Repairs
include track, roadbed, signals, third rail, and electrical

DATE

LINE

TO

September 3-6
(A)
November 5-9

Lexington
Avenue
(456)

Grand Central42nd Street

Atlantic Avenue-Barclays
Center

September 24-28

Sixth Avenue
(BDFM)

59th StreetColumbus Circle

W. 4th Street

October 15-19

Seventh Avenue (123)

34th Street-Penn
Station

South Ferry
and Atlantic
AvenueBarclays Center

October 22-26

Eighth Avenue 59th Street(ACE)
Columbus Circle

Jay StreetMetrotech and
World Trade
Center

(A) Three nights only
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No. 288
by Randy Glucksman

The New York Yankees finished in first place in the
Eastern Division, and once their opponent was determined after a one-game playoff, the American League
Division Series began on October 7 in Baltimore. After
winning Game 1, the Yankees dropped Game 2, and
the series then moved to New York for Games 3 and 4,
and, as it turned out, Game 5. After boarding their special train in Baltimore at 1 AM, the departure was delayed about an hour due to catenary wires down. About
a half hour later, the train was discharged in Aberdeen
and the team was bused to New York, arriving at about
6 AM. Workouts for that day were canceled. (Please
see report below, under Amtrak.) Metro-North published
PDF versions of schedules on the Internet for October
10, and then replaced them with one that read “Game
Day Service.” The service operated matched the typical
service for a 7 PM Yankee game. Because the series
was tied after four games, another set of PDF timetables was posted on the Internet due to the 5 PM start
time. All of the games were close, but the Yankees prevailed and became the ALDS champs.
Game 1 of the American League Championship Series began the following night, October 13, at 8 PM in
Yankee Stadium vs. the Detroit Tigers. Game 2 began
at 4 PM October 14. Again, there were PDFs of the
Game Day Schedules on the Internet. After the Yankees
lost both games, the series continued on Tuesday night,
October 16 in Detroit, where they lost the last two
games. Thus ended their World Series hopes for 2012.
The next edition of timetables was issued effective
October 14. The Harlem and New Haven Lines will
have been in effect for a little more than one month
when they are replaced on November 17. Hudson Line
timetables will be valid through January 4, 2013. Because this timetable will extend through the holiday period, it includes one extra AM inbound and two extra PM
outbound trains that operate on Saturdays between November 17 and December 29. The replacement Harlem
and New Haven timetables will also include added Saturday trains during that time period.
All of the weekend service improvements that were
described in the August Bulletin were implemented. A
total of 69 trains have been added, 15 weekday, 24
weekend Harlem, and 30 weekend New Haven trains.
On weekends, there is half-hourly service at most stations and 20-minute service at White Plains and Stamford. Schedule adjustments were made on all lines.
Too early for publication time were the special Thanksgiving timetables. However, they are expected to mirror
the service that has been operated in previous years.
MilePosts for September reported that at the end of

METROPOLITAN TRANSPORTATION AUTHORITY
Eight fare increase hearings are scheduled between
November 7 and November 14 in the five boroughs,
Farmingdale, Newburgh, and Yonkers. Riders could
also record a videotaped comment (3 minutes maximum) at NYCT Headquarters (3 Stone Street, Manhattan), Hicksville, Poughkeepsie, and Ronkonkoma on
selected dates. Four options were given at an October
15 press conference, on which riders will be able to
comment. For subway and bus riders there could be
changes to the $2.25 base fare, which was not changed
on December 30, 2010, or increased costs for weekly
and monthly unlimited MetroCards, changes or elimination of the discount for MetroCard purchases, and implementation of a $1 charge for a new MetroCard. Express bus fares could rise from $5.50 to $6. Long Island
Rail Road and Metro-North fares would rise between
8.19% and 9.31%. Bridge and Tunnel tolls would go up
for cash payers as well as E-Z Pass users.
After all comments are reviewed, a proposal will be
put before the Board for approval at its December 19
meeting, with an effective date on or about March 1,
2013.
MTA METRO-NORTH RAILROAD (EAST)
Work continued on the Danbury Branch to upgrade six
crossings in South Norwalk for twelve days, September
22 to October 3. Rail service was not affected. This
work is being performed as part of the Danbury signalization project, which is scheduled to be completed next
year.
A ceremony was held on September 27 to mark the
completion of the rebuilding of the Tarrytown station
(Hudson Line), used by approximately 6,000 people a
day from Westchester and Rockland Counties. The project cost $36 million and was funded by MTA’s Capital
Program and the American Recovery and Reinvestment
Act, also known as the “stimulus” program.
On the Harlem Line, a $3.5 million restoration of the
historic Fordham station building has just been completed, and design work is underway to widen the northbound platform to accommodate the busiest reversepeak commutation station in the nation.
A survey of Metro-North commuters conducted in
June resulted in a 93% satisfaction rating, marking a
return to 2010 levels. Last year only 89% of passengers
reported being satisfied. The high grade was in both the
railroad’s markets, east and west of the Hudson.
Member Ron Yee observed the New Haven to Meadowlands train, #3137, on September 30, as it traveled
through Connecticut. Operating since 2009, it is again
an eight-car train of single-level Comets powered by an
ALP-46.

(Continued on page 10)
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August, about 70% of the work has been completed in
the ongoing catenary replacement project of 7 miles
between Southport and Bridgeport. 60% of the bridge
replacement work has also been completed. At that
time, 63% of the 100-year-old catenary in Connecticut
will have been replaced. This project is expected to be
completed by the end of this month and the two tracks
currently out of service will be returned to service.
Faced with a growing number of Engineers and Conductors who are retiring, Metro-North has been scrambling to hire replacements. On January 1, Metro-North
will be 30 years old, and many hired in 1983 are now
eligible to retire.
This fall, Metro-North plans to award a contract to replace of all the original cables that raise the two 330foot-long lift spans of its Harlem River Lift Bridge, which
is located 4.5 miles north of Grand Central Terminal and
provides the only access into Manhattan for all MetroNorth trains traveling to and from the terminal. The
bridge was completed in 1954 to replace an earlier
swing span. Work will be scheduled to take advantage
of a U.S. Coast Guard-approved outage when the
bridge will not have to be opened.
MTA METRO-NORTH RAILROAD (WEST)
An article in The Journal News (September 17) reported that since the resumption of rail service following
the damage caused by Tropical Storm Irene, ridership
has not recovered to the pre-Irene numbers. Ridership
was just over 439,000 from January through May, compared with more than 537,000 during that period in
2011, an 18% reduction. A Metro-North spokesman noted that during the same five-month period, the Pascack
Valley Line saw an increase of nearly 18,300 riders in
New York, or 7.5%. It is also possible some Port Jervis
Line riders boarded trains in Suffern, where they would
be counted as NJ Transit riders.
New timetables were issued effective October 14. On
the Pascack Valley Line there is additional express service, inbound and outbound. In the morning, (new) Train
#1618 departs from Spring Valley at 7:59 AM, making
stops in Nanuet and Pearl River, then operates via express to Secaucus Junction, with the same stopping
pattern as Train #1606 (6:24 AM Spring Valley). In the
evening, on Mondays through Thursdays, Train #1639
departs from Hoboken at 7:20 PM, and makes the same
stops as Train #1629 (5:30 PM Hoboken). You may ask,
what about Friday? The answer is that on Fridays, Train
#1653 (2:58 PM Hoboken), the usual pre-holiday extra
train, is extended from New Bridge Landing as Train
#9653 stopping only at Hillsdale and then the three New
York stations. Trains #1606, 1618, 1629, and 1639 are
designated as Metro-North Expresses and do not make
any stops in New Jersey other than Secaucus Junction
and Hoboken. With these new trains, this is the highest
10

level of service ever operated on the Pascack Valley
Line.
On the Port Jervis Line, two additional inbound and
one additional outbound train in each direction will operate on January 21 (Martin Luther King Day) and February 18 (Presidents’ Day), when a weekend schedule is
in effect.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
The last M-8 update, from October 15, shows 156
cars, with 138 in service and 18 undergoing Kawasaki
inspection. Member Bill Zucker has observed 91009227, 9230-3, and 9238-43, 138 cars. Bill also noted
that the first day of service for the M-8s was March 1,
2011, not May 10, 2011, which I had reported in last
month’s Bulletin.
Connecticut DOT received $120 million in High-Speed
Intercity Passenger Rail Program funding to complete
construction on the Hartford segment of the New Haven
to Springfield rail corridor. When complete in 2016, 11
additional round-trip trains will operate between Hartford
and New Haven, for a total of 17 compared to 6 today.
Improvements to the corridor will reduce travel time between St. Albans, Vermont and New Haven, Connecticut by more than one hour. The project involves installing 10 miles of double track, upgrading the signal
system on a portion of the line, and making improvements at 28 road crossings. Thirteen bridges and culverts will be repaired or replaced, and four Amtrak stations (in Wallingford, Meriden, Berlin, and Hartford) will
receive new, high-level, ADA-compliant platforms with
overhead pedestrian walkways and newly expanded
parking areas. This announcement on October 2 follows
two additional High-Speed Intercity Passenger Rail
(HSIPR) grants totaling $70 million for the New Haven
to Springfield line, awarded in 2011. In total, the federal
government has invested $191 million in the line. Collectively, the state and federal governments are partnering to invest a total of $365 million, including $141.9
million from the State of Connecticut. The state's longterm vision for the New Haven to Springfield line calls
for operating up to 25 daily round trips, and train speeds
are expected to increase from 79 mph to 90 mph.
MTA LONG ISLAND RAIL ROAD
On September 20, workers known as “sandhogs”
broke through the last section of rock between Manhattan and Queens, which is a key part of the East Side
Access Project. With this milestone, they created a continuous tunnel running more than 3½ miles from a cavern 12 stories underneath Grand Central Terminal to 4
concrete-lined, 22-foot diameter tunnels just feet below
Sunnyside Yard that will soon be connected to the Long
Island Rail Road main line. The location where this took
place is below Northern Boulevard. As this work was
taking place near the Astoria Line, workers had to drive
a new set of foundation pilings into the ground to temporarily support the elevated structure during the con(Continued on page 11)
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struction of the tunnel. The overall East Side Access
project is now scheduled to be completed in August,
2019.
A 10-panel, color brochure titled Barclays Center
Brooklyn LIRR Train Service was issued for the period September 28-November 11. There are two categories of extra service: “After Brooklyn Nets Games” and
“After Concerts and Special Events.” On weekdays, for
the Brooklyn Nets games, four eastbound Extras are
added between the regularly scheduled trains departing
from Atlantic Terminal at 10:08 and 11:55 PM. For the
“Concerts and Special Events”, there are two eastbound Extras between the regularly scheduled departures at 10:28 and 11:55 PM, and two more at 12:15
and 12:41 AM. There are minor time changes on weekends. In all cases, the connecting trains at Jamaica are
shown. All scheduled events other than Brooklyn Nets
games through December 22 are listed. Barclays Center is also served by eleven subway lines including the
nearby 2 3 4 5 B D N Q and R.
Special timetables were issued:
● Port Jefferson – October 2 and 3 – Sperry Testing –
Bus service east of Hicksville
● Montauk – October 9 -12 – Sperry Testing – On
various days, bus service between Montauk/
Speonk, Speonk/Patchogue, or Patchogue/Babylon
● Oyster Bay – 29th Annual Oyster Festival – October
13 and 14 – 3 extra trains in each direction on the
branch
● Babylon (timetable card) and Montauk (timetable
folder) – National Grid Soil Remediation and Crossing Renewal in Bay Shore, October 13 and 14.
Montauk Express trains were canceled
● Montauk/Speonk – October 16-19 – East End bridges rehabilitation – Bus service east of Speonk 24
hours a day (2 AM October 16-2:30 AM October 19)
After hearing from a number of commuters who were
locked out of waiting rooms that were closed in the early afternoon, the Long Island Rail Road Commuter
Council brought this issue before the railroad. On October 3, an agreement was announced whereby 41 stations would be kept open until 10 PM on weeknights.
This will be extremely beneficial, especially with winter
looming. Last year there was a trial program involving
twenty stations, and based on its success, the program
has been expanded. On a much smaller scale, last October, due to a re-timing of a late-evening Hudson Line
train out of Grand Central Terminal, there was an extended wait for the Tappan Zee Express that could not
be resolved by adjusting the bus schedule. When this
issue was brought to the attention of Metro-North officials via the Metro-North Commuter Rail Council, they
agreed to keep the Tarrytown station’s waiting room

open until 11 PM.
Timetables are to be issued November 12; however,
details were not available at publication time. Details
will be published next month.
NJ TRANSIT
NJ Transit designated the week of October 1-5 as
Customer Appreciation Week. Seat drop brochures in
English and Spanish were on trains on October 2 describing some of the communication initiatives NJ
Transit employs, such as Facebook, Twitter, DepartureVision, Google Translate, and online ticketing. In the
near future, mobile ticketing will be added.
For the month of October, the security icon on monthly
and weekly tickets, a star, remained unchanged.
Luckily for me, the Amtrak signal problems during the
evening of October 4 occurred after I had left New York
Penn Station. The first alerts went out at 6:07 PM that
Northeast Corridor and North Jersey Coast Line trains
were subject to 15-20-minute delays. Ten minutes later,
all service was suspended. Cross-honoring on PATH,
NJ Transit buses, and private carrier buses was implemented. Delays were extended, 60-90 minutes, and
remained so until nearly 11 PM. A co-worker who left
New York Penn on the 5:12 PM train told me that his
train was delayed leaving the station and again at Metropark. Service was reported as operating on or close
to schedule at 12:27 AM the next morning.
New timetables were issued for all lines, except Atlantic City (which was changed on September 9), effective
October 14. Getaway service operates on November 23
and December 24 on the Morris & Essex, Northeast
Corridor, North Jersey Coast, Pascack Valley, Port Jervis, and Raritan Valley Lines. On November 23 and December 26, 27, 28, and 31, four AM peak trains have
been canceled in favor of five mid-morning trains on the
Northeast Corridor Line. Also on those dates, five early
afternoon trains replace three PM peak trains. The
North Jersey Coast Line will have one inbound AM peak
train replaced by a mid-morning train and three additional early PM trains, with only the outbound Hoboken
train being canceled.
Because weekend schedules will be in effect for Martin Luther King Day (January 21) and Presidents’ Day
(February 18), the schedules have been augmented by
additional trains on the Montclair-Boonton (6 in each
direction), Morris & Essex (9 inbound and 10 outbound),
Northeast Corridor (5 inbound and 4 outbound), and
one additional train in each direction on the Raritan Valley Line. On the latter, on November 22 only, there is
one extra train in each direction.
Other notes: Secaucus Junction connections changed
for some trains. All timetables in this issue have logos
below the weekend train numbers indicating whether or
not bicycles are permitted on board. It is interesting that
while all Hoboken Division trains permit bicycles, many
connecting trains to New York do not. Commercial ad(Continued on page 12)
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vertising has appeared in all timetables in the form of a
full- or partial-panel ad for Bartlett Tree Experts. Trains
were added on many lines. All timetables also have a
box containing information about “Severe Weather Service.” Below are the significant changes:
● MONTCLAIR-BOONTON: With the elimination of Train
#261 (4:46 PM Hoboken/Montclair State University), passengers have the option of riding Train
#1005 (4:26 PM Hoboken/Dover) or Train #1055
(5:11 PM Hoboken/Mt. Olive), which make additional stops in Montclair. There is a new train, #275,
which departs Hoboken at 5:55 PM making all stops
to MSU. Service west of Lake Hopatcong was adjusted
● MORRIS & ESSEX: Train #6437, formerly the 5:54
PM New York Penn, has been moved to 6:10 PM to
allow for fewer stops and to reduce crowding. Train
#6666 had its time changed from 6:08 PM to 5:48
PM in order to use Multi-Level cars for increased
ridership at the Brick Church, South Orange, and
Summit stations. Train #6355 (6:20 PM New York
Penn/Summit) has been added. Train #6655 had its
time moved from 6:20 PM to 6:21 PM. Three Gladstone trains from Hoboken, #437, 439, and 441,
now operate earlier. Evening inbound service has
changed and includes an additional Hoboken train
from Gladstone and an additional Midtown Direct
train from Dover – both serving local stops
● NORTHEAST CORRIDOR: There are two new trains,
one in each direction. Westbound Train #3171 departs New York Penn at 5:43 PM. Other trains in the
5-6:45 PM time period had their departure times
adjusted. Eastbound Train #3898 departs from
Trenton at 5:23 PM, making stops at Princeton
Junction, New Brunswick, Metropark, Newark Airport, Newark, and New York Penn. This train was
added to address overcrowding on certain lateafternoon trains
● NORTH JERSEY COAST: Weekend Train #7253 departs New York Penn at 3:07 PM, which is one minute earlier than under the June 23 edition. With
this change, there are clockface times between
6:07 AM and 11:07 PM
● PASCACK VALLEY: Reported under Metro-North Railroad (West) since the changes were Metro-Northrelated
● RARITAN VALLEY: Bridge construction near Plainfield
has caused Newark-bound trains to operate up to
four minutes earlier between High Bridge/Raritan
and Netherwood. Westbound trains leaving Newark
arrive at stations between Netherwood and Raritan/
High Bridge up to three minutes later.
At the October 15 Board meeting, one of the more
contentious items to be approved effective January 1,
12

2013, was a resolution that stripped 1,800 NJ Transit
non-agreement (non-unionized) current employees,
e.g., managers and office personnel, etc., and about
700 retirees from riding on NJ Transit lines free. This is
a time-honored privilege, which had been available to
transit employees for probably longer than any of us
know. The Bergen Record reported that the proposal
comes from Governor Christie and is the latest in a series of aggressive reforms aimed at state workers, including curbing payouts for unused sick and vacation
days. NJ Transit Spokeswoman Nancy Snyder said the
agency could gain as much as $1.6 million in revenue
by rescinding the benefit the state had promised to its
workers. While $1.6 million is a tidy sum to you and me,
it is a rather small amount in the transit agency’s $1.9
billion operating budget, and is there really a way to
determine if those funds will be realized?
At least for now, 9,200 union employees are not affected, but the issue may very likely be raised when
new contracts are being negotiated. Personally, I cannot
see the practicality of doing this. Friends are affected by
this policy change, are not happy, to say the least, especially since their salaries have been frozen for four
years, and reducing their benefits amounts to a pay cut.
(On October 11, an article in The Star-Ledger reported
NJ Transit disclosed that four of its top executives are
provided with cars).
Also approved was a $1.7 million restoration of the
Watsessing station, used by more than 200 passengers
a day. This station on the Montclair-Boonton Line was
constructed in 1912. Repairs will be done to the exterior, complementing previous work done on the inbound
and outbound canopies.
The resolution for consultant services to design a
powered Multi-Level car (October Bulletin) was not
approved, pending additional information. The transit
agency is looking for a way to bail itself out since those
cars were ordered for the now-canceled ARC Project
(courtesy of Governor Christie) and since NJ Transit did
not cancel the contract, it is looking for another use for
these 100 Multi-Level cars.
For the annual Steeplechase Horserace, which took
place on October 20 in Far Hills, NJ Transit operated
extra service to this stop on the Gladstone Branch. Because the Gladstone Branch is single-tracked, five
morning and one evening trains from Gladstone and
five afternoon/evening trains from Summit were canceled. Buses were used to serve Gladstone, Peapack,
and Far Hills, and operated in a continuous loop. Following the event (4:30-7 PM) eastbound trains operated
every 15-20 minutes.
Although NJ Transit has put its four P-40s up for sale,
member Bob Vogel found 4800 powering Atlantic City
Trains #4630 and 4627 on October 2 and 14. Bob posted photos of 4803 on June 9 and for several days after
(July Bulletin). A third unit, 4802, was observed on Oc(Continued on page 13)
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tober 16.
Every time I arrive at the rotunda area of Secaucus
Junction, I look to the east to see what is being displayed on the digital message board. Usually it is “NJ
Transit — The Way To Go.” However, on September 20,
the sign read “500 DAYS TO GO/2014 Super Bowl/
nynjsuperbowl.com.” Several days earlier, a scene of
lower Manhattan, which flipped from a day to a night
view, began appearing. On the days when Meadowlands rail service is operating, there is information concerning the service.
Another station ticket office has been closed — Point
Pleasant (North Jersey Coast Line) — as of October 8.
The waiting room will, however, remain open weekdays
from 4:30 AM to 1 PM. Thanks to Al Holtz for this news.
On October 9 I received an email from NJ Transit announcing that it was working on a mobile ticketing app
and was looking for riders to participate in a test before
it was released to the general public. Although I was
interested, unfortunately for me, at this time, it had only
been developed for smart phones with the Android operating system, and not for the iPhone, which I use. A
few days later, I received this response: “Yes, sorry that
you will not be eligible for the pilot testing. We have developed the app for Android devices because it allows
more flexibility to tweak and test the app before it goes
fully public. Once the main issues are ironed out, we
expect to launch it on the iPhone as well. Stay tuned.”
PORT AUTHORITY TRANS-HUDSON CORPORATION
There could be an extension of PATH service from
Newark to Newark Airport in the future. On September
20, the Port Authority announced that it would conduct a
feasibility study. This project was first proposed decades ago; in fact, I have a copy of a PATH Newsletter
dated February, 1973, which has a map on the cover
showing an extension to Plainfield via Newark Airport.
This was to be part of a $650 million transportation improvement package that included much of the work that
would have been part of the now-canceled ARC Tunnel
project. Another element was direct Erie-Lackawanna
service to New York, which arrived when Midtown Direct
service was launched on June 6, 1996. There was also
to be direct rail service to JFK Airport.
One-way PATH fares went up at 3 AM, October 1,
from $2 to $2.25. The 10-, 20- and 40-trip tickets cost
$17, $34, and $68, respectively, or $1.70 per ride. Other
fare options are: SmartLink 1-Day Unlimited Pass,
$6.75, 7-Day Unlimited Pass, $24 and 30-Day Unlimited, $73. Senior SmartLink fares remain unchanged at
$1. This was the second of four annual fare increases
that were approved on August 19, 2011. The next increases, 25 cents each time, are scheduled for October
1, 2013 and October 1, 2014.
Also on October 1, a new Timetable, Map and Guide,
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was issued, replacing the September 22, 2011 edition.
Some of the changes include an updated listing of the
2012-3 holidays and the new fare structure. A quick
check of the train times found that the weeknight service from World Trade Center to Newark has been
retimed to remove one late-evening trip.
There is also recognition of 50 years of PATH service,
as represented by the logo below.

AMTRAK
During the week of September 24, on the overnight
hours, Amtrak tested an Acela trainset along four sections of its Northeast Corridor Line at speeds up to 170
mph. At present the maximum allowable speed (MAS)
is 135 mph except in western Massachusetts between
Mileposts 194.5 and 205, where the MAS is 150 mph.
The testing was done in the following sections: 21.3
miles between Perryville, Maryland, and Wilmington,
Delaware; 22.9 miles between Trenton and New Brunswick, New Jersey; 29.2 miles between Westerly and
Cranston, Rhode Island; and 27.8 miles between South
Attleboro and Readville, Massachusetts. Amtrak is considering operating trains at up to 160 mph along those
segments. A YouTube video that I saw showed several
increasingly faster runs. The graphics on the video
showed trains passing through the Princeton Junction
station at 135, 155, 160-165, and finally 170 mph. Other
videos on this site were for the ICE Train – 167 mph
and the X-2000 – 156 mph. Thanks to members David
Erlitz, Ira Haironson, and Dennis Zaccardi for this news.
These additional comments on this subject were received via email: “The UA Turbotrain did 171 mph
(twice) on this track in 1967 or 8” and “The New York
Central tested an RDC back in the ‘60s at 183 mph with
a jet engine.”
Member Steve Erlitz fills in some of the details about
the incident that affected the Yankees’ trip to New York.
“Amtrak lost all the catenary south of Aberdeen during
the overnight of October 8/9, shutting down all three
tracks. Amtrak service was suspended until 1 PM.
MARC Penn Line trains that normally start at Perryville
started their trips from Edgewood, with no alternate service from Aberdeen or Perryville. The midday MARC
turn to Perryville (12:20 PM out of D.C.) did operate
normally to Perryville and back since the lines were reopened and service at that time was normal. At the same
time a tractor-trailer accident on the bridge over the
Susquehanna River shut I-95 down for a time.”
For the eleventh consecutive month, ridership has set
(Continued on page 14)
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new records. Amtrak reported that each respective
month, when compared to a previous month, was “the
best-ever.” July, 2012 was the best single ridership
month in its history. Through 11 months of FY 2012
(October, 2011-August, 2012), total Amtrak ridership is
up 3.4% as compared to the same period last year.
When the fiscal year ended on September 30, a new
annual ridership record of 31.2 million was set, surpassing the current record of 30.2 million passengers established in FY 2011. Thanks to Bob Hansen for this
news.
On October 5, in advance of its planned December 12
expansion of service from Richmond to Norfolk, Amtrak
began operating two qualification runs every day, Mondays through Saturdays. The distance is approximately
90 miles.
According to Cinders, the Fall/Winter, 2012 edition of
the National Timetable (Form T1) is expected to be issued in mid-December and become effective on January 1, 2013. It will include service extensions to Norfolk,
Virginia and Brunswick, Maine.
On October 1, 2013, Amtrak will end its $8 million a
year contribution to maintain The Keystone route
(Philadelphia to Harrisburg) in order to comply with a
2008 law requiring Amtrak to shift operating costs to
states. That law is called “The Passenger Rail Investment and Improvement Act” and includes a section that
requires Amtrak to standardize subsidies for routes of
less than 750 miles outside of the Northeast Corridor.
Pennsylvania already spends about $9 million each
year on its Keystone service. Since 2000, ridership has
doubled to more than 1.3 million passengers per year.
In 2006, $145 million was spent to upgrade the 104mile corridor, which now provides faster and more frequent service. Trip time between the two cities is 95
minutes. Another train that would be affected is The
Pennsylvanian. Thanks to member Alfred Gaus, Jr. for
this report.
METROPOLITAN AREA
Tornado warnings, along with high winds and severe
weather, were in effect throughout the afternoon of September 18. Metro-North was particularly hit hard, with
service outages on all three lines plus the Danbury
Branch. The next day, Metro-North reported that 20
trees were either blocking tracks or wrapped in overhead wires. The problems began at about 2 PM at Fordham, and just as that was being cleared, tree limbs became tangled in the catenary near Mount Vernon East.
On the Hudson Line, there were downed trees between
Glenwood and Greystone, and between Peekskill and
Garrison. In addition, high water conditions near
Riverdale added to the delays. Service was reported
operating normally at 11 PM.
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NJ Transit put system-wide cross honoring into effect
from 3 PM until midnight. Between 4:39 and 6:16 PM,
the Princeton Dinky was suspended due to a catenary
problem. Substitute bus service was provided. Morris &
Essex Line trains were delayed by 10-15 minutes at
Summit due to weather related conditions between 6:44
and 8:48 PM.
Clearly not in the “Metropolitan Area,” but connected
to this storm, is this SEPTA report sent by member Bob
Wright. “We're getting some severe rain tonight and the
rail system is getting pounded. Paoli service was out
when I took my train home (6 PM) and it's back now, but
Chestnut Hill West is now out according to SEPTA’s
website. Not sure specifically why.”
INDUSTRY
Member Bill Vigrass sent this report from the American Public Transportation Association (APTA) concerning the results of the 2012 Spring Quarter ridership
trends. Below are the results compared to 2011.
● Light Rail + 4.3%
● Rapid Rail + 2.5%
● Regional Rail + 1.7%
● Urban Buses + 0.7%
Overall, transit was up 1.62%.

Rest In Peace
Joe Canfield, a long time contributor who had ERA
#1078 (joined March 31, 1947), passed away on September 26, at the age of 93. I received a photocopy of
the obituary from his wife, which reported that Joe was
born in Philadelphia and had a varied railroad career
before retiring and moving to North Carolina.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
On September 12, MBTA approved a $44.8 million
contract for the final design of the Green Line extension
to East Cambridge and Somerville. Not all of the details
for funding this $1.3 billion project are in place. A friend
wrote the following: “Years ago, trolley lines extended
from Lechmere in East Cambridge out to Somerville,
Medford, and beyond. When the Central Artery was
built in the 1950s, it was supposed to have trolley tracks
embedded in the pavement for the Somerville extension. Now they are finally putting back what was removed. When I was in college, I used to eat lunch at
Durgin Park in the Quincy Market. One of the people
who used to regularly sit at the long table with me at
lunchtime was an MTA bus driver named Walter. Before
he drove a bus, he used to operate trolley cars on the
Felsway in Medford and he told me stories about his
experiences operating the trolley cars.”
Two executives from MARTA were finalists for the position of General Manager. Beverly A. Scott and Dwight
A. Ferrell were interviewed by the state’s Transportation
Board September 24, and it voted to hire Dr. Scott, who
(Continued on page 15)
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became the agency’s first female GM under a threeyear contract. Scott, a former university professor who
has spent 35 years in public transit, will leave Atlanta
after five years and take a 30% pay cut to come to Boston. Now 61 and a widowed grandmother, Scott said
she was not looking for new employment after announcing last winter that she would step down from MARTA,
Atlanta’s transit agency, after her contract expires in
December, 2012. Dr. Scott also worked at NYCT.
On October 4, Lt. Governor Timothy Murray announced that a $100 million agreement had been
signed with CSX that enabled additional service on the
Framingham/Worcester Line effective October 29. With
this agreement, the State of Massachusetts owns the
trackage and control of operations along this line. Initially, there will be three new inbound and three new outbound trains for a total of 31 arriving or departing
Worcester. One inbound special express and one outbound special express will be added next spring, and
the goal of 20 round trips will be reached by next October. Other parts of the agreement have given the state
ownership of:
● 45 miles of trackage between Worcester and Boston
● 37 miles from Taunton to Fall River and New Bedford
● 8 miles known as the Grand Junction, which runs
from Allston across the Charles River, through
Cambridge, Charlestown, Everett, and Chelsea
● 2 miles known as the Boston Terminal Running
Track, which extends from Dorchester to South
Boston, including the West First Street Yard.
Weekend service ended on the Greenbush, Needham, Kingston, and Plymouth Lines due to budget issues. Although this was reported in the May Bulletin, at
that time no effective date was given. The first weekend
without service was July 7-8.
It is the goal of Governor Deval Patrick’s administration to complete the permitting process for the South
Coast Rail Project by March, 2013. These permits go
through the Environmental Protection Agency and Army
Corps of Engineers. Massachusetts Transportation
Richard Davey also reaffirmed the Patrick Administration’s commitment to the project and the preferred alternative, which would diverge at Stoughton and run
through Taunton, Fall River, and New Bedford.
The Boston Globe asked the question: “Pop quiz:
Name the only MBTA subway lines that don’t meet. If
you said the Red and the Blue, you’re right, and you
may be right for decades to come.” Supporters of such
a connection have allocated $49 million for design work.
If built, the tunnel would extend the Blue Line a half-mile
beneath Cambridge Street from its Government Center/
Bowdoin terminus to meet the Red Line at Charles/
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MGH. However, state officials are not committing to
spending this money on the project, terming it a
“placeholder.” Thanks to member Todd Glickman for
these reports.
Jack May attended the ERA convention in Boston and
kindly shared, in a number of emails, digital photos of
what he had seen. Accompanying a group of photos of
the Green Line was this comment about a policy that
was mentioned in the June Bulletin. “A new policy,
based on a stupid solution to the problem of fare evasion, results in the opening of ONLY the front doors of
LRVs at non-fare control stations during non-rush
hours. Since budgetary constraints do not allow the provision of sufficient service for passenger demand, this
new policy has slowed down operations significantly
(my observation), increasing running times tremendously. The logic of having a low-floor section in the center of
the newer cars is defeated by forcing all passengers to
climb up steps to pay their fares under the scrutiny of
the Operator and then go down other ones if the front of
the car is crowded (which it almost always is). Then, if
they are exiting outside the inner portion of the line,
they have to go through that rigmarole again in reverse,
because only the front doors are opened. This is an
especially great burden on those members of the public
who cannot physically deal with steps, but are otherwise mobile, and those with baby carriages or strollers.”
Comments received included this from another member, who wrote that his understanding is that at some
stops on the surface during rush hour there are Platform Inspectors, and at those places, the rear doors can
be opened and Inspectors let in folks who can show a
valid pass or whose Charlie Cards can be validated. A
third comment was: “Jack's analysis of ‘T’ service and
the absurd restrictions to the front door are right on. We
have a new GM coming to the ‘T’ — a woman from Atlanta (see story above). Let's see if she's able to make
improvements.”
PHILADELPHIA, PENNSYLVANIA
Bob Wright, a retired Electrical Engineer, sent this other news: “Friday September 14 was another odd day.
The Norristown Line was out in the AM in both directions because of an investigation of a Police Officer
shooting (the Officer was shot and killed) north of Conshohocken. It was noted to be out until at least 8 AM on
SEPTA’s website. A friend who took a later train advised
that they were running but with short consists since no
outbounds could get to Elm Street in time to turn, so
whatever was in the yard there was put into service. I
opted for my alternate train, Chestnut Hill West (a little
longer drive to Queen Lane than my normal trip to either Ivy Ridge or Wissahickon), which was fine going in
but got delayed for 20 minutes at Zoo Junction coming
home as Amtrak had switch problems and trains were
single-tracking from Zoo to the Chestnut Hill diverge. Two Amtrak westbounds got through as we wait(Continued on page 16)
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ed, but at least six others were slowly moving by or sitting at various places on the route as we finally moved
outbound.
“On a trip to SEPTAs Bus Roadeo in Cornwells
Heights on Saturday, September 15, I noticed about 20
Silverliner Vs sitting in Powelton Yard, and I keep wondering why they're getting rest while the older Silverliner
IVs are providing the service needs. I did see one twocar train of Silverliner Vs inbound at 30th Street right
after my trip back from the Roadeo (not sure where it
was going), but every other train I saw was Silverliner
IVs. I did notice about a dozen Silverliner IIs in Powelton Yard on my trips through there on Friday (they're
well hidden when more trains are in the yard on weekends), most with the side number boards and plates
removed. Another dead line of about six Silverliner IIs
sits alongside Wayne shop as well. On Saturday September 22, Silverliner Vs were all over the place in service, including the train I took inbound. Go figure.”
At about 2 AM September 17, a driver of an SUV
struck Route 15/Girard trolley 2329 with such force that
it knocked it off the rails. Police said that a 32-year-old
female driver had to be extricated from her vehicle and
was reported in stable condition at a hospital. Two men,
who had been in the car, fled the scene. The Operator
was not seriously hurt and there were no passengers
aboard the car. Thanks to Al Holtz for sending this report.
Alfred Gaus, Jr. sent an article from metroPhiladelphia that reported about the growing problem of “Death By
Train.” Fatalities on SEPTA rose by 50% in 2011, and
may set a new record this year. Suicides are often the
cause. In 2011, SEPTA had 15 pedestrian fatalities, up
from 10 in 2010 and 2009. At this writing, mid-October,
there had been 9 deaths. To combat this problem, SEPTA has installed fencing along with audio and visual
signals at many of the Regional Rail grade crossings;
however, it would be cost-prohibitive to do this systemwide. Additionally, SEPTA is in a partnership with the
University of Pennsylvania to create a map of reported
trespassing incidents so that safety officials can identify
possible patterns. While riding a 3 train, I spotted a
sign in the car reporting that in 2011, 146 people were
struck by trains, of whom 49 were killed, in the New
York City subway system.
Member Dave Safford sent the next three reports,
along with commentary: “Work has begun on SEPTA’s
new fare system for its buses, trolleys, and subways.
Not that much shows yet: only 30 of the 5,600 steps
shown on its work flow chart for the $129.5 million project have been completed, but preliminary site work,
such as measurements, is underway, and turnstile installation will begin in the spring. The system is project16

ed for beneficial use by the end of 2013, along with a
set of companion projects, elevator modifications, new
control centers, etc., budgeted at a total of $84 million.
An in-house preliminary trial is planned for June, and a
limited ‘beta test’ with actual riders in August. The companion system for the Regional Rail system will come
‘later’.
“The new system does away with magnetic strips, using instead contactless cards with embedded computer
chips. This will allow riders with contactless bankcards
to pay their fares directly without the necessity for buying a separate SEPTA card. As of now only about 15%
of U.S. bankcards are contactless, but the U.S. is nearly
alone in clinging to magnetic stripe technology, and the
major players are pushing the country toward the more
reliable contactless cards. Being technologically behind Zimbabwe is, after all, somewhat embarrassing.
“Leaving nothing to chance, SEPTA has hired a marketing firm to develop a brand name for the new system, along the lines of London’s Oyster Card or Boston's Charlie Card. Why not send in your suggestions —
maybe the ‘Poor Richard Card’ or the ‘Cheese Steak
Card.’ Give it a shot — the team at 12th & Market could
use a little positive feedback.”
From Cinders: By the third week of September, only
10 of the 120-car Silverliner V order had not been delivered, owing to the previously reported parts shortage.
At least 90 of these cars see daily service, and are
helping to relieve the car shortages that have persisted
over the past year as Silverliner IIs and IIIs were retired.
Three of these cars, 9010-230-235, the same three that
closed out service on June 29, remain in active service
as “switchers” at Overbrook Shop. Other cars continue
to move to the scrapper in Newark. These cars departed on August 18 for Woodbourne Yard for pickup by
CSX: 226-218-239-228-269-9004. 269 is the car that
retained the PENNSYLVANIA lettering on its headboard. It was this car that Philadelphia railfans wanted
preserved.
BALTIMORE, MARYLAND
Maryland Transportation Authority has a pending
award to Bombardier Transportation to operate the
MARC Camden and Brunswick Lines. It is a 10-year
deal, which will remove CSX from having to supply
crews and maintenance as they have been doing since
B&O operated the service. Keolis, the American subsidiary of the French Railway SNCF, was the only bidder
two years ago, but was rejected because survivors of
the Nazi death camps in WW II said SNCF never came
clean on its role during the war. Keolis, which presently
operates Virginia Railway Express (VRE), came in #2 in
price on this bid. Bombardier also scored on top for
technical ability. The Maryland Board of Public Works
was to approve the deal October 3, but tabled it for two
(Continued on page 17)
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weeks over language about minority participation in the
contract. Nonetheless, it is still expected to be approved. MARC has been paying CSX penalties for
some time since they failed to select an operator when
their contract expired. CSX will continue to handle dispatching just like they do for Amtrak and VRE. Operation of the Penn Line will continue to be done by Amtrak
as it has for many years. Thanks to Steve Erlitz for this
news.
An Open House to discuss the Brunswick Line schedule was held in Frederick, Maryland on October 15.
WASHINGTON, D.C. AREA
Virginia Railway Express (VRE) sent an email blast on
September 26 requesting volunteer “victims” who would
be willing to participate in its annual simulated train disaster drill. During the simulated disaster, local, state,
and federal first responders have their skills tested
while responding to the train emergency. VRE also
gauges its crews’, railroad partners', and staffs' preparedness for addressing a train emergency. This year's
drill took place in Alexandria. VRE wrote: “First email,
first served.” The response was sufficient and two days
later, another email was sent advising that the response
was “outstanding” and that no further volunteers were
required. Those who were selected were given instructions on where to report, etc. via email.
I never really thought about it, but if evening Yankee
or Met games run into extra innings, NYCT always runs
additional service to bring attendees back into Manhattan. Presumably, there is a budget for these charges.
Well, it turns out that there is no such provision with
WMATA when National games end after the normal
Metro closing time, midnight. My son Marc sent an article from dcist reporting that National (Nats) fans were
frustrated that on September 17, their team took no action to keep Metrorail service running. According to Metro, “the responsibility lies with the team, not with the
transit agency. Keeping the rail system open for an additional hour before its usual opening time or after its
usual closing time costs $29,500 an hour; Race for the
Cure and the Washington Capitals, for example, have
standing agreements with Metro for extended hours of
operation during their events. The Nats, on the other
hand, don't. (The Nats have paid Metro to stay open
during single games that start later than usual, though.)
‘Keeping the system open is not just a matter of running
a few extra trains through Navy Yard,’ said Caroline Lukas, a Metro spokeswoman, in an email. ‘You have to
keep all 86 stations open and keep trains running on all
five lines—serving every station. That's an employee
count in the hundreds. That said, we would be pleased
to provide additional service for the Nats if there is interest on their part to put an agreement in place.’"
On September 27 it was reported that LivingSocial,
17

the daily deals company based in the District, would
fund extended Metro service for any playoff game that
ends late. The agreement between LivingSocial and
WMATA requires a $29,500 deposit to keep the service
operating for one hour.
In New York, MTA picks up the bill for extra service.
The only exception concerns special service to Belmont
Racetrack, for which the New York Racing Association
pays. Officially, MTA says it’s just part of the agency’s
overall job. “Our subway, bus, and commuter rail services remove cars from road, help improve the environment, and support the economy. If thousands of people
want to travel to a sporting event, a concert, a parade,
or just a nice day in the park, we are there to make their
trips as safe and efficient as possible,” MTA said in a
statement. “Of course, the main reason we add extra
trains and buses following sporting and other special
events is to increase capacity in order to accommodate
everyone, including regular customers who are not traveling to or from an event.”
NORFOLK, VIRGINIA
Hampton Roads Transit reported that 44% of its Tide
ridership would be driving their cars, if not for the light
rail. The survey results also drew a demographic picture
of who uses The Tide: about 45% of survey respondents are under 30 years old, compared with 34% under
that age who ride buses. Weekday riders use The Tide
primarily to go to work or home; more than 30% board
at Newtown Road, and of those riders, 61% live in Virginia Beach and nearly 60% of riders said The Tide's
most needed improvement was to extend service to
Virginia Beach. Thanks to Jack May for this news.
TAMPA, FLORIDA
On September 18, the Tampa Port Authority, which
seemed on the verge of eliminating the annual subsidy
for the 2.7-mile TECO Trolley, approved the $100,000
for the coming year. This subsidy has to be approved
each year. At the same time, several Board members
expressed the belief that riding should ultimately be
free. TECO’s highest ridership, 467,000, occurred in
2009 when the city hosted Super Bowl XLIII. It is expected that this year’s total will be 340,000, a 27% decline. Thanks to Dennis Zaccardi for this report from
The Tampa Tribune.
CHICAGO, ILLINOIS
Metra provided additional service on the Milwaukee
West (Elgin) Line for the Ryder (Golf) Cup, which took
place at the Medinah Country Club from September 2530. Member Jim Beeler kindly sent copies of the 8panel, color brochure with the train schedules and other
information. This was also available on line at the Ryder
Cup website. Jim wrote that the Medinah station is within walking distance of the main gate.
The Chicago Transit Authority (CTA) on September 13
awarded a $220 million contract for the reconstruction
of the Red Line South. The project, which is one of the
(Continued on page 18)
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largest in CTA’s history and will begin in the spring of
2013, calls for rebuilding the 43-year-old Red Line
South, including all track, ties, ballast, and drainage
systems, from Cermak/Chinatown to 95th Street. The
cost for the entire project, including design, construction, and additional CTA service is $425 million. The
project is part of more than $1 billion in federal, state,
and local funds being spent on the Red Line. Thanks to
Ira Haironson for this report.
According to an article in The Chicago Tribune, CTA
riders are feeling “squeezed” by the seats in the 5000series cars. The reporter suggested that riders would
likely prefer a “bench” type seat, similar to what NYCT
uses in its new cars, noting that “scoop”-type seats
were abandoned by MTA in the 1980s. CTA officials are
not warm to the idea of surveying riders about their
preferences.
A new CTA/PACE farecard is coming next summer. At
that time, riders will have the option of paying fares by
credit and debit cards and a new smart-card system
called Ventra. Replenishment can be made from a bank
account, payroll deduction, or cash at a CTA vending
machine. Thanks to Jim Beeler for these two news
items.
Member Andrew Grahl reported that CTA 2200-series
cars were still in service during mid-September and
emailed a digital image of 2226.
Andrew also found retired Metra Highliners 1602 and
1619 on display in Mendota, Illinois.
ST. LOUIS, MISSOURI
The final routing for the Loop Trolley was announced
on September 13, according to a report in The St. Louis Business Journal sent by Jack May. Starting at the
Missouri History Museum in Forest Park, the 2.2-mile
line will continue north on DeBaliviere to Delmar and
then west to a station past Kingsland Avenue in front of
the University City Library. There would be these eight
intermediate stations: LeLand Avenue, Limit Avenue,
Live Theater, Metrolink/Delmar, Laurel Avenue, Delmar
at DeBaliviere, Kingsbury Place, and Metrolink/Forest
Park. Two former Milan Peter Witts were acquired and
rebuilt by Gomaco, but as was reported in the May Bulletin, they may be unsuitable for this service.
EL PASO, TEXAS
Additional information concerning the proposal to build
a trolley line using stored PCCs (October Bulletin) was
sent by Interurbans Editor Alan Fishel. “As for the El
Paso PCCs, they were among the very first PCCs built.
In the St Louis Car Company Orders 1600-11 (1936-7),
there were 496 cars built to the original 1936 specs.
This excludes order 1602, for Chicago, which had different specs. Only 9 of these cars have been preserved:
● Brooklyn 1001 – Shore Line Trolley Museum
(Branford)
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San Diego 502 – Colfax, California
San Diego 503 – Baltimore Streetcar Museum
San Diego 508 & 528 – Orange Empire Railway
Museum
● Los Angeles 3001 and 3072 – Orange Empire Railway Museum
● Washington, D.C. 1101 – National Capital Trolley
Museum
● Pittsburgh 1138 – Pennsylvania Trolley Museum
“If Brookville rebuilds the cars for El Paso no doubt
they will use only the body and interior and use their
own running gear. So this is a great opportunity for museums to get early air-electric Clark B1 trucks for future
use or to restore some pre-PCCs from Chicago, etc.
Also OERM could temporarily use the standard gauge
trucks under a narrow gauge car for operating on their
main line.”
ST. PAUL, MINNESOTA
Railway Age reported that the first LRV, 201, for the
Central Corridor (Green) Line was placed on Hiawatha
Line tracks for the public to view on October 10. The
Siemens-built S-70 car is the first of 47 cars that have
been ordered. 12 additional cars will be used to expand
Hiawatha Line trains from 2 to 3 cars. A spokeswoman
for Metro told reporters that the 11-mile line was 74%
complete and is expected to open in 2014.
SEATTLE, WASHINGTON
Construction for the 2.6-mile South 200th Link extension to SEATAC Airport is set to begin early next year,
following the award of a $169 million contract to a local
Seattle firm. Service is set to begin in 2016, the same
time as the University Link extension opens.
PORTLAND, OREGON
As of mid-September, there were 50 third-party apps
available for riders.
TriMet and local software company GlobeSherpa are
working on a pilot of a mobile ticketing system that lets
riders buy and use tickets directly from a Smartphone. It
is expected to be available next spring.
Effective October 8, TriMet ticket machines only dispense 30-Day Passes, which are validated for immediate use, instead of a calendar month. Un-validated tickets can still be purchased at some supermarket chains
and the TriMet’s ticket office at Pioneer Square.
SACRAMENTO, CALIFORNIA
Railway Age reported that Sacramento RTD awarded
a contract to Siemens to refurbish 21 of the 800-series
LRVs that were acquired from the Valley Transit Authority in 2003. Fifty cars were originally built by UTDC and
operated in San Jose from 1987 until they were replaced by new KinkiSharyo LRVs. Twenty-eight other
cars went to the Utah Transit Authority (Salt Lake City).
SAN FRANCISCO, CALIFORNIA
A recent article published in Progressive Railroading
reported that Caltrans is “charged up and ready to go”
on its project to electrify the 50 miles between San
(Continued on page 19)
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Francisco and San Jose. The full line runs another 27
miles to Gilroy. Finding the estimated $1.5 billion is a
work in progress. Plans call for replacement of its diesel-operated trains, which use more than 4 million gallons of diesel fuel annually, with EMUs. In July, the California Legislature approved a bond sale to finance the
state’s high-speed rail project, and a portion of those
funds can be used for regional transit projects.
In response to 24 months of increased ridership, effective October 1, Caltrain added two new trains and
restored four others that had been canceled due to previous budget constraints. Ridership has averaged more
than 50,000 riders every weekday. The new schedule
includes “shoulder” trains, or trains on the edges of the
regular morning and afternoon commutes, to increase
travel options for commuters. It also adds either a Palo
Alto or Sunnyvale stop to 12 limited-service trains.
Todd Glickman was in San Francisco for the long
weekend of October 4-8, and reported: "A confluence of
major events made for crushing crowds everywhere! To
name a few: Fleet Week (U.S. Navy, Blue Angels air
show, etc.), Castro Street Fair, 49ers football game,
Hardly Strictly Bluegrass Festival, Italian Heritage Parade, Ten Ten Parade, S.F. Giants playoff game, America's Cup racing, and more. The public transportation
system — even though augmented — was overwhelmed! The wait for a cable car was close to two
hours at Powell/Market (those in the know ride the California car from Embarcadero where there's no wait to
California/Powell, then transfer). Many F/Market streetcar stops were bypassed, with cars too full to take on
more passengers. The MUNI subway and BART were
at crush loads. MUNI ran expanded services as follows
from October 4-7:
● Supplemental service on the 47L Van Ness Thursday and Friday
● Extra cars on the F/Market and Wharves
● Special E/Embarcadero Line service Saturday and
Sunday (using double-ended PCCs as there's no
loop on the southern end of the E).
Men and women in uniform or with military ID were
invited to ride all services for free. As a special treat,
MUNI Car 1 was out for two runs on Saturday. Car 1,
built in 1912, was the first publicly owned big-city streetcar in the U.S. It was recently completely restored by
Brookville Equipment Company of Pennsylvania under
a $1.8 million contract that included total rebuilding of
the trucks, motors, and running gear, as well as reconstruction of the car body and installation of low voltage
electrical circuits for lighting, switch control, and communications."
Apparently, the E Line is only used for special events
like those mentioned above. Thanks to member Pete
Donner for this correction.
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SAN DIEGO, CALIFORNIA
Progressive Railroading reported that the city of
Mendoza, Argentina, has purchased 24 additional U-2
LRVs for $5.1 million. Previously 11 LRVs were purchased. However, member Allen Morrison sent a few
corrections. “Mendoza has purchased 39 San Diego
units, not 35. They bought 4 extra this week for parts.
And I don't think they will be shipped through Santiago.
Like the first 11, they will be unloaded at Antofagasta in
northern Chile, so that they can be trucked over a new
highway over the Andes into Argentina. The old highway
that crosses the Andes from Santiago has a tunnel,
through which the LRVs will not fit. The Flyer trolleybuses passed through it OK, but Mendoza measured and
determined that the LRVs would not. The new highway
has no tunnels. Metrotranvía finally started charging
fares on October 8. There are free transfers to/from
connecting bus lines. For a whole year now passengers
have been riding free and the service has become one
of the most popular attractions for visitors. Everybody
loves the equipment. San Diego delivered everything in
superb, shiny, like-new condition. Residents of every
other town in Argentina are burning with envy, for lots of
cities planned such lines but never succeeded. Hopefully the Mendoza success will set a precedent.”
HONOLULU, HAWAII
At the October ERA meeting, member Phil Craig informed me that what Honolulu was building, or planning
to built, was not an LRT, but, rather, an elevated Light
Metro, comparable to AirtrainJFK. So, with that said,
after the mayoral election this month, the fate of the
city’s LRT will be known. Since the Hawaii Supreme
Court halted construction on August 24, the city is facing between $64 and $95 million in delay expenses.
The final cost of the delays related to the lawsuit will
depend on how long the court ruling stalls the project.
HART estimates that each month of delays costs the
city an extra $7 million to $10 million. If elected, Ben
Cayetano, who is opposed to the LRT project, says he
would use revenue from the state general excise tax
surcharge currently designated for rail to fund a new
Bus Rapid Transit system, and do it without seeking
special permission from the State Legislature. It is expected that this tax could raise $3.36 billion. Thanks to
David Erlitz for this report.
TORONTO, ONTARIO, CANADA
As a follow-up to last month’s report about the end of
Northlander service between Toronto and Cochrane,
member Julien Wolfe and a friend did take one last ride
in late September. Julien wrote: “One of the concerns
voiced by crews on the trains we rode September 13-14
was that there would be insufficient buses to handle the
peak holiday and Friday and Sunday demands that the
train normally handled (the trains did not run on Saturdays). Also they were concerned that wheelchair users
would not be able to get their chairs onto the buses,
(Continued on page 20)
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Around New York’s Transit System
Broadway-Lafayette/Bleecker Street Transfer Open
A new transfer passageway between the BroadwayLafayette Street BDFM station and the uptown
Bleecker Street 6 station opened on September 25,
2012. As far back as anyone could remember, riders on
downtown 6 trains could transfer to BDF and M
trains, but northbound 6 riders had to walk in the street
between stations and pay another fare.
Bleecker Street platforms were staggered. The south
end of the southbound platform is directly above the
Broadway-Lafayette Street station, but the south end of

the northbound platform was approximately 200 feet
north of there. Building the connection to the
southbound platform was easy, but building the
connection to the northbound passageway was too
expensive, and was postponed indefinitely.
Construction finally began in 2005. The northbound
platform was extended south to a point above the
Broadway-Lafayette Street station where stairways and
five elevators were installed at a cost of $127 million.
This transfer point is the 24th busiest and is used by

Commuter and Transit Notes

trains were packed, with passengers left to hopefully
catch the next train, despite the attempt to run a 4½-5minute headway, with all but one or two sets on the
line. Ridership continued well above normal for the duration of the holiday. Citypass, the operator, erected an
attractive succah at the Ammunition Hill station at the
north end of the southbound (inbound) platform, incorporating two permanent park-type benches.
TOKYO, JAPAN
Todd Glickman sent the following link, which shows
the movement of Tokyo’s subway lines: http://
www.demap.info/tetsudonow/. He added, “of course any
system that uses NEXTBUS can display a LIVE MAP
for a single route, such as this MUNI F LINE: https://
www.nextbus.com/predictor/publicMap.shtml?a=sfmuni&r=F.”
FROM THE HISTORY FILES
60 Years Ago: November 9, 1952 was the final day of
trolley service in Yonkers as the last cars ran on the 7/
Yonkers Avenue. The reverser key used on that run was
preserved and placed into a block of plaster. Photos
taken of the event appeared in The Herald Statesman,
and some of those photos were pasted on the sides,
including one of the President, Sam Schreiber. Many
years later, this souvenir came into my hands, a gift of
Mr. Schreiber.
50 Years Ago: On November 6, 1962, San Francisco
voters, by a margin of 0.7%, approved a $792 million
bond issue authorizing construction of a 75-mile rapid
transit system in three counties: San Francisco, Alameda, and Contra Costa. The system, which would become Bay Area Rapid Transit (BART), opened its first
line between Fremont and McArthur, 12 stations, on
September 11, 1972. It was also the date that I was
sworn in as a Conductor at what was then known as the
New York City Transit Authority. Because information
was not as readily available at that time, it was not until
later on that I learned of the BART opening.
News items and comments concerning this column may be
emailed to ERAnewseditor@gmail.com.

(Continued from page 19)

whereas they could fit down the aisles of the rail cars.
And finally, much concern was voiced about bus service
serving these locations during poor winter weather. I
guess we will have to see how this all works out, as today (September 28) marked the last run of the Northlander, unless they got a last minute reprieve, which I
doubt.” (Editor’s Note: There was no such reprieve.)
An article in The Nugget, forwarded by Al Holtz, reported that seven extra buses would be operated over
(Canadian) Thanksgiving weekend, October 5-8. Last
year, just fewer than 4,500 passengers rode the Ontario
Northland system over the six days surrounding the
Thanksgiving weekend, from Thursday to Tuesday. Of
those, 1,200 were on the Northlander, the remainder on
the coach bus system. Normally, the company has 24
buses in service daily, a spokeswoman said. Most of the
extra buses were added on the runs from Toronto to
Northeastern Ontario.
The first Flexity streetcar was shipped to the Canadian Pacific rail yard near Runnymede Road and Dundas
Street in Toronto on September 25, according to a report in The Toronto Star. Built at Bombardier’s plant in
Thunder Bay, the unit was then trucked to TTCs Hillcrest Shops. 4800 is owned by Bombardier and is one
of three test cars. The initial testing will be done at Hillcrest and then around the TTC system next year. Current plans call for the cars to enter service in 2014.
Thanks to Bill Vigrass for this news.
MONTREAL, QUEBEC, CANADA
AMT riders who have Smartphones can get schedule
and route information, train alerts, and geopositioning.
JERUSALEM, ISRAEL
An article in The Jerusalem Post (October 12) indicated normal daily ridership has gone from 70,000 to
90,000 with the additional bus lines rerouted or added
as feeders. On the second and third days of Succoth,
ridership doubled to 180,000 per day, and many two-car
20

(Continued on page 8)

The
Bulletin

ERA BULLETIN - DECEMBER, 2012

Electric Railroaders’ Association, Incorporated
Vol. 55, No. 12
The Bulletin
Published by the Electric
Railroaders’ Association,
Incorporated, PO Box
3323, New York, New
York 10163-3323.

For general inquiries,
contact us at bulletin@
erausa.org or by phone
at (212) 986-4482 (voice
mail available). ERA’s
website
is
www.erausa.org.
Editorial Staff:
Editor-in-Chief:
Bernard Linder
News Editor:
Randy Glucksman
Contributing Editor:
Jeffrey Erlitz
Production Manager:
David Ross

©2012
Electric
Railroaders’
Association,
Incorporated

In This Issue:
Hurricane
Sandy

December, 2012

“SUPERSTORM” SANDY DEVASTATES
EAST COAST — ALL RAIL LINES FROM
VIRGINIA TO BOSTON SHUT
SHUT DOWN
Member Todd Glickman, who has been a
meteorologist for WCBS Newsradio 880 for
over 33 years, was on-air for 26 hours from
Sunday through Tuesday, October 28-30,
2012. He comments: "While Sandy was
forming, we noticed nearly a week in advance a developing upper-air trough (low
pressure area) that looked like it might interact with the path of Sandy. About five days in
advance, the computer model simulations
were in general agreement that the upper
level low would pick up Sandy, and transform
her into a non-tropical low, akin to a
nor'easter. It should be noted that if Sandy
were not in the picture, a ‘run-of-the-mill’ rain
and windstorm would still have formed. However, with the interaction between the two
separate weather systems, the surface low
‘Hurricane Sandy’ did indeed begin a transformation and made a well-forecasted turn to
the northwest, rapidly growing in size and
strength. 36 hours in advance, we were forecasting a possible storm surge of up to 11
feet that would be created by a prolonged
fetch of very high winds off the ocean. This
resulted in the most extreme set of warnings
I've made in my career, especially for coastal
flooding from Long Island Sound south to
New York Harbor and the Jersey Shore. We
predicted that the 11-foot storm surge would
combine with high tide to create unprecedented flooding and coastal destruction. The
Battery recorded a high water level of 13.88',
a new record. The good news is that the long
lead time and accurate warnings probably
saved thousands of lives. But the destructive
winds and flooding could not save the infra-

structure in the bulls-eye of the storm. In particular, the flooding of NYC's subway and
auto tunnels and severe damage to rail infrastructure was inevitable from this storm, but
the wise decisions to halt service well in advance protected property and lives."
On Monday, October 22, what would become Hurricane Sandy became Tropical Depression #18 in the Caribbean Sea. Six hours
later, she attained tropical storm status and
became an “official” hurricane at midday
Tuesday the 23rd. After storming through Jamaica and Cuba, where 67 people died, she
continued on a path taking dead aim at the
mid-Atlantic and areas north and east. Meteorologists were describing the to-be formed
storm as a hybrid, because it would join with
another storm. News reports described
Sandy as the first of a kind, and some even
went so far as to describe her as a
“Frankenstorm”, “perfect storm” or “superstorm.” During the overnight of October 2627, Sandy briefly was downgraded to a tropical storm, but quickly regained hurricane status. 65 million people live in the 1,000-mile
area that would be impacted, and 10 states
would be under a state of emergency.
The Governors of New York, New Jersey,
and Connecticut all declared “States of
Emergency” on Saturday the 28th. Evacuations were optional in some areas but mandatory in others. Some of the elected officials
warned that Sandy could be far worse in every sense of the word. On Sunday evening,
Connecticut Governor Dannel P. Malloy said:
"We still appear to be headed for what is po(Continued on page 2)

DEVELOPMENT OF LIRR IN THE ROCKAWAYS
1
SERIES CONTINUES IN JANUARY

NEW YORK
DIVISION BULLETIN
OCTOBER,
ERA BULLETIN
- DECEMBER,
2012 2000
shows the last trains to operate over each line.

Superstorm Sandy Devastates East Coast
(Continued from page 1)

tentially the most serious storm any of us in the State of
Connecticut has experienced. The last time we saw
anything like this was never."
New York City Mayor Michael Bloomberg ordered an
unprecedented mandatory evacuation of areas described as “Zone A,” some of which included Coney
Island, Brighton Beach, Manhattan Beach, the Rockaways (including Hamilton Beach and Broad Channel),
almost all of the Staten Island coastline, City Island, a
portion of Throggs Neck, Battery Park City, and parts of
the West Side waterfront and of the Lower East Side
and East Village. Evacuation centers were set up to
take care of those residents forced to move. New York
City schools were closed for Monday, and later for the
rest of the week. How each transit system handled the
storm is described below.
METROPOLITAN TRANSPORTATION AUTHORITY
On Friday, October 26, plans were being prepared to
operate service in most of the underground portions of
the subway. Saturday, Governor Andrew M. Cuomo directed the Metropolitan Transportation Authority (MTA)
to begin planning for an orderly suspension of all subway, bus, and commuter rail service if Sandy continued
to bear down on the metropolitan area. A final decision
on whether to suspend service was not made until Sunday, and it went this way: Subways, the Long Island Rail
Road, and Metro-North suspended service at 7 PM that
evening, and buses at 9 PM. Subways had employeeonly trains after the last revenue trains. However according to BusChatters who were monitoring BusTime,
Bus Operators were allowed to finish their runs, but the
hawks (overnight buses) did not leave the depots.
Because Staten Island Ferry service was continued
until 9 PM, Staten Island Railway service also ended at
that time.
The MTA Hurricane Plan is designed to secure equipment and protect employees before dangerous sustained winds of 39 mph or higher and extreme storm
surges reach the area. In August, 2011, when Tropical
Storm Irene passed through the area, the subway system was shut down for the first time ever, and this
would be the second time.
MTA Long ISLAND RAIL ROAD
There was an additional responsibility: Because of the
large number of grade crossings, 690 at 295 locations,
the process of removing gates began on Saturday east
of Ronkonkoma, where weekend service does not operate at this time of year. This work on the Montauk
Branch east of Speonk began on Sunday. As a result,
LIRR train service east of Speonk was replaced with
buses starting at 9 AM and continuing until 7 PM, when
the service shutdown began. Equipment had to be
moved to non-flood-prone locations. The table below

LINE/
BRANCH

LAST WESTBOUND
TRAIN

LAST EASTBOUND
TRAIN

Port
Washington

#6474 – 6:18 PM New
#6477 – 6:18 Port WashingYork Penn to Port Washton to New York Penn
ington

Port
Jefferson

#6657 – 5:42 PM Port Jefferson to Huntington

#6658 – 5:36 PM Huntington to Port Jefferson

Huntington

#7727 – 6:36 PM Huntington to New York Penn

#7728 – 6:51 PM New
York Penn to Huntington

Ronkonkoma

#8063 – 6:40 PM
Ronkonkoma to New York
Penn

#8062 – 6:15 New York
Penn to Ronkonkoma

Oyster Bay

#6561 – 6:20 PM
Oyster Bay to Jamaica

#6556 – 6:52 PM Jamaica to Oyster Bay

Hempstead

#6763 – 6:19 PM Hempstead to Atlantic Terminal

#6762 – 6:42 PM Atlantic
Terminal to Hempstead

Far
Rockaway

#8863 – 6:50 PM Far Rockaway to Atlantic Terminal

#8862 – 6:12 PM Atlantic
Terminal to Far Rockaway

Babylon

#6133 – 6:58 PM Babylon
to New York Penn

#6128 – 6:40 PM New
York Penn to Babylon

Long Beach

#6867 – 6:26 PM Long
Beach to New York Penn

#6862 – 6:45 PM New
York Penn to Long
Beach

West
Hempstead

No Weekend Service

No Weekend Service

Montauk

#8709 – 6:43 PM Speonk to #8770 – 5:41 PM JamaiJamaica
ca to Patchogue

MTA METRO-NORTH RAILROAD (EAST)
As with the Long Island Rail Road, grade crossings
also had to be disabled. Equipment also had to be
moved to secure higher-level locations. The table below
shows the last trains to operate over each line.
LINE

LAST INBOUND TRAIN

Hudson

#8856 – 6:35 PM Poughkeepsie to Grand Central
Terminal
#8754 – 7:00 PM CrotonHarmon to Grand Central
Terminal

Harlem

#9960 – 6:55 PM Wassaic to
Southeast
#9658 – 7:13 PM Southeast
to Grand Central Terminal
#9554 – 7:06 PM North
White Plains to Grand Central Terminal

New
Haven

#6557 – 6:53 PM New Haven to Grand Central Terminal
#6353 – 7:03 PM Stamford
to Grand Central Terminal

LAST OUTBOUND TRAIN
#8851 – 6:50 PM to Poughkeepsie
#8753 – 6:59 PM to CrotonHarmon (making all local
stops)

#9655 – 6:48 PM to Southeast
#9557 – 6:55 PM to North
White Plains (Normally a
Saturday train)
#6554 – 7:07 PM to New
Haven
#6356 – 7:10 PM to Stamford
(Continued on page 3)

2

ERA BULLETIN - DECEMBER, 2012
“Superstorm” Sandy Devastates East Coast

LINE

(Continued from page 2)
LINE

LAST INBOUND TRAIN

LAST OUTBOUND TRAIN

New
Canaan

#6753 – 6:27 PM New Canaan to Stamford

#6750 – 6:57 PM Stamford
to New Canaan

Danbury

#6849 – 4:43 PM Danbury to #6846 – 6:11 PM South
South Norwalk
Norwalk to Danbury

Waterbury

#6949 – 4:15 PM Waterbury
to Bridgeport

#6946 – 6:37 PM Bridgeport to Waterbury

Port
Jervis

#80 – 5:27 PM Port Jervis to
Hoboken

#79 – 6:15 PM Hoboken to
Port Jervis

MTA METRO-NORTH RAILROAD (WEST)
Service shutdown is covered under Metro-North
(East) and NJ Transit.
MTA NEW YORK CITY TRANSIT
All lines began shutting down at 7 PM.
NJ TRANSIT
Email alerts were sent early Saturday afternoon that
NJ Transit would offer full system-wide cross-honoring
starting at 12:01 AM on Monday, and continuing through
6 AM Wednesday. During a Saturday afternoon press
conference, Governor Chris Christie and NJ Transit officials announced that preparations were underway for a
potential shutdown of NJ Transit bus, rail, light rail, and
Access Link service beginning on Monday. “The safety
of our customers, employees, and the public-at-large is
paramount,” said NJDOT Commissioner James Simpson. Twelve hours would be required to accomplish this.
The shutdown became official on Sunday afternoon and
the table below shows the last trains to operate over
each line.
LAST INBOUND
TRAIN

LAST OUTBOUND TRAIN

Atlantic City

#4678 – 2:43 PM
Atlantic City to 30th
Street

#4677 – 1:43 PM to Atlantic
City
#4679 – 2:38 PM to Absecon

Bergen

#1786 – 11:56 PM
Suffern to Hoboken

#1787 – 10:30 PM Hoboken
to Suffern

Main

#1732 – 9:10 PM
Suffern to Hoboken

#1739 – 11:33 PM Hoboken
to Suffern

MontclairBoonton

#538 – 9 PM Bay St.
to Hoboken

#545 – 11:08 PM Hoboken to
Bay St.

M&E
(Gladstone)

#742 – 9:52 PM
#745 – 12:14 AM Summit to
Gladstone to Summit Gladstone

M&E
(Morristown)

#6942 – 10:06 PM
Dover to New York
Penn

#6945 – 11:11 PM New York
Penn to Dover

Northeast
Corridor

#7876 – 10:59 PM
Trenton to New York
Penn

#7885 – 11:14 PM New York
Penn to Trenton

LINE

LAST INBOUND TRAIN

LAST OUTBOUND
TRAIN

Northeast
Corridor

#7876 – 10:59 PM
Trenton to New York
Penn

#7885 – 11:14 PM New York
Penn to Trenton

North Jersey
Coast

#4772 – 9:21 PM
Bay Head to Long
Branch
#7272 – 10:06 PM
Long Branch to New
York Penn

#7285 – 11:07 PM New York
Penn to Long Branch
#4785 – 12:46 AM Long
Branch to Bay Head

Pascack
Valley

#2126 – 8:10 PM
Spring Valley to
Hoboken

#2133 – 11:22 PM Hoboken
to Spring Valley

Raritan Valley

#5538 – 10:18 PM
Raritan to Newark
Penn Station

#5543 – 11:38 PM Newark
Penn Station to Raritan

Bus service to/from Atlantic City ended at midnight. All
other bus service was suspended at 2 AM Monday.
However, buses still on the road at that time did complete their trips. Newark Light Rail, Hudson-Bergen
Light Rail, and the RiverLine all shut down at 2 AM.
PORT AUTHORITY TRANS-HUDSON RAILROAD
At 12:09 PM Sunday, the Port Authority announced
that PATH service would be suspended effective 12:01
AM Monday, until further notice. A photo taken later that
day at Hoboken, circulating on the Internet and on TV,
showed water pouring into the station via an elevator
shaft into the fare control area adjacent to the bumper
blocks.
AMTRAK
All service north and east of New York was suspended
at 7 PM Sunday. There were exceptions: The Maple
Leaf (Trains #63/64) operated between Toronto and Albany-Rensselaer; The Carolinian (Trains #79/80) operated between Charlotte and Raleigh; and The Silver
Star (Trains #91/92) operated between Jacksonville,
Tampa and Miami. Running wholly within the state of
North Carolina, The Piedmonts (Trains #73-76) were
unaffected.
MISCELLANEOUS
Nassau County’s NICE Bus shutdown on Monday. NY
Waterway operated four of its routes as scheduled, altered two others, and suspended service on seven
routes. Tolls were suspended westbound on the Atlantic
City Expressway and northbound on the Garden State
Parkway on Sunday. The Brooklyn-Battery (Hugh L.
Carey) Tunnel was operated with one tube until 2 PM,
when that tube was closed. At the same time, the Holland Tunnel was closed. Governor Cuomo ordered that
the Tappan Zee Bridge be closed at 4 PM Monday. The
remaining Port Authority and all MTA bridges as well as
the Queensboro (Edward I. Koch), Manhattan, and
Brooklyn Bridges were closed at 7 PM. The Triborough
(Robert F. Kennedy) Bridge closed after 7:30 PM, leav(Continued on page 4)
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people and business were without power, and the barometric pressure was 946 millibars, second only to the
1938 hurricane that struck Long Island.
METROPOLITAN TRANSPORTATION AUTHORITY
MTA Chairman Joe Lhota made a statement on Tuesday, parts of which were: “The New York City subway
system is 108 years old, but it has never faced a disaster as devastating as what we experienced last night.
Hurricane Sandy wreaked havoc on our entire transportation system, in every borough and county of the region. It has brought down trees, ripped out power, and
inundated tunnels, rail yards, and bus depots. We are
assessing the extent of the damage and beginning the
process of recovery. Our employees have shown remarkable dedication over the past few days, and I thank
them on behalf of every New Yorker. In 108 years, our
employees have never faced a challenge like the one
that confronts us now. All of us at the MTA are committed to restoring the system as quickly as we can to help
bring New York back to normal.” Until Friday, November
9, the usual MTA website was replaced by one called
“MTA Service Advisory.” Below is how the service restorations took place.
MTA NEW YORK CITY TRANSIT (SUBWAY)
Monday, October 29: As of 9 AM the Clark Street
(23), Montague Street (NR), Steinway (7), Cranberry Street (AC), and Rutgers Street (F) Tubes were
under water. In addition, 148th Street and 207th Street
Yards were still experiencing flood conditions. At the
(new) South Ferry (1) station, water was reportedly up
to the ceiling, and crews were working to pump out the
Joralemon Street Tubes, served by 45.
Tuesday, October 30: Mayor Bloomberg said that subway service would probably not resume for 4-5 days.
Wednesday, October 31: Tuesday’s statement
changed, as can be seen in the table below, when this
initial service plan was announced:

“Superstorm” Sandy Devastates East Coast
(Continued from page 3)

ing only the Lincoln Tunnel open. It is very likely that this
is the first time that access to/from Manhattan had been
this restricted since the World Trade Center attacks of
September 11, 2001. La Guardia Airport closed Monday
evening and JFK and Newark the next day. Westchester
County’s Bee Line suspended bus service Sunday
night.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
On Sunday afternoon, MBTA announced that it would
operate normal subway, bus, commuter rail, and RIDE
service Monday morning and for as long as it was safe
to do so during the storm. Customers were told to be
prepared for delays and disruptions as conditions
change, and to check the MBTA website before going
out. And conditions did change, because at 10:47 AM,
an email advisory reported that all MBTA modes of service would be suspended as of 2 PM Monday.
PHILADELPHIA, PENNSYLVANIA
PATCO service ended on Monday morning with the
completion of the westbound 2:15 AM and eastbound
2:50 AM runs. Previously, on Friday, it was announced
that parking lots at Ferry Avenue would be blocked off
starting Sunday due to being prone to flooding. On Monday afternoon, the suspension was extended through
the Tuesday AM rush hour.
SEPTA service was shut down at 12:30 AM Monday.
BALTIMORE, MARYLAND
All MTA Maryland service was suspended for Monday.
WASHINGTON, D.C. AREA
On Friday afternoon, a statement on MARC’s website
reported MTA was monitoring the pending storm as it
approached and updates would be provided. On Sunday, MARC reported: “We have made the decision not
to operate any MARC train service on Monday.”
Although D.C. Metro initially said it intended to operate
on Monday and would make operation decisions as
conditions allowed, in the end, service was suspended
on Metrorail, Metrobus, and MetroAccess.
On Friday, VRE announced that it planned to run a
normal schedule for the following week. Passengers
were reminded to prepare for possible impacts to service. That changed on Sunday evening, when an email
alert was sent that service would not operate on Monday. As for Tuesday, a decision would be made on Monday afternoon, and it was the same – suspended.

LINE

AFTER SANDY – THE SLOW RECOVERY
After making landfall near Atlantic City on Monday
evening, the storm left more than six million homes and
businesses without power, and at least 110 people were
killed. Property damage was estimated to be in the
range of $30-50 billion, the second most expensive
storm after Hurricane Katrina. At one time, 8.5 million

NORTH TERMINAL

1

242nd Street

2

241st Street

4

Woodlawn
_______________________
Borough Hall

SOUTH TERMINAL
42nd Street-Times Square
(Changed to 34th StreetPenn Station)
42nd Street-Grand Central
______________________
New Lots Avenue

5

Atlantic Avenue/Barclays
Center

Flatbush Avenue

6

Pelham Bay Park

42nd Street-Grand Central

S

42nd Street-Times Square

42nd Street-Grand Central

A

168th Street
______________________
Jay Street-Metro Tech

34th Street-Penn Station
______________________
Lefferts Boulevard
(Continued on page 5)
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were being made to flatbed 20 subway cars for service
between Rockaway Park and Far Rockaway. At 10 AM,
Q service began between Kings Highway and Atlantic
Avenue-Barclays Center. At 7 PM, through service from
Kings Highway to Ditmars Boulevard began. D was
extended from 34th St-Herald Square to Bay Parkway
and F was extended from 34th Street-Herald Square to
Avenue X. At 7 PM, M service between Jamaica Center/Parsons-Archer and Metropolitan Avenue was added. At 9 PM, N service was extended from 34th StreetHerald Square to 59th Street-4th Avenue.
On Monday, November 5, A was extended to Lefferts
Boulevard, M service was cut back to Forest Hills/71st
Avenue, and E service resumed from Jamaica Center/
Parsons-Archer to World Trade Center. 1 service was
extended to Chambers Street, where passengers were
discharged and the trains ran light around the old South
Ferry station with an absolute block because of a lack of
signals in the South Ferry Loop. A second section of R
was initiated from 34th Street-Herald Square to Forest
Hills/71st Avenue.
On Tuesday, November 6, A service was extended to
207th Street, B service was restored from Bedford Park
to Kings Highway, C operated from 168th Street to Euclid Avenue, and Q service was restored to Brighton
Beach. A crane was used to begin the process of removing 20 R-32s from the right-of-way south of Rockaway Boulevard and placing them on flatbeds for the trip
to Rockaway Park. MTA Flickr had a series of photos
showing the process, with 3407 as the “star.”
At about 8 AM on Wednesday, November 7, the full G
was resumed, using 8-car trains on what were described as long headways. That was followed by extension of DFQ to Stillwell Avenue at 1 PM. Shortly before 4 PM, B was extended to Brighton Beach.
On Thursday, November 8, L service was extended
from Broadway Junction to 8th Avenue.
On Friday, November 9, the front page of The New
York Times featured a story on the restoration of service. Also, N service was extended from 59th Street to
Stillwell Avenue.
On Saturday, November 10, NYCT announced that
service to the Rockaways could be out for six months.
According to NYCT: “The scope of the destruction was
stunning. The North Channel Bridge, which connects
Howard Beach and Broad Channel over Jamaica Bay,
as well as a section of Broad Channel known as ‘"The
Flats,’ sustained a tremendous amount of damage.
Hundreds of feet of track were destroyed on the bridge
and the line segment that runs through the Jamaica Bay
Wildlife Refuge. There is no working signal system, the
rails are twisted, and in some areas, the supporting
roadbed is completely washed away. The Broad Channel station was filled with debris, including a jet ski and
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LINE

NORTH TERMINAL
th

SOUTH TERMINAL

D

205 Street
______________________
Atlantic Avenue/Barclays
Center

34th Street-Herald Square
______________________
Bay Parkway

F

179th Street
_______________________
Jay Street-Metro Tech

34th Street-Herald Square
______________________
Avenue X

J

Jamaica Center

Hewes Street

L

Broadway Junction

Rockaway Parkway

M

Metropolitan Avenue

Myrtle Avenue-Broadway

N

Ditmars Boulevard

34th Street – Herald Square

R

Jay Street-Metro Tech

95th Street

Thursday, November 1: At 6 AM, service began with
37BCEGQ and the Franklin Avenue and Rockaway Park Shuttles being suspended, and 4ADF and
R split. A special map showing this service was available on the Internet. It would be updated numerous times
in the coming days.
Fare collection was suspended on all MTA services
through 11:59 PM Friday, November 2 in order to encourage the use of mass transit.
Also on November 1, a special “Bus Bridge” using 330
buses from almost every NYCT and MTA Bus depot, as
well as every model including ex-Bee Line Orions, but
no express buses, began running to E. 57th Street and
Lexington Avenue, northbound on 3rd Avenue and
southbound on Lexington Avenue as follows:
● Atlantic Avenue-Barclays Center via the Manhattan
Bridge
● Jay Street-Metro Tech via the Manhattan Bridge
● Hewes Street via the Williamsburg Bridge
News and first-hand reports told of overcrowded conditions and an insufficient number of buses. Buses
mostly displayed SUBWAY SHUTTLE signs and various
combinations of subway signs. This service ended on
Sunday, November 4.
In the subsequent days, service was restored to other
lines as follows:
On Friday morning, November 2, 5 between Dyre
Ave. and E. 180th Street and a second section of M
between 71st Avenue-Forest Hills and 34th Street-Herald
Square were restored.
On Saturday, November 3, 4567 were fully restored in the morning and J was extended to Essex
Street, while 1 was extended to 14th Street. Governor
Cuomo declared 80% of subway service restored.
On Sunday, November 4, 23 resumed their full
routes. Governor Cuomo reported that arrangements
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Brooklyn (Please see NYCT above).
On Thursday, November 1, customers were able to
connect to shuttle buses from Barclays Center to Manhattan. Off-peak fares were in effect on trains until full
service was restored and no onboard penalty fees were
charged. Hourly shuttle service began between New
York Penn and Jamaica. The Port Washington and
Ronkonkoma Branches had hourly service beginning
Thursday morning from Great Neck and Ronkonkoma,
respectively.
On Monday, November 5, modified service operated
on all branches except for Long Beach, east of
Ronkonkoma, and east of Speonk. The schedules posted on the Internet showed that the regular weekend
schedule was operating. In later days, as more lines
were returned to service, on the Port Washington, Port
Jefferson, Babylon, and Montauk (from Speonk)
Branches, a few extra trains were run. Since June,
2010, there has not been weekend service on the West
Hempstead Branch; however, the schedule had 11
westbound and 10 eastbound trains. “Hard” copies of
the Port Washington, Ronkonkoma, Hempstead, and
Babylon Branches were available at the Customer Service Office. It was strange to see the timetable racks
filled with the current edition, which was set to expire on
November 11, and is temporarily suspended. Noticeably
absent were the departure times for trains for the station board above the ticket windows.
On Tuesday, November 6, another set of timetables
was available on the Internet. Service was restored:
Ronkonkoma to Riverhead, with bus service from Riverhead to Greenport; Montauk to Speonk; bus service
between Island Park, Oceanside, East Rockaway, Centre Avenue, and Lynbrook. There was additional service
to Hunterspoint Avenue and Freeport/Atlantic Terminal
service.
As if the railroad did not have enough problems, a
Nor’easter struck the metropolitan area on November 7
and the evening commute became a disaster. With 60
mph winds and 4-6 inches of snow, it did not take long
for heavy snow-laden trees to fall and affect service. It
started with signal problems in the only two tunnels
available under the East River, followed by downed
trees at various locations. Service had to be suspended
twice. At about 7:30 PM, some service resumed east of
Jamaica, and the New York Penn and Atlantic Terminal
resumed at about 8 PM.
On Thursday, November 8, revised schedules were
posted. However, only the November 5 edition was
available at New York Penn Station.
On Friday, November 9, the November 5 editions
were available at several locations in New York Penn
Station, joined by one for the Montauk Branch.
On Monday, November 12, with the return of the remaining two East River Tunnels, normal weekday service was resumed on all branches except for Long
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a speedboat.”
On Sunday, November 11, to provide some service,
starting at 8 AM, A was extended from Rockaway
Boulevard to Howard Beach, where riders boarded buses that were routed completely around JFK Airport via
express to the Far Rockaway-Mott Avenue station. (At 4
AM on Tuesday, November 20, H train service between
B. 90th Street and Far Rockaway using 20 R-32s that
were transported via flatbed began). Travel options from
there included:
● Regular route limited-stop bus service to/from
Rockaway Park, Beach 116th Street on Q53, as well
as to/from Arverne, Beach 69th Street on Q52
● At the Brooklyn College/Flatbush Avenue station on
25, there is regular route bus service on Q35 to
Rockaway Park, Beach 116th Street
● From the Jamaica Center/Parsons-Archer station in
Jamaica on EJZ, there is regular local and limited service on Q113 to/from Far Rockaway-Mott
Avenue and to Seagirt Boulevard.
On Monday, November 12, 1 service was extended
from Chambers Street to Rector Street.
MTA NEW YORK CITY TRANSIT (BUS) /MTA BUS
COMPANY
On Monday, October 29, eight NYCT/MTA Bus garages had to be evacuated and two on Staten Island were
under water. However, no buses were lost. Employees
were transferring equipment to their respective garages.
On Tuesday, October 30, A limited amount of bus service was resumed at 5 PM. Fares were not charged
through Friday, November 2.
MTA STATEN ISLAND RAILWAY
As of Wednesday, October 31, there was no timetable
for service restoration. Sandy knocked out power to the
entire railway, and restoring that service was the responsibility of Con Edison. However, on Saturday, November 3, hourly service was restored.
As of Wednesday, November 7, there were 15-minute
headways, but no express service.
On Monday, November 12, full service was resumed.
However, on Thursday, November 15, the MTA website
reported that due to extensive damage to the St.
George signal system, service had to be reduced to 15
minutes during the peak hour and every 30 minutes in
the off-peak.
MTA LONG ISLAND RAIL ROAD
LIRR crews worked tirelessly to restore service.
As of 9 AM Tuesday, October 30, the railroad was experiencing widespread outages and Lines 1 and 2 under the East River had flooding, thereby cutting capacity
by half.
At 2 PM Wednesday, October 31, hourly train service
commenced between Jamaica and Atlantic Terminal/
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operated on the New Canaan Branch (due to severe
catenary damage) with buses departing each station 15
minutes prior to the normal train time. On Sunday, November 11, Classic buses from CT Transit were used.
Rail service returned on Tuesday, November 13, completing Metro-North’s rail system.
MTA METRO-NORTH RAILROAD (WEST)
On Sunday, November 4, AM Peak and PM Peak service only was restored on the Port Jervis and NJ Transit
Main Line to Secaucus Junction with four round-trips
from/to Port Jervis and three round-trips from/to Suffern
On Monday, November 5, the Haverstraw-Ossining
and Newburgh-Beacon Ferries resumed
On Tuesday, November 6, Port Jervis Line trains operated to/from Hoboken, bypassing Secaucus Junction.
Transfers were available to at Hoboken to/from ferry
service to Lower Manhattan or NJ Transit bus service to
the Port Authority Bus Terminal.
On Wednesday, November 7, midday bus service
from Middletown to Beacon and Harriman to Tarrytown
started.
On Monday, November 12, Pascack Valley Line service was restored using a modified weekend schedule.
Port Jervis got all-day local service (9 trains) and the
midday busing was ended. Secaucus Junction was being bypassed due to no power.
On Saturday, November 17, regular weekend Pascack
Valley Line service returned, with trains stopping at Secaucus Junction.
NJ TRANSIT
On Tuesday, October 30, an announcement was
made on that all bus, rail, light rail, and Access Link service would be suspended until further notice. Crosshonoring was extended until 11:59 PM Friday. Spokesman John Durso, Jr. told WCBS-880 News that every
rail line sustained some type of damage. There is currently no estimated time for resumption of service.” The
following reasons were given:
● The NJ Transit Rail Operations Center was engulfed in water, which damaged backup power supply systems, the emergency generator, and the
computer system that controls the movement of
trains and power supply
● Numerous downed trees across the rail system
caused damage to overhead and signal wires
● There were rail washouts across the system, including the North Jersey Coast (NJCL) and Atlantic City
(ACL) Lines
● Several rail stations are flooded, including Hoboken
Terminal
● Morgan Drawbridge on the NJCL in South Amboy
sustained damage from boats and a trailer that collided into the bridge
An email from one of the New Jersey newspapers
reported that at least 65 locomotives and 257 rail cars
were submerged in water during the storm. There were
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Beach, although with 19 of the 143 peak hour trains
being canceled and 23 PM trains canceled. The list is
lengthy and the specific details are being omitted. A
handout with details was published.
On Wednesday, November 14, limited service was
restored to the Long Beach Branch using diesel shuttle
trains on weekdays. The bus shuttles continued over
the weekend. This is the first time since the line was
electrified that non-electric equipment has been used.
During the peak hours in the peak direction, there was
hourly service, with service every two hours off-peak,
between Long Beach and Lynbrook, where riders had to
change to Babylon Branch trains. Trains were composed of four bi-levels with a pair of DE-30s, one on
each end. LIRR President Helena Williams announced
that service limitations in the four East River Tunnels
could continue into the new year until all signal repairs
are completed.
MTA METRO-NORTH RAILROAD (EAST)
Until conditions became dangerous, diesel-powered
patrol trains were operating throughout the system. One
train was stuck at Purdys when a tree fell across the
tracks and could not be removed. The crew had to be
rescued by a truck. As will be seen below, Metro-North
crews worked tirelessly and around the clock to clear
thousands of downed trees and rebuild the infrastructure that was destroyed by Sandy.
As of 9 AM Tuesday, October 30, only the Harlem Line
had power; however, Brewster was flooded. Power was
out on the Hudson Line from 59th Street to CrotonHarmon and on the entire New Haven Line. Stamford
was flooded. There were photos of a boat that wound
up on the tracks near Ossining.
Starting at 2 PM Wednesday, October 31, hourly local
service was restored on the Harlem Line between North
White Plains and Grand Central Terminal. It was also
announced that riders should hold onto their October
monthly and weekly tickets; they would be valid for travel through Monday, November 5.
On Thursday, November 1, morning commuters found
close to regularly scheduled service on the Harlem Line
between Mount Kisco and Grand Central Terminal and
on the New Haven Line between Stamford and Grand
Central Terminal. In the afternoon, Harlem Line service
was extended to Southeast.
On Friday, November 2, Hudson Line service was extended to Croton-Harmon.
On Saturday, November 3, there was the completion
of the Hudson Line from Croton-Harmon to Poughkeepsie. October tickets were extended until the close of
business November 6.
On Monday, November 5, the Wassaic, Danbury, and
Waterbury Branches got their train service, making all
three main lines complete. However, bus service was
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the Montclair-Boonton (significant damage to catenary
on the Montclair Branch), Morris & Essex (significant
damage to catenary, especially between Summit and
Milburn), Bergen County, and Pascack Valley
(continued power outages affecting the operation of rail
signals, switches and crossing gates) remained suspended. On my way to gas up my car, I saw a crew
working at a grade crossing between Nanuet and
Spring Valley on the Pascack Valley Line.
On Tuesday, November 6, Main and Port Jervis Line
trains operated to/from Hoboken without stopping at
Secaucus Junction. Transfers were available at Hoboken to/from ferry service to Lower Manhattan or NJ
Transit bus service to the Port Authority Bus Terminal.
Passengers with Hoboken monthly tickets were permitted to use them to New York Penn Station. In fact, passengers bound for Newark Penn Station were told to go
into New York Penn and take a westbound train to Newark. The Federal Transit Administration, the Federal
Emergency Management Agency, and the U.S. General
Services Administration worked together to provide 350
buses to supplement routes that were overwhelmed by
commuters who ordinarily ride NJ Transit and PATH.
On Wednesday, November 7, to increase transHudson capacity, a free bus/ferry service from Liberty
State Park to Battery Park, with free parking at the
HBLR station thrown in, began; operating 6-10 AM, 1-2
PM, and 4-8 PM. Statute Cruises was the operator.
On Thursday, November 8, another free bus/ferry service, from MetLife Stadium to Weehawken to Pier 79 on
the West Side of Manhattan, began. NY Waterway was
the operator. The Princeton “Dinky” resumed service.
On Friday, November 9, cross-honoring was extended
until further notice. Additional free bus services were
instituted on the Morris & Essex, Montclair-Boonton,
North Jersey Coast, and Northeast Corridor Lines.
Hours of operation were 6-10 AM (inbound) and 4-9 PM
(outbound).
● Morristown to Weehawken
● Convent, Madison and Chatham to Weehawken
● Maplewood to Liberty State Park
● Bay Street, Glen Ridge and Bloomfield to Weehawken
● Aberdeen-Matawan to Liberty State Park
● Metropark to Liberty State Park
NJ Transit added a map showing its service, which
was updated in similar fashion to NYC Transit, as service returned to the various lines.
On Saturday, November 10, system-wide crosshonoring for November monthly passes and tickets in
effect for NJT bus, rail, and light rail until further notice.
On Monday, November 12, Bergen County Line service was restored and, along with the Main and Pascack Valley Lines, all-day service operated on a modified schedule. Secaucus Junction was bypassed. Raritan Valley service was extended from Raritan to High
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no further details as to which type(s) or the location(s).
On November 2, Transportation Secretary Ray LaHood
promised Governor Christie that the federal government
would provide replacement cars. Not stated was from
where these cars would be obtained.
On Thursday, November 1, most bus lines resumed,
some with detours and other restrictions.
On Friday, November 2, very limited service was restored on the Northeast Corridor Line (NECL) between
Trenton and on the NJCL between Woodbridge and
Newark Penn Station. A 9:06 PM alert advised that all
trains would operate to New York Penn. (A news report
on Friday, November 9 reported that Amtrak was expecting to restore the second of its North River tunnels
to service soon.) Friday morning, NJCL service was
suspended due to power problems at the NJ Transit
Operations Center. The NECL was not affected. The
NJCL service that was restored temporarily, served only
the Woodbridge station, not Avenel.
On Saturday, November 3, the validity of October
passes was extended through November 9. Executive
Director James Weinstein acknowledged that NJ Transit
would not be able to resume normal rail operations for
at least four weeks, and possibly much longer. 23% of
its rail rolling stock, and 34% of its locomotives, had
been damaged or rendered unusable by storm damage.
On Sunday, November 4, NJ Transit borrowed 30 buses from SEPTA, which, upon delivery, were used by
Suburban Transit in New Brunswick for service into
New York City. SEPTA’s website showed 5946 and
8312, both New Flyers. Separately, 20 buses from
DART were also loaned to NJ Transit. Partial service
resumed for the second time on the NJCL. Meadowlands rail service for the New York Jets game did not
operate; instead, there was bus service from the Port
Authority Bus Terminal.
On Monday, November 5, the rail service into New
York Penn was reported as being just 13 peak hour
trains of a normally scheduled 63. Riders were urged to
ride outside of peak hours. Free bus services were established from Bridgewater, Woodbridge, Wayne, Ramsey/Route 17, Holmdel (PNC Arts Center), Elizabeth/
Newark Airport, and Jersey City/Liberty State Park to
Hoboken, Weehawken, Midtown Manhattan, and Lower
Manhattan. A colleague who rode a bus from the PNC
Arts Center told me that the trip to the Port Authority
Bus Terminal went very well, especially the price –
FREE. NJCL service was suspended again due to
heavy riding. Passengers were directed to Metropark.
The Princeton “Dinky” was replaced by buses until further notice. Two extra westbound trains were scheduled, departing at 4:04 and 7:53 PM, operating via express from Newark Penn Station to Metropark, then all
local stops to Trenton. For the reasons stipulated below,
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day. Normal weekend service also operated on the
Montclair-Boonton, Morris & Essex, and Midtown Direct
Lines, except for the Gladstone Branch. Main/Bergen
and Pascack Valley Line trains stopped at Secaucus
Junction using the regular weekend schedules. It had
been planned to use a modified schedule on the Pascack Valley Line, but that was changed.
On Monday, November 19, regular weekday service
was restored to all lines, with exceptions:
● Northeast Corridor: Certain westbound evening
trains making stops between Rahway and New York
were canceled
● North Jersey Coast Line: Eastbound trains departed
stations from Long Branch to Avanel five minutes
earlier. Certain reverse-peak trains either dropped
stops or were canceled. Bay Head-Long Branch
shuttle service operated once an hour during peak
periods and 1-3 hours during off-peak periods. Bay
Head-Long Branch shuttle service ended earlier.
2300-series trains to Hoboken were canceled
● Raritan Valley: Train #5503, the last train of the
night, resumed its normal schedule
● Montclair-Boonton: Limited shuttle service between
Hackettstown and Hoboken, with a special schedule
● Morris & Essex: Regular except for Gladstone
Branch. With the Gladstone Branch still out, free
shuttle buses operated from all branch stations except for Stirling to either Summit, Liberty State Park,
or Weehawken. On that day, the previous bus
routes were discontinued
● Main/Bergen/Port Jervis: Certain peak hour trains
were combined or canceled
● Pascack Valley: Two trains were canceled in the AM
and PM
NEWARK LIGHT RAIL
On Thursday, November 8, Grove Street and Newark
Penn Station service was restored with service operating every 15 minutes.
On Tuesday, November 13, Broad Street to Newark
Penn Station service resumed with 20-minute headways.
HUDSON-BERGEN LIGHT RAIL
On Saturday, November 3, after test cars were operated, 20-minute headways were operated between Tonnelle Avenue and Hoboken, and shuttle bus service between Hoboken and Marin Boulevard.
On Monday, November 5, a limited amount of service
ran between Tonnelle Avenue and Hoboken Terminal,
20 minute headways starting at 6 AM, and a shuttle service from Hoboken Terminal south to Marin Boulevard.
On Friday, November 9, service operated with 20minute headways on all branches.
RIVERLINE
On Thursday, November 1, the first northbound revenue train departed Walter Rand Transportation Center
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Bridge. Also restored was Midtown Direct service from
Dover and Summit. Repairs were being made to the
Gladstone Branch, which had fallen trees, damaged
signal wires, and broken wood catenary poles.
On Tuesday, November 13, I asked a friend who commutes to Newark from Metropark why Hoboken Division
trains had to bypass Secaucus. Here is his answer: “At
Newark, NJ Transit police have set up barricades to
keep order and there are lines in the morning from the
platform all the way to the main hall/information booth
and wrapping around several times in the main hall. All
these people are just trying to get on (a) NEC train! A co
-worker who works (in) our New York office stands in
this line every morning (and) told me that it takes 45
minutes just from the time that she gets in line...until
she is able to get on a NEC train bound for Penn Station, New York. That’s why they do not stop Main/
Bergen/Pascack Valley trains—so that you guys do not
get off at Secaucus and try to get into a train that is
worse than the ones in Tokyo (no joke).”
On Wednesday, November 14, starting at 6 AM, the
Montclair-Boonton Line resumed with limited, hourly
service from Hackettstown (3) and Mt. Olive (1), between 5 and 8 AM. When service from Montclair State
University is added, there are a combined eight peak
period inbound trains. Eight additional inbound trains
are scheduled between 10:48 AM and 11:16 PM. There
is a similar pattern for outbound service. Free shuttle
bus service from Bay Street, Glen Ridge and Bloomfield
to Weehawken was continued.
Due to power limitations caused by damage to Amtrak’s Kearny Substation #41, peak hour service was just
37 of 63 normally scheduled trains. Amtrak announced
that repairs would be completed by Friday, November
16. NJ Transit Executive Director James Weinstein said
that this would enable nearly 80% of regular train service to be operated. However, on the North Jersey
Coast Line, there were several key pieces of the infrastructure where work was underway, including the Raritan Bay Drawbridge, which was under water and hit by
two tugboats during the storm. Repairs also had to be
undertaken at the Morgan Drawbridge, which is located
between South Amboy and Aberdeen-Matawan. The
tracks had to be realigned and sale water had to be
pumped out of the pumpers and electrical systems that
allow the bridge to open and close, he said. Outside
contractors and experts worked with NJ Transit on the
bridge. Test trains operated on Friday, November 16,
and if repairs could be made by the weekend
(November 17-18), then service would be restored November 19.
On Saturday and Sunday, November 17 and 18, “near
normal” service operated on the Northeast Corridor
Line, with the exception of 7600-series trains on Sun-
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at 4:15 PM with 30-minute headways. On Friday, November 2, a weekend schedule was operated. On
Thursday, November 8, regular service resumed.
PORT AUTHORITY TRANS-HUDSON RAILROAD
Starting Tuesday, November 6, between 5 AM and 10
AM, partial service was operated between Journal
Square and 33rd Street; however, trains bypassed the
Christopher Street and 9th Street stations. According to
the Port Authority, approximately 84,000 passengers
were carried that day.
On Monday, November 12, service was extended to
Harrison and Newark starting at 6 AM and ending at 10
PM each day. The Hudsonreport.com reported that
service would not be restored to Hoboken, Exchange
Place, and World Trade Center for several weeks due to
significant damage caused by flooding.
On Tuesday, November 13, the 9th Street station was
opened for exit only, between the hours of 5 AM and
9:30 AM. From 9:30 AM to 10 PM, passengers were
able to both enter and exit the station.
On Thursday, November 15, Port Authority of New
York & New Jersey Executive Director Patrick Foye told
Newsradio WCBS-880 anchor Wayne Cabot that PATH
service would resume by the end of November and Hoboken “after that.”
On Friday, November 16, the Port Authority released a
video that showed the flooding of the Hoboken station.
It was announced that passengers with 7-day or 30-day
unlimited SmartLink passes would be able to get credit
for the days they did not use them by calling (800) 2347284,
option
4,
or
via
email
to
smartlinkservice@panynj.gov.
On Saturday, November 17, trains began stopping at
Christopher Street but only on weekends, 5 AM-10 PM.

PATH train at Journal Square, May 11, 1979.
Bernard Linder photograph

AMTRAK
On Thursday, November 1, some Northeast Regional
service resumed to Newark Penn Station. Limited additional service was restored Friday through New York
Penn Station.
On Friday, November 9, an announcement was made
that the two remaining East River Tunnels (Lines 1 and
2) and the other north tube of the North (Hudson) River
Tunnel would re-open by the end of the day. These restorations would greatly improve commuting options in
and out of New York Penn Station.
MISCELLANEOUS
The Tappan Zee Bridge re-opened at 9 AM on Tuesday, October 30. Most other bridges re-opened at noon.
The Brooklyn-Battery (Hugh L. Carey), QueensMidtown, and Holland Tunnels did not re-open at that
time. The Holland re-opened at 5 AM Wednesday, November 7. Only the Lincoln Tunnel remained open during the entire period, although after Sandy it was just
two of the three tubes.
Westchester County’s Bee Line bus service resumed
on Wednesday, October 31. Transport of Rockland suspended service until Wednesday, October 31, when a
Saturday schedule was operated for Routes 59, 91, 92,
93, and 94, Loop 3, and the Tappan Zee Express (TZx).
Route 97 operated on a weekday schedule. No service
on Loops 1 and 2, and Route 95 until November 7. Fare
collection was suspended through November 5. Weekday schedules resumed on Friday. Additional TZx buses
were operated between the Palisades Center Mall Park
& Ride Lot and Tarrytown. Monthly Pascack Valley Line
tickets were honored in lieu of paying fares.
NICE Bus resumed service on Thursday, November 1,
fare-free until Friday, November 2. The Staten Island
Ferry resumed operations at noon Friday, November 2
and NY Waterway at 6 AM Monday, November 5. The
Queens-Midtown Tunnel re-opened on Tuesday, November 6, but only for buses. Cars, but not trucks, were
allowed on Friday, November 9.
On Friday, November 2, the Cross Bay and Marine
Parkway (Gil Hodges Memorial) Bridges began charging tolls. However, Governor Cuomo removed the tolls
on Monday, November 5 and retroactively credited motorists who had E-ZPasses.
On Monday, November 12, the Brooklyn-Battery
(Hugh L. Carey) Tunnel was reopened for express buses using one lane of one tube between the hours of 610 AM inbound and 3-7 PM outbound.
At 4 PM Tuesday, November 13, the eastbound tube
of the Brooklyn-Battery (Hugh L. Carey) Tunnel was
opened for traffic in the peak direction: one lane for buses and one for autos. Inbound, the tunnel was open
between 6 and 10 AM, and outbound, between 3 and 7
PM. The westbound tube remained closed for repairs.
On Friday, November 16 at 6 AM, the QueensMidtown Tunnel ended the restriction on trucks.
(Continued on page 11)
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OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
Shortly before 9 PM Monday, October 29, MBTA announced that regularly scheduled service would begin
Tuesday morning, with the exception of the Providence/
Stoughton Line, where service was suspended between
Mansfield and Wickford Junction due to downed trees
and power lines. All service originated at Mansfield, and
a shuttle train will ran between Stoughton and Canton
Junction to make mainline connection. Riders destined
to Boston were encouraged to park at the Route 128
station for service to South Station. Service on that section resumed at 10 AM October 30.
PHILADELPHIA, PENNSYLVANIA
PATCO service resumed at 6 PM Tuesday, October
30, with trains operating on a 30-minute headway. One
of our members added: “Normal PATCO service has not
resumed, although since the temporary schedule is
posted, I suppose it could be called ‘regular’ service. Half-hour headways started at 6 PM Tuesday and
segued into the regular owl service after midnight.
Wednesday morning peak service was every ten
minutes, which is about half normal service. All trains
are operating at restricted speed, so a one-way trip from
end to end takes about 15 minutes longer than scheduled.” Normal service resumed at 6 PM Tuesday.
Monday evening (October 29), SEPTA reported that
early Tuesday morning, after Sandy had passed, its
crews would inspect and assess the conditions of facilities, equipment, and infrastructure in order to ascertain
when service can be restored for all modes. “This system-wide assessment process will take approximately 6
to 8 hours. The final decision to operate will be coordinated with the City's Office of Emergency Management
and based on the safety of the public and our employees.”
On Tuesday, October 30, the following lines were restored: Broad Street Subway, Market-Frankford El, Trolley Routes 10, 11, 13, 15, 34, and 36, Norristown HighSpeed Line, Route 102 (Sharon Hill), 80% of city bus
routes (with minor detours), 60% of suburban bus
routes (with minor detours), and Route 101 (Media) as
far as Woodland Avenue. Due to fallen tree removal,
service remained suspended on Regional Rail until
Wednesday morning, October 31.
A member wrote: “Service went well on Regional Rail
— some signal problems Wednesday AM on West Trenton and Lansdale-Doylestown. Problems continue on LD this evening. My line was fine — train was actually 1
minute early this AM. It usually ends at 30th Street but
was run through to Thorndale to fill a schedule for a
train that was 25 minutes behind at that point (7:05
AM). Transit seems to be back to normal.”
Credits were offered to weekly and monthly pass11

holders. Those possessing weekly tickets for the week
of October 29 and October monthly tickets received two
days’ credit toward the purchase of a weekly or future
monthly pass.
BALTIMORE, MARYLAND
Metro and bus service began at 12 noon Tuesday,
October 30. However, Light Rail did not return until the
next day because all the crossing gates were taken
down and Tuesday was used to reinstall them.
WASHINGTON, D.C. AREA
MARC’s service suspension continued on Tuesday,
October 30 but returned to all three lines on Wednesday
morning, October 31, subject to possible delays due to
potential signal problems as well as flooding-related
speed restrictions. Also, the following stations did not
have power, and thus may not have had lighting or a
ticket machine (where present): Brunswick Line —
Frederick, Point of Rocks, and Washington Grove; Penn
Line — Perryville and Halethorpe. One-way and roundtrip tickets could be purchased on the train with cash
only (no credit/debit cards accepted). The $3 surcharge
was waived for these stations.
A limited amount of service was restored on WMATA
starting at 2 PM Tuesday, October 30. Metrorail service
operated on 8-15 minute-headways. Bus service operated on a Sunday schedule, and for those lines without
Sunday service, a weekday schedule was operated.
Metro Access remained canceled. All services were reported as operating on Wednesday, November 1.
Virginia Railway Express resumed normal service on
Wednesday. An advisory was sent that riders with fiveday passes can show their passes to their crewmember to have the missed rides from October 29 and
30 exchanged for FRCs (Free Ride Coupons).
MUSEUMS
On Tuesday, Shore Line Trolley Museum’s (Branford)
General Manager Wayne Sandford reported: “Just
walked the line, this is what we found. Water was 8"
deeper than Irene; however, by applying what we
learned in Irene we held our own. 12 cars were placed
at the highest locations on the line; all are high and dry.
So we have the plow crane and line car along with
1602, 357, 775, 850, 629, R-9 (1689) and R-17 (6688)
operational. It looks like 948 had one truck slightly under, so that needs to be checked out.
“All shop equipment motors were removed and appears they have survived — just need re-installation.
Thanks to Firefighters from Volunteer Company 1, we
sandbagged (the) power station and Sprague basement. With (the) water line at 4 feet outside (the) basement we had 8" inside. With 24" outside the power station, there was only 2" inside. We lost a lot of roof
sheets on Building 4 and Building 6, but (they are) still
standing. Cars in buildings were all flooded again. Cars
like 4573 had water up to (the) platform but not in (the)
car. So we have a lot of cleaning and reassembling to
(Continued on page 18)
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METROPOLITAN TRANSPORTATION AUTHORITY
On October 22, in advance of the public hearings that
were held last month to raise fares (November Bulletin), MTA Chairman Joe Lhota signaled that he was
leaning toward raising the base fare from $2.25 to
$2.50. At press time, the December 19 Board meeting
had not yet been held, so details will be reported next
month. The new fares would go into effect on March 1,
2013.
MTA METRO-NORTH RAILROAD (EAST)
Metro-North’s Service to Football Games at the
Meadowlands brochure for 2012, originally issued in
August, was re-issued in September with “Revised”
added to its cover.
Member Richie Schulman reported that there is a New
Haven Line station timetable for Fordham to/from New
Rochelle, Port Chester, and Stamford. “It is the first
time, to my knowledge, it's been done, so I picked one
up (the only one there) when I was at Grand Central
Terminal on October 15. When I went back several days
to get another...there weren't any in the rack. I spoke to
the woman who stocks the racks and she told me it
doesn't exist. I guess I'll have to go back and show it to
her.” When I inquired at Grand Central Terminal, I was
told that this timetable is only available at the stations
for which the timetable was issued.
Harlem and New Haven timetables were reissued for
November 17, 2012 to January 4, 2013. Certain trains
do not operate on November 21 and December 21-26,
but there are also other trains that do run on those
days, due to anticipated increased or decreased ridership in the morning and afternoon.
Special Thanksgiving timetables were issued for the
period November 22-25.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
The last M-8 update, still from October 15, shows 156
cars with 138 in service and 18 undergoing Kawasaki
inspection. Member Bill Zucker has observed 91009227, 9230-3, 9238-43, and 9246-7 (140 cars).
MTA LONG ISLAND RAIL ROAD
Special timetables/timetable cards were issued. However, due to Hurricane Sandy, any projects that were
scheduled after October 27 were canceled.
● Port Jefferson – October 2 and 3, Sperry Rail Testing — Bus service east of Hicksville
● Port Jefferson – October 20-21, Track work at
Hicksville — Bus service east of Hicksville
● Ronkonkoma and Montauk – October 20-21, Track
work at Hicksville — Two trains adjusted
● Hempstead – October 26-November 11 (Fridays,
Saturdays, and Sundays), Concrete tie work between Queens Village and Jamaica — Westbound
12

No. 289
by Randy Glucksman

passengers destined to Queens Village and Hollis
boarded buses at Bellerose
● Babylon and Hillside Facility – Fridays, October 26,
November 2, and 9 — Train #188 schedule adjustment
● Port Washington – October 27, Overnight Sperry
Rail Testing — Bus/Van service between Port
Washington and Great Neck
Timetables with “Happy Thanksgiving” on their covers
for the period of November 12 through December 16
were issued for all branches, although the one for the
Long Beach Branch was not available due to the ongoing Hurricane Sandy repairs until ________. The
Hillside Facility Timetable (Form 13) will be in effect
through March 3, 2013.
On the Port Washington Branch, on Saturdays and
Sundays from November 24 through December 30,
trains operate half-hourly inbound between 8:40 AM and
12:40 PM, and outbound between 4:18 and 8:18 PM.
Holiday Eve trains are scheduled for the Port Washington, Port Jefferson, Far Rockaway, and Babylon
Branches on November 21 and December 24, 28, and
31. The Montauk Branch only had this service on November 21. There were additional trains on Thanksgiving Day for the Port Washington, Port Jefferson, Babylon, and Montauk Branches.
A new high-tech, $24.5 million car wash facility was
dedicated on October 16. Located east of the Babylon
station between the Babylon Village golf course and the
tracks leading to the Babylon Train Yard, more than 320
cars per day can be washed. Prior to the opening of this
car wash, cars could only be washed in the Ronkonkoma Yard.
There was a silent, unacknowledged, final run. Before
Hurricane Sandy arrived, member Jim Guthrie reported
that LIRR would make its final run over the Montauk
Branch between Jamaica and Long Island City on Friday, November 9: Train #507 (7:13 AM Oyster Bay/8:11
AM Jamaica, which then ran non-stop to Long Island
City, arriving at 8:34 AM. It was the only AM train not
stopping at Hunterspoint Avenue because it did not operate via the Main Line. There was no PM counterpart
because all PM trains from Long Island City make the
Hunterspoint stop. It is Jim’s understanding that the
trackage would be turned over to the New York & Atlantic (the same as the Bay Ridge Branch) and the signal
system would be removed. Armed with this knowledge,
I, along with some friends, had planned to ride the final
run; however, because of Hurricane Sandy the final run
had taken place two weeks earlier, on October 26.
Sandy struck our area on October 28 and when service
(Continued on page 13)
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was resumed later in the week using a modified schedule, all Long Island City trains operated via the Main
Line.
The new timetables that went into effect on November
12 do not show Train #507 stopping at Hunterspoint
Avenue, but it does operate to Long Island City. Due to
Hurricane Sandy, and the with the new timetables, service on the Montauk Branch west of Jamaica ended
without fanfare.
NJ TRANSIT
It turns out that the October 4 train delays that were
reported in last month’s Bulletin were the result of a
wayward squirrel coming in contact with a circuit breaker, causing it to trip and shutting down the signal system. The article in The Record, sent by member Al
Holtz, reported that pigeons and raccoons are also
problem for railroads.
There was one other item that was approved at the
October 15 Board meeting. $5.6 million will be paid to
close out the final contract of the canceled ARC Tunnel
project. By settling at that amount, NJ Transit and the
taxpayers of New Jersey are off the hook for what
would have been a $10.3 million claim from the contractors, Barnard/Judlau Joint Venture. The Asbury Park
Press reported that an audit earlier this year found that
New Jersey took a $297 million loss after Governor
Christie canceled the project. That amount includes $95
million, negotiated down from $271 million, which had to
be repaid to the federal government.
Shortly after 7 AM on October 22, as I arrived on the
center platform at Secaucus Junction, I noticed that a
train of multi-level cars was on (westbound) Track 3, out
of service. Almost immediately, westbound Train #6213
(6:50 New York Penn/Montclair State University) arrived
and departed on Track B, and moments later, westbound Acela Train #2107 (7 AM New York Penn/
Washington, D.C.) passed through the station on Track
A. This was the first time that I had seen such a move.
My eastbound train then arrived/departed from Track B.
A posting on SubChat provided some additional information on the resolution that was tabled at the October
15 Board meeting to modify multi-level trailer cars into
motorized cars (October Bulletin). State Transportation
Commissioner James Simpson questioned why the
Board was not looking at “lighter, energy-saving cars
such as those replacing older cars on New York’s Metropolitan Transportation Authority.” He added: “You’re
asking us to approve a very heavy car to pull other very
heavy cars,” noting a locomotive has to tow a 10-car
train of loaded multilevel cars weighing 1.6 million
pounds. “I have concerns about this car, and to have
the Board spend hundreds of millions of dollars and tie
us to the multilevel fleet – I’m not convinced.” A spokesman for one of the rail advocacy groups suggested that
13

NJ Transit borrow some Silverliner Vs from SEPTA, cars
that already run on the Northeast Corridor (to Trenton).
Rail service to the Meadowlands was canceled for the
Columbia vs. Brazil game on Wednesday, November
14, 2012, due to the continuing effects of Hurricane
Sandy. An alert was sent advising that Coach USA
would provide service to this event from outside of the
Port Authority Bus Terminal, i.e., W. 41st Street near the
intersection of Ninth Avenue in Manhattan.
Two weeks after the Board voted to strip its nonunionized employees of their transit passes (November
Bulletin), these employees said that they are prepared
to launch a legal challenge. The Record obtained a
copy of the letter the workers sent to Executive Director
James Weinstein, that said the Board violated a federal
law that gives non-union transportation workers the
same protections afforded workers covered by union
contracts.
With the completion of the overnight busing project,
the Atlantic City Line got a new timetable effective November 18. There is a full panel advertising devoted to
NJ Transit’s group fares, which offer a 25% discount.
A $400,000 federal grant will enable NJ Transit to
study the feasibility of adding a station at 18th Street and
Jersey Avenue in Jersey City. The study will also look at
how to increase ridership on the Light Rail and how to
relieve traffic congestion where the Hudson-Bergen
Light Rail trains cross Paterson Avenue in Hoboken.
Thanks to Al Holtz for these two reports.
AMTRAK
The special Thanksgiving Timetable (Form T-5) was
also on the Internet in late October, in four PDFs: Empire Service, Keystone Service, Wolverine Service, and
Northeast Corridor. I picked up “Hard” copies during the
third week of November. This year’s cover has an autumn scene in New York’s Central showing the skyline
toward the southeast corner of Fifth Avenue and Central
Park South.
On October 19, a test train with journalists, politicians,
and transportation officials reached a top speed of 111
mph on a stretch of track between Chicago and St. Louis for which the maximum allowable speed is 79 mph.
Thanks to member Dennis Zaccardi for this report.
On November 1, Downeaster Service was extended
26 miles from Portland to Brunswick with an intermediate stop at Freeport, Maine.
Cinders reported that during October, two long-retired
AEM-7s, 922 and 930, which were heavily damaged by
fire, were cut up. Two others, 911 and 933, were recently retired for the same reason. This reduces the once54-unit fleet (900-953) to 47 as active. The AEM-7s
were constructed between 1977 and 1988. They will be
replaced by 70 ACS-64 “Sprinter” electric locomotives
on order from Siemens.
INDUSTRY
Riding in a Hudson Line train as it sped by the Kawa(Continued on page 14)
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saki plant in Yonkers on November 6, I noticed that
there were quite a number of NYCT R-188s, including
7811-20 and 7835-7.
On November 1, Talgo filed a lawsuit against the State
of Wisconsin over its termination of the contract to construct trainsets (already built) for the Hiawatha Service
between Milwaukee and Chicago. If a court rules in favor of Talgo, the State of Wisconsin will have no further
rights under the contract and will lose the almost $50
million it has already spent on the project. This amount
includes only part of the contracted price for the trains,
the State’s payments to consultants, and its investment
in a Milwaukee facility for temporary maintenance work.
Wisconsin’s Governor, Scott Walker, campaigned on an
anti-rail platform, vowing to cancel an already federally
funded project for his state. Those funds were subsequently re-allocated to other states. He survived a recall
vote this past June. Thanks to Railway Age for this
news.
Member Ron Yee observed one of WMATAs 7000series cars at the Kawasaki plant on November 15.
2012 IN REVIEW
In the January Bulletin, a table of transit projects that
were scheduled to open or expand during this year was
published, and the results appear in the table below.
DATE

OPERATOR

AREA

LINE

NOTES

March
25

Port Authority Transit

Pittsburgh,
Pennsylvania

North
Shore
Connector

Gateway
Center to
Allegheny
1.3 miles, 2
stations

April 23

Massachusetts Bay
Transportation Authority

North
Kingston,
Rhode
Island

Providence/
Stoughton

Wickford
Junction
Station
opens
7th/Metro
Center to La
Cienega/
Jefferson
7.6 miles, 10
stations

Los Angeles
County Metropolitan
Transportation Authority

Los Angeles, California

Expo Line
Phase I
(1)

June
15

Sacramento
RTD

Sacramento,
California

Downtown
Natomas
Airport
(Green)
Line

8th & H St. to
River District. 1.1miles, 1
station

June
20

Los Angeles
County Metropolitan
Transportation Authority

Los Angeles, California

Expo Line
Phase I
(2)

La Cienega
to Culver
City, 1 mile,
1 station

July 28

Miami-Dade
County
Transit

Orange
Line

Earlington
Hts. to Miami Airport
2.4 miles, 1
station

April 28

Miami,
Florida

OPERATOR

AREA

LINE

Dallas Area
Regional
Transit

Dallas,
Texas

Orange
Line
Phase I

September
22

Portland City
Streetcar

Portland,
Oregon

Eastside
Loop

September
22

Calgary
Transit

Calgary,
Alberta

Northeast
LRT

October 8

Sound
Transit

Seattle,
Washington

Seattle/
Tacoma

July 30

November
1

November
12

Northern
New England Rail
Passenger
Authority
and
Amtrak
Massachusetts Bay
Transportation Authority

NOTES
Bachman to
Irving Convention
Center
5.4 miles, 3
stations
Pearl District to
Riverfront
District,
3.3 miles,
28 stops
McKnight/
Westwinds
to Saddletowne,
1.8 miles, 2
Stations
Service
extended
from Tacoma to Lakewood
10 miles, 2
stations

Portland,
Maine

Downeaster

Extension
from Portland to
Brunswick
26 miles, 2
stations

Boston,
Massachusetts

Fairmount

Talbot Ave.
Station
opens

November
14

Metro Transit

Minneapolis, Minnesota

Northstar

December
3

Dallas Area
Rapid Transit

Dallas,
Texas

Blue Line

December
3

Dallas Area
Rapid Transit

Dallas,
Texas

Orange
Line
Phase II

December
10

Utah Transit
Authority

Salt Lake
City, Utah

Front Runner South

December
10

Calgary
Transit

Calgary,
Alberta,
Canada

West LRT

Ramsey
Station
opens
Garland to
Rowlett
4.5 miles, 1
station
Irving Convention
Center to
Belt Line,
3.9 miles, 3
stations
Provo to
Downtown
SLC
45 miles, 6
stations
7th Ave. to
69th St.
5 miles, 6
stations

However, these projects, which were scheduled to be
in service this year, were not completed. Below is the
current status, using the latest available data:
● MBTA – Wachusett Commuter Rail Station – Now
scheduled for 2014
● NJ Transit – Westmont/Avalon Commuter Rail Station – No information available
(Continued on page 15)
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●

New Orleans – 1.5 mile Loyola Avenue extension of
the St. Charles Line – Scheduled to open on January 5, 2013
● Washington, D.C. – Anacostia Streetcar Line – Now
scheduled for late 2013
2012 ELECTION
A number of transportation issues were on ballots
around the nation. Jack May reported that in Virginia
Beach, prior to Election Day, 63% of the 471 resident’s
who were polled indicated that they would vote “yes” on
the Election Day ballot question to extend The Tide LRT
into their city. 29% said that they would vote “No,” while
8% were undecided. The result was approval of the advisory referendum to advance a study of the 10.6-mile
extension. In Los Angeles, voters approved a 30-year
extension of Measure R, a half-cent sales tax in Los
Angeles County for transportation. In Orange County,
North Carolina, a half-cent sales tax hike was approved
for transportation improvements. Rail components include partial funding for the construction of a new
Amtrak station in Hillsborough, along the Carolinian and
Piedmont routes. Also funded by the tax increase is the
construction of a light rail line from the University of
North Carolina Chapel Hill to Durham. In Alameda
County, which includes Oakland, voters narrowly defeated Measure B-1 that would have added a half-cent
to the sales tax dedicated for transportation projects.
The 65.54% approval fell short of the required twothirds (66.66%). It was estimated that over 30 years,
$7.8 billion could have been raised. $400 million would
have been used to partly fund a 4.8-mile BART extension from Pleasanton to Livermore.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
An enhancement that member Todd Glickman thinks
is a great idea has been proposed for the Ruggles station (Providence/Stoughton Line), which is also served
by Franklin and Needham Line trains. A new high-level
platform would be added for Track 2. Todd wrote: “For
inbound trains to access Ruggles, they must do a
crossover move from 2 > 1 > 3, causing trains to slow
from MAS (80) to medium (30); with ACSES this happens well before the turnouts. Plus if an outbound is
coming on Track 2, then there are further delays.” At
present, Track 2 is the only one without a platform, and
once constructed, riders who are forced to bypass the
station would no longer have to double-back from Back
Bay Station via the Orange Line. Ruggles was opened
in 1987.
Acting General Manager Jonathan Davis paid a visit
to the Hyundai-Rotem (H-R) plant in South Korea during the week of October 15 to meet with officials over
the much-delayed order of bi-level cars. According to a
report in The Lynn Daily Item, H-R executives told Da15

vis that they were “embarrassed” over the now 18month delay in delivering the 75-car, $190 million order.
GM Davis got an opportunity to visit the plant and walk
through cars under construction, and said that senior
officials noticed his presence. "The proof is in adhering
to the schedule. Up to now, they have not been able to
deliver," Davis added. "What I told them in the end is
don't confuse efforts with results. We want to see the
coaches delivered on the most recent schedule, and
there can be no further slippage. I do have a wrap-up
meeting tomorrow with Mr. Lee to debrief him. I will
again be asking him to commit to the revised delivery
schedule." The cars are now scheduled for delivery in
groups of four, with the majority in service by July, 2014.
Four trains were shipped on October 17. Todd wrote
that it was not clear from this statement whether these
are the pre-production cars that have been in the United
States for many months undergoing pre-delivery work
by Hyundai-Rotem (March Bulletin), or four additional
shells going from South Korea to the Philadelphia plant.
It turned out that these were the cars that were arrived
in the United States on January 8 and on November 8,
800, 801, 802 and 1800 were delivered to the “T”’s
maintenance facility in Somerville.
The first set of bi-levels (716, 739, 743, 745, 1701,
and 1704) was sitting in front of Boston Engine Terminal
on October 31 ready to go to Alstom for rebuilding
(September Bulletin).
Despite the average 23% fare increase that took place
on July 1 (July Bulletin), ridership increased in September when compared to the same month in 2011. System-wide, the average number of weekday rides
showed a 1.5% increase, with bus ridership up 2.3%
and subway ridership up 3%. Commuter rail ridership
was down by 0.2%.
Talbot Avenue, a new station on the Fairmount Line,
opened on November 12. It is located between Morton
Avenue and Uphams Corner. Thanks to Todd Glickman
for these reports.
BUFFALO, NEW YORK
Member Jim Beeler, who attended the Motor Bus Society’s fall convention in Buffalo, sent copies of the
agency’s Metro Rail timetable. I had to look very closely
to find the effective date, which was not on the cover
page. I finally found it on the back, in extremely small
print – “5/12.”
LINDENWOLD, NEW JERSEY
Member Dave Safford sent this report with commentary, from The Philadelphia Inquirer: “PATCO, always
solicitous of its riders’ health and well being, has for the
past five months provided them the opportunity to intensify their personal physical fitness programs by hiking
36 steps up to the Ashland Station's platforms. An unidentified ‘foreign object’ having damaged critical parts
of the escalator, including the traction belt that carries
the steps, the moving stairs were then withdrawn from
(Continued on page 16)
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service. After replacing the belt, it was then discovered
that the drive chains were also damaged, leading to
another delay. Following all too common transit policies,
riders were left to wonder what was going on until The
Inquirer put its local affairs reporter on the case. The
escalator should be back in service, PATCO hopes, ‘in a
few days.’ Total cost? $25,000. Another case where a
simple posted note of apology would have paid public
relations dividends.”
PHILADELPHIA, PENNSYLVANIA
Dave Safford adds: “SEPTA exists, as do most transit
systems, in a constant state of crisis, never able to really climb out of its fiscal hole. With the last of its 120 Silverliner V order now nearly in hand, replacing
the ancient Silverliner IIs and IIIs, it still has the bulk of
its working fleet, 231 Silverliner IVs, 36 to 38 years old,
crumbling in daily service. Originally built by GE, that
manufacturer no longer supports the cars, forcing SEPTA to resort to the second-hand market or 1:1 scale kitbashing to keep the cars on the road. SEPTA’s entire
capital budget comes from state and federal grants, and
in the present political climate those funds look as
though to describe them as minimal would be overstating their availability. With ridership at a 23-year high and
capital funds at a 15-year low, the situation is "not sustainable,"
according
to
SEPTA’s
General Manager. Available funding is insufficient to provide
for priority projects that affect public safety, such as
bridges, power lines, substations, track, etc., leaving
less than nothing for new cars, cars that today are estimated at $3M each. As if that weren't enough gloom,
the entire Kawasaki LRV fleet is 32 years old, and 1,400
buses date from 1995.”
Through April, 2013, a specially decorated Silverliner
V celebrating the "Jazz Age" can be seen on Regional
Rail Lines. Dubbed the "Speakeasy Silverliner," this car
celebrates the new National Constitution Center exhibit,
"American Spirits: The Rise and Fall of Prohibition." The
train car's interior was covered in a wallpaper-like plastic wrap with graphics to look like a 1920s speakeasy.
Thanks to member Lee Winson for this report.
From Cinders: As of late October, 7 of the 120 Silverliner Vs still had not been delivered, due to missing door
and brake parts, and completion of the order was two
years behind schedule.
WASHINGTON, D.C. AREA
On October 10, Metro invited members of the press to
its rail yard in Landover, Maryland to see a mock up of
the 7000-series cars, which was constructed by Kawasaki in Lincoln, Nebraska.
My wife and I attended a wedding in Washington, D.C.
in October, and after looking at various options decided
to travel via Mega Bus. In D.C., after the bus left the
highway, we eventually came on H Street where the
16

streetcar tracks were completely installed all the way
from north of 26th Avenue to 3rd Street, a few blocks
from Union Station. For a portion of the line they are in
the center of the street and for the rest, one lane to the
left of the parking lane. We rode the Metro Red Line for
the return trip from our hotel, which was near the Farragut North station. The eight-car train was composed
of 3000-series cars on each end, with two pairs of 1100series cars in the center.
MARC operated a modified schedule on November 21
for its riders on its Penn, Brunswick, and Camden Lines
who were able to leave work early for Thanksgiving.
Thanks to member Marc Glucksman for this news.
Railway Age reported that the streetcar testing was to
begin this winter, however not on the H Street-Benning
Road Line. DDOT is expecting three additional streetcars from the Clackamas, Oregon-based United Streetcar, to add to its existing fleet of three, currently in storage. The first two additional cars are scheduled to arrive
next August. Initial operations will require at least five
streetcars, with a sixth in reserve.
Virginia Railway Express (VRE) has had a policy that
all tickets expire one year from date of purchase. Exceptions were made in the past; however, effective November 22, that practice was discontinued. From the
time of the notice, October 18 through November 21,
riders had the opportunity to exchange these tickets for
like-kind tickets up to $100 in value.
TAMPA, FLORIDA
In a surprise move, on October 16, the Tampa Port
Authority Board indicated that it would be willing to consider a proposal to retroactively increase its annual
commitment to the TECO system by $100,000 and give
an additional $50,000 to hire a Director. Three Board
members have discussed with CSX the insurance policy the railroad requires for the crossing in Ybor City,
which costs $400,000 annually. This represents 25% of
the streetcar line’s expenses. CSX has set this requirement in order for the streetcars to cross its tracks.
Over the weekend of October 20-21, TECO celebrated its 10th Anniversary, and held a Trolley Fest. Thanks
to Dennis Zaccardi for these reports.
MIAMI, FLORIDA
AnsaldoBreda won the contract to build 136 rail cars
for Miami-Dade Metro. The order is broken down into
two parts: 6 pre-production cars and 130 production
cars, which will include LED lighting, Wi-Fi, CCTV, and
bicycle racks. Assembly will be at a plant to be established in the Miami area. Although the firm was selected
in March, 2011, there were a series of legal challenges,
including one from the Federal Transit Administration,
that had to be resolved. These cars will replace the original ones built by the Budd Company for the system’s
opening on May 20, 1984.
CHESTERTON, INDIANA
NICTD issued a new timetable that went into effect on
(Continued on page 17)
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October 8. The only change involved weekend eastbound Train #513, which previously terminated in South
Bend. This train has reverted to Train #613 and terminates in Michigan City. Thanks to Jim Beeler for sending copies.
CHICAGO, ILLINOIS
Metra reported that ridership to the Ryder (Golf) Cup,
which took place at the Medinah Country Club between
September 25 and 30, was 44,000 (November Bulletin). The heavy ridership caused 44 trains to be delayed.
DETROIT, MICHIGAN
Member Tom VanDeGrift reported that the proposed
Detroit light rail line still requires more private and federal money than is available to build and operate it, and
federal money is on hold until the State Legislature authorizes a regional authority to take control after the
initial (10-year?) period of operation. He wrote: “The
regional authority would seem to be a no-brainer, but
we’ve been looking for this for decades and there are
still some in the city and suburbs who see the regional
authority as a threat to local control.” The proposed regional authority would also be responsible for setting up
the regional ‘rapid transit bus’ lines proposed by Governor Snyder.
A new commuter service between Detroit and Ann
Arbor may happen. According to an article in Annarbor.com, Michigan DOT (MDOT) purchased six retired
Metra Gallery cars and had them refurbished by Great
Lakes Central Railroad in Owosso, Michigan. The train
has the lettering “MITRAIN” on its sides. A photo of the
train powered by Amtrak 500 (model P32-8) was taken
after the train was tested on the overnight of November
13-14 by MDOT and SEMCOG (Southeastern Michigan
Council of Governments), in anticipation of using them
for two future commuter rail service programs. That includes the east-west Ann Arbor-to-Detroit line and the
north-south WALLY line linking Ann Arbor and Howell.
Initially, the service was to have begun operating in October, 2010, but no startup date was given. Thanks to
members Al Holtz and Julien Wolfe for this report.
MINNEAPOLIS, MINNESOTA
Ramsey, a new Northstar station, was opened November 14. A ceremonial groundbreaking ceremony
was held on March 27. November 16 marked the third
anniversary of service.
ST. PAUL, MINNESOTA
Jack May wrote that while heading to the MinneapolisSt. Paul airport for a return flight to Newark, he came
upon the construction of the Twin Cities’ second light
rail line. Originally known as the Central Corridor, but
now designated as the Green Line, the new route connecting Minneapolis and St. Paul will almost double the
size of the system, adding another 11 miles (18 sta17

tions), for a total of about 23 miles with 37 stations. The
western end of the new line will share the rails of the
existing Hiawatha line, which will become the Blue Line.
SALT LAKE CITY, UTAH
As was reported above, the Front Runner South commuter line opened on December 10.
The Utah Transit Authority reported (October 24) that
the Airport Trax Line would open on April 14, 2013. Preliminary testing began in November.
HONOLULU, HAWAII
With the election of Kirk Caldwell, who won his race
for Mayor of Honolulu, the rail project is safe to continue
when it gets released from its injunction to stop work
due to archeological issues. Thanks to member David
Erlitz for this good news.
TORONTO, ONTARIO, CANADA
According to a report in The Sudbury News, the association representing unionized employees at the Ontario Northland Transportation Commission, which operates the Ontario Northland Railway, has proposed
transferring ownership of the railroad and other assets
of the provincially held operation to a new port authority.
The port authority would be operated under the Canada
Marine Act. The first step in this process was recently
completed with the creation of The James Bay and
Lowlands Ports Trustee Corporation. The Canada Marine Act allows the federal government to create port
authorities, which are Crown corporations of the federal
government. Thanks to Al Holtz for this report.
Railway Age reported that the Toronto-York-Spadina
subway would be completed in the autumn of 2016, one
year later than scheduled. The reason for the delay was
partly attributed to the death of a worker when a drilling
rig collapsed in October, 2011. On the 5.3-mile extension, there will be six stations: Sheppard West, Finch
West, York University, Steeles West, Highway 407, and
Vaughn Metropolitan Center. When completed, it will
mark the first time that subway service has reached
beyond the city of Toronto into the Region of York.
A “downtown relief line” has been proposed for Toronto, in order to ease overcrowding on the Yonge Street
Line and divert riders from the Yonge-Bloor station.
Population in the downtown area and commuting could
increase by 50% by 2031. The project at this time has a
$3.2 billion price tag. Thanks to member Howie Mann
for sending this report from The Globe and Mail.
CALGARY, ALBERTA, CANADA
Service is scheduled to begin on the West LRT on
December 10. The 5-mile line from Seventh Avenue to
69th Street will add six stations. Construction began in
2009, and the projected ridership is 30,000 per day.
Thanks to Jack May for this news.
FROM THE HISTORY FILES
100 Years ago: On December 28, 1912, San Francisco Municipal Railway operated its first line, Geary
Street.
(Continued on page 18)
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45 Years ago: On December 30, 1967, the New Jersey & New York Railroad was conveyed to the ErieLackawanna Railway. This line is now known as the
“Superstorm” Sandy Devastates East Coast
(Continued from page 11)

do, a lot of journal box cleaning. Hopefully we will hear
of our FEMA car repair request SOON!!!
“Again please consider helping the museum close the
gap on the Elevating the Collection campaign. We have
$1.5 million in hand; (we) need $500,000 to reach (our)
goal. Had (the) buildings been built, 60 cars would have
been high and dry, not 12 cars. Now is the time to consider buying a brick or making a donation.”
The Trolley Museum of New York in Kingston reported: “For the first time in the museum’s history, 100% of
our trackage (except for our unused portion on the hill)
was under water. All of Ferry Street, The Strand, our
yard trackage, trackage inside the building, and the entire mainline out to Kingston Point— everything was
under water. And not just a wash of water; some areas
(such as along The Strand by the Sheriff's crossing)
were under almost five feet of water. The good news is
that no trees fell on the building, there were no problems with the roof, and there were no issues in the Visitors Gallery and office areas upstairs. However, we are
going to need a lot of cleanup, and a lot of help from
volunteers.”

Pascack Valley Line and is operated by NJ Transit for
the New Jersey stations and by Metro-North under a
service agreement for the New York stations.
News items and comments concerning this column may be
emailed to ERAnewseditor@gmail.com.
AS Howard Beach to B. 67th Street/B. 90th Street
and Rockaway Park to B. 90th Street
JZ Chambers Street to Broad Street
R Canal Street to Court Street
S Broad Channel to Rockaway Park
MTA STATEN ISLAND RAILWAY
Regular weekday schedules
MTA LONG ISLAND RAIL ROAD
Regular weekday schedules and regular service on
the Long Beach Branch
NJ TRANSIT
Regular weekday schedules on the Northeast Corridor, North Jersey Coast, and Morris & Essex (including
the Gladstone Branch) Lines; Newark Light Rail service
to Broad Street

SUMMARY
There comes a point when “time” has to be called and
the column has to be submitted to our Production Manager, David Ross, for publication. The transit employees
who worked tirelessly and dedicated their lives over the
past three weeks to the restoration of service must be
recognized. To get all of these services restored following a storm such as no one in the area had ever experienced in less than three weeks, is nothing short of
amazing. We in the metropolitan New York area owe
them a debt of gratitude.
As this story was being completed for submittal, there
were news reports that an investigation is underway at
NJ Transit over the decisions made to store nearly onethird of its locomotives and a quarter of its passenger
cars in rail yards that were predicted to flood. Stories
were circulating on the Internet concerning NJ Transit
searching for loaner cars from other transit agencies,
and any subsequent information will be reported in my
Commuter and Transit Notes columns in subsequent
Bulletins. Readers will be informed when these “open
items” are restored to full service:
MTA NEW YORK CITY TRANSIT (SUBWAY)
1 Rector Street to South Ferry
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Newark City Subway (now known as Newark Light Rail) at Orange
Street, July 10, 1958.
Bernard Linder photograph

PORT AUTHORITY TRANSIT-HUDSON RAILROAD
Service to Hoboken, Exchange Place, and World
Trade Center; all-day service to 9th Street and Christopher Street
MISCELLANEOUS
Reopening of the Brooklyn-Battery (Hugh L. Carey)
Tunnel’s westbound tube
It was a huge undertaking to put this article together, and I
wish to thank the following members for their contributions
to this story: George Chiasson, Steve Erlitz, Todd Glickman,
Marc Glucksman, Andrew Grahl, Al Holtz, Bob Kingman,
Larry Kiss, Joseph Korman, Frank Pfuhler, Henry Raudenbush, Dave Safford, Tom Scheffer, Bill Vigrass, Bob Vogel,
Lee Winson, Bob Wright, and Bill Zucker.

